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DISTRICT  CHARTER  AND  ORGANIZATION 

The  San  Francisco  Bay  Area  Rapid  Transit  District  was  created  by  the  California  State 
Legislature  in  1957  in  response  to  Bay  Area  growth  and  transportation  needs.  Initial 
efforts  focused  on  establishing  the  organization  for  the  purpose  of  fulfilling  the  BART 
District  charter  which  calls  for  the  construction,  operation,  and  maintenance  of  a rapid 
transit  system  in  the  Bay  Area.  Voter  approval  in  1962  of  a $792  million  general 
obligation  bond  issue  in  San  Francisco,  Alameda,  and  Contra  Costa  counties  provided 
the  initial  funding  base  and  authorization  to  begin  construction  of  the  71  mile  system:  the 
first  new  rail  transit  system  to  be  built  in  the  United  States  in  over  60  years  and  the  first 
rail  system  to  make  large-scale  use  of  computer  technology. 

The  District  is  governed  by  nine  elected  Board  of  Directors,  each  member  representing 
their  respective  local  constituents  within  the  three-county  District.  Board  meetings  are 
normally  conducted  twice  each  month,  are  subject  to  prior  notice,  and  are  open  to  the 
public.  Directors  serve  on  various  standing  committees  and  special  committees  of  the 
Board  to  deliberate  and  make  recommendations  to  the  full  Board.  These  meetings  are 
also  subject  to  prior  public  notice  and  are  open  to  the  public. 

The  organization  at  the  staff  level  (Figure , BART  Organization  Chart)  reflects  a 

management  structure  that  has  evolved  to  effectively  carry  out  the  District’s  programs  and 
policies.  The  General  Manager,  General  Counsel,  Controller/Treasurer,  and  District 
Secretary  are  Board-appointed  officers  and  report  directly  to  the  Board  of  Directors. 
Other  executive  staff  members  consist  of  the  Deputy  General  Manager,  three  Assistant 
General  Managers,  and  three  Executive  Managers.  These  seven  executive  staff 
members  report  directly  to  the  General  Manager.  Reporting  to  the  executive  staff  are  30 
Department  Managers  and  their  respective  staffs.  BART’s  total  budgeted  workforce  for 
FY  92  was  2,632  full-time  and  41  part-time  positions. 


MAJOR  COMPONENTS  OF  BARTS  CAPITAL  PLANT 

The  1962  general  obligation  bond  issue  provided  funding  for  the  basic  BART  system 

(Figure , System  Map)  which  included:  71  miles  of  double-mainline  track,  three 

maintenance  facilities  and  associated  yards,  450  vehicles  (ten  of  which  have  been  retired 
from  the  operating  fleet),  an  administration/central  control  facility,  and  34  stations.  Capital 
improvements  made  over  the  years  have  added  to  this  inventory  base  and  include  150 
more  cars,  the  Daly  City  Yard  and  Maintenance  Facility,  the  KE  subway  track  through 
downtown  Oakland,  and  a new  central  train  control  computer. 
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BART  is  a third-rail  1,000  volt  DC  electrically  powered  railway.  The  rail  right-of-way  is 
fully  protected  and  has  no  grade  crossings.  BART’s  rail  right-of-way  consists  of  71  miles 
of  continuously  welded  double-mainline  66  inch  gauge  track  (142  miles,  bi-directional). 
Approximately  20  miles  of  double-mainline  track  are  in  subway,  24  miles  are  elevated, 
and  27  miles  are  at  grade.  There  are  54.5  miles  of  additional  single  track  located  in 
yards,  sidings,  and  other  locations.  All  but  3.2  miles  of  this  latter  amount  are  at  grade, 
and  include  leads  and  sidings  located  in  the  four  maintenance  yards.  The  remaining  3.2 
miles  largely  constitute  the  KE  track  through  downtown  Oakland  which  is  1 .8  miles  in 
subway.  A special  track  geometric  vehicle  is  used  to  analyze  the  running  rails  and 
electric  third  rail.  Tracks  are  routinely  inspected  and  maintained  to  insure  structural 
integrity  and  a smooth  operating  surface.  Trackwork  is  routinely  scheduled  and 
performed  during  non-revenue  hours. 


Maintenance  Yards 

Routine  preventative  maintenance  is  carried  out  in  accordance  to  specific  schedules  and 
is  performed  at  four  facilities,  three  of  which  are  located  in  the  East  Bay  (at  Concord, 
Hayward,  and  Richmond),  and  one  in  the  West  Bay  (at  Daly  City).  In  addition  to 
scheduled  maintenance  functions,  BART’s  Hayward  shop  also  handles  accident  damage 
repairs.  An  additional  maintenance  facility  located  between  Lake  Merritt  and  Fruitvale 
Stations  (Oakland  Shops)  provides  support  to  buildings  and  grounds  and  equipment  other 
than  rail  vehicles. 


Revenue  Vehicles 

BART  owns  three  types  of  revenue  vehicles:  control  equipped  A-  and  C-cars  and  non- 
control equipped  B-cars.  A-  and  B-cars  are  BART’s  first  generation  vehicles  which  were 
manufactured  between  1 971  and  1975.  C-cars  constitute  BART’s  second  generation  fleet 
and  were  manufactured  between  1987  and  1990.  Control  equipped  A-cars  are  75  feet 
long  by  10.5  feet  wide,  have  72  seats,  and  can  only  be  used  as  a lead  or  trail  vehicle  on 
each  train.  Non-control  equipped  B-cars  also  have  72  seats,  are  70  feet  by  10.5  feet, 
and  can  only  be  used  as  mid-train  vehicles.  Control  equipped  C-cars  have  64  seats  (plus 
dedicated  spaces  for  passengers  in  wheelchairs),  are  70  by  10.5  feet,  and  can  be  used 
as  lead,  mid-train,  or  trail  vehicles.  Trains  are  operated  from  the  lead  A-  or  C-car.  Train 
movements  are  automatically  controlled  by  computers  located  along  the  right-of-way. 
Overall  system  train  supervision  is  provided  by  BART’s  train  control  computer  at  BART 
Central  located  in  the  Lake  Merritt  Administration  Building  in  downtown  Oakland.  Train 
operators  aboard  each  train  can  override  the  automatic  system  should  the  need  arise. 
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BART’S  current  fleet  of  589  vehicles  includes  136  A-cars,  303  B-cars,  and  150  C-cars. 
One  additional  A-car  is  used  as  an  engineering  test  vehicle.  Permissible  train  lengths 
range  from  three  to  ten  cars.  [The  three-car  minimum  train  length  is  a California  Public 
Utilities  Commission  requirement.  The  ten-car  maximum  length  corresponds  to  station 
platform  lengths.]  Resulting  capacity  is  between  192  and  720  seated  passengers  for  a 
three  and  a ten-car  train,  respectively.  Vehicle  performance  specifications  include  a 
maximum  80  mile  per  hour  speed.  Revenue  service  is  based  on  a 70  mile  per  hour 
maximum  speed,  with  the  80  mile  per  hour  capability  reserved  for  maintaining  schedule 
adherence. 


Stations  and  Parking 

The  system  currently  has  34  stations,  14  of  which  are  in  subway,  13  elevated,  and  7 at 
grade.  All  stations  have  platform  lengths  of  approximately  700  feet  to  accommodate 
BART’S  maximum  train  length  of  ten  cars.  Average  station  spacing  is  between  0.5  to  1 .0 
mile  within  and  adjacent  to  San  Francisco,  Oakland,  and  Berkeley  downtown  areas,  and 
2.0  to  4.0  miles  apart  in  suburban  areas. 

Stations  are  fully  accessible  and  have  elevators  and  escalators,  in  addition  to  stairways, 
linking  the  various  levels  to  streets,  connecting  local  transit,  and  parking  areas.  In 
downtown  San  Francisco  and  Oakland,  special  subway  entrances  provide  direct  access 
between  stations  and  retail  establishments. 

Automatic  fare  collection  equipment  is  located  in  each  station  to  vend  and  process 
passenger  tickets.  Automated  train  destination  signs  on  the  platform  level  of  each  station 
provide  a visual  display  of  an  arriving  train’s  destination  and  other  information.  All 
stations  have  special  displays  on  the  platform  and  concourse  levels  to  provide  additional 
information  with  regard  to  train  schedules,  local  area  destinations,  connecting  transit,  and 
other  information  to  assist  BART  riders.  A public  address  system  linked  to  BART 
headquarters  is  used  to  provide  additional  passenger  information.  This  system  is  also 
used  locally  at  each  station  by  station  agents. 

Depending  upon  location,  other  passenger  amenities  and  station  access  facilities  include 
dedicated  bus  lanes  and  berths,  bus  stop  shelters,  transit  information  centers,  regional 

transit  ticket  outlets,  transfer  dispensers,  bicycle  racks,  and  parking  (Figure  , Station 

Amenities  Summary). 

Parking  is  an  important  feature  at  suburban  stations,  where  a majority  of  BART  riders 
drive  to  a station  and  park.  As  of  June  1992,  BART’s  parking  inventory  consisted  of 
30,556  free  spaces  at  23  stations  and  205  spaces  at  one  additional  station  at  a daily 
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STATION  AMENITIES  SUMMARY 

To  Be  Provided 
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charge  of  250.  Free  parking  is  also  provided  at  four  BART  express  bus  park-ride  lots 
which  contain  a total  of  1,156  spaces  (Figure , Parking  Space  Inventory). 


Administration/Central  Control  Facility 

BART’S  administrative  headquarters  are  located  at  800  Madison  Street  in  downtown 
Oakland,  above  Lake  Merritt  Station.  This  facility  also  houses  BART’s  central  train  control 
computer.  While  trains  are  automatically  controlled  by  wayside  equipment  located  along 
the  trackway  and  stations,  the  central  train  control  computer  at  BART  headquarters 
provides  overall  systemwide  supervision  of  train  movements.  BART  Central  is  an  around- 
the-clock  operation.  Train  Controllers  and  other  BART  certified  personnel  located  at 
Central  monitor  train  movements  and  can  override  the  automatic  system  should  the  need 
arise.  A two-way  radio  system  provides  voice  communication  between  BART  Central  and 
all  train  operators.  A separate  telephone  system  provides  voice  communication  to  station 
agents.  Remote  cameras  located  at  key  locations  allow  BART  Central  personnel  to 
visually  monitor  train  movements  and  station  activities. 


BART  SERVICE  DESCRIPTION 

Rail  service  is  provided  between  the  hours  of  4:00  a.m.  and  1 :30  a.m.  Monday  through 
Friday,  6:00  a.m.  to  1 :30  a.m.  on  Saturdays,  and  8:00  a.m.  to  1 :30  a.m.  on  Sundays  and 
major  holidays.  Closing  times  for  individual  stations  are  coordinated  with  the  schedule 

for  the  last  train  departure  beginning  approximately  at  midnight  (Figure , BART  Rail 

Headways  and  Hours  of  Service).  The  following  service  description  reflects  BART’s  June 
22,  1992  schedule  change  which  is  based  on  faster  train  speeds  relative  to  the  prior 
schedule.  BART  express  bus  service  is  coordinated  with  the  rail  schedule,  and  is 
presented  in  a separate  section  below. 


Early  Morning  Rail  Service  - Weekdays 

Weekday  service  begins  at  approximately  4:00  a.m.  with  the  first  four  train  dispatches  of 
the  day  at  each  of  the  system’s  four  terminal  stations.  These  trains  operate  on  the 
Concord-Daly  City  and  Fremont-Richmond  routes.  This  service  configuration  is  also 
known  as  two-route  "X"  service,  and  requires  a transfer  in  downtown  Oakland  for  trips 
which  at  other  times  are  served  by  the  Fremont-Daly  City  and  Richmond-Daly  City  routes. 
A second  set  of  four  trains  on  the  Concord-Daly  City  and  Fremont-Richmond  routes  is 
dispatched  30  minutes  later  at  approximately  4:30.  At  approximately  5:00  a.m.,  service 
transitions  to  four-route  weekday  base  service,  which  continues  until  the  start  of  morning 
peak  service  at  about  6:00  a.m. 
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Figure 

BART  PARKING  SPACE  INVENTORY 
SPACES  ADDED  DURING  FISCAL  YEAR  1992 


NUMBER  OF  BART-OWNED  PAVED  PARKING  SPACES 


AS  OF 

PLANNED 

ADDED 

AS  OF 

LINE  AND  STATION 

Egfl.EY-g2 

INFY92 

JUN  1992 

SAN  FRANCISCO  LINE 

DALYCfTY 

1,937 

0 

0 

1,937 

GLEN  PARK 

55 

0 

0 

55 

WEST  OAKLAND 

424 

0 

0 

424 

SUBTOTAL 

2,416 

0 

0 

2,416 

FREMONT  LINE 

FREMONfT 

2,494 

0 

0 

2,494 

UNION  CfTY 

1,218 

0 

0 

1,218 

SOLfTH  HAYWARD 

1,307 

0 

0 

1,307 

HAYWARD 

1,061 

0 

0 

1,061 

BAY  FAIR 

1,903 

0 

0 

1,903 

SAN  LEANDRO 

1,295 

0 

0 

1,295 

COLISEUM 

1,059 

0 

0 

1,059 

FRUrrVALE 

1,103 

0 

0 

1,103 

LAKE  MERRITT* 

205 

0 

0 

205 

SUBTOTAL 

11,645 

0 

0 

11,645 

RICHMOND  LINE 

RICHMOND 

796 

0 

0 

796 

EL  CERRITO  DEL  NORTE 

2,516 

0 

0 

2,516 

EL  CERRfTO  PLAZA 

795 

0 

0 

795 

NORTH  BERKELEY 

840 

0 

0 

840 

ASHBY 

626 

0 

0 

626 

MACARTHUR 

609 

0 

0 

609 

SUBTOTAL 

6,182 

0 

0 

6,182 

CONCORD  UNE 

CONCORD 

1,975 

0 

0 

1,975 

PLEASANT  HILL 

2,045 

1,200 

1,200 

3,245 

WALNUT  CREEK 

1,518 

0 

0 

1,518 

LAFAYETTE” 

1,521 

0 

0 

1,521 

ORINDA  " 

1,380 

0 

0 

1,380 

ROCKRIDGE  ” 

879 

0 

10 

889 

SUBTOTAL 

9,318 

1,200 

1,210 

10,528 

RAIL  TOTAL 

29.561 

1.200 

1.210 

30.771 

EXPRESS  BUS  PARK/RIDE 

NORTH  CONCORCVMARTINEZ 

538 

0 

0 

538 

WESTPnrSBURG 

213 

0 

0 

213 

EAST  ANTIOCH 

252 

0 

0 

252 

WEST  LIVERMORE 

153 

0 

0 

153 

EXPRESS  BUS  TOTAL 

1.156 

0. 

1.156 

SYSTEM  GRAND  TOTAL 

30,717 

1,200 

1,210 

31,927 

* A $025  parking  charge  is  in  effect  at  Lake  Merritt  Station.  All  other  BART -owned  parking  Is  free. 
“ Spaces  at  Lafayette,  Onnda,  and  Rockndge  stations  are  subject  to  special  parking  controls. 
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WOfE;  Chart  reflects  information  as  of  June  22, 1992.  An  asterisk  (*)  denotes  a route  not  in  service  during  the  identified  time  period.  A pound  symbol  (#)  indicates  that  earlier 
and/or  later  sen/ice  is  available  on  other  routes.  In  both  instances  (*  and  #).  travel  is  accommodated  on  other  routes  with  one  transfer  in  downtown  Oakland. 
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Peak  Period  Rail  Service  - Weekdays 

Peak  period  service  corresponds  to  weekday  commute  hours,  typically  between  6:00  a.m. 
to  9:00  a.m.  and  4:00  p.m.  to  7:00  p.m.  Monday  through  Friday.  During  these  times, 
trains  are  operated  at  closer  headways  than  during  base  service  in  order  to  provide 
sufficient  capacity  to  meet  higher  home-to-work  travel  demand.  During  the  morning 
commute,  there  are  43  trains  in  operation  systemwide,  providing  service  at  a minimum 
scheduled  headway  of  3.75  minutes  through  San  Francisco  and  downtown  Oakland.  This 
same  minimum  headway  service  is  operated  during  the  afternoon  commute  period.  Peak 
service  currently  requires  453  vehicles,  398  online  and  55  additional  cars  used  for 
transition  (yard  moves)  and  spare  trains.  Nearly  all  Transbay  trains  are  at  their  10-car 
maximum  during  peak  commute  hours. 


Base  Rail  Service  - Weekdays,  Daytime 

Base  daytime  rail  service  on  weekdays  consists  of  15-minute  headways  on  each  of  the 
four  routes  in  both  directions:  the  three  Transbay  routes  between  Daly  City  and  Concord, 
Fremont,  and  Richmond,  and  the  East  Bay  route  between  Fremont  and  Richmond.  The 
transition  to  base  service  begins  during  the  last  hour  of  the  morning  peak,  at 
approximately  8:00  a.m.  Base  service  continues  until  approximately  3:00  p.m.  at  the  start 
of  afternoon  commute  dispatches.  Base  weekday  service  requires  36  trains  operating  on 
the  system  and  results  in  the  following  bi-directional  service  frequencies:  a train  every 
5 minutes  between  Daly  City  and  West  Oakland,  a train  every  five  minutes  between 
MacArthur  and  12th  Street/Oakland  City  Center;  a train  every  7.5  minutes  between 
Richmond  and  MacArthur,  a train  every  7.5  minutes  between  Fremont  and  Lake  Merritt; 
and  a train  every  1 5 minutes  between  Concord  and  MacArthur.  Trains  stop  at  all  stations 
along  their  designated  route  (skip-stop  service  is  currently  not  operated).  The  systemwide 
average  speed,  including  stations  stops,  is  36.3  miles  per  hour.  As  for  all  service  periods, 
trains  are  sized  to  accommodate  demand  in  compliance  with  BART’s  load  factor 
standards. 


Base  Rail  Service  - Nights 

Base  night  service  consists  of  bi-directional  20-minute  train  headways  on  two  routes: 
Concord-Daly  City  and  Fremont-Richmond.  This  two-route  "X"  service  requires  a transfer 
in  downtown  Oakland  for  trips  which  at  other  times  are  served  by  the  Fremont-Daly  City 
and  Richmond-Daly  City  routes.  Base  night  service  requires  16  online  trains  and  begins 
at  approximately  7:00  p.m.  with  the  first  four  terminal-station  dispatches  (two  on  each 
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route  in  both  directions).  The  last  four  terminal-station  train  dispatches  occur  just  after 
midnight.  Individual  station  closings  are  coordinated  with  the  schedule  for  these  trains 
as  they  pass  through  their  respective  stations.  These  last  four  revenue  train  dispatches 
end  their  runs  at  approximately  1 :30  a.m. 


Base  Rail  Service  • Weekends  and  Holidays 

Base  daytime  Saturday  service  consists  of  28  trains  online  operating  at  20-minute 
headways  on  all  four  routes  between  the  hours  of  6:00  a.m.  and  7:00  p.m.  After  7:00 
p.m.,  base  night  service  is  in  effect  until  closing.  Base  Sunday  rail  service  consists  of  16 
trains  online  operating  at  20-minute  headways  on  a two-route  "X"  service  schedule  (the 
same  as  Base  Night  Service)  between  the  hours  of  8:00  a.m.  and  closing.  Except  for 
train  lengths  and  some  minor  schedule  modifications,  BART  provides  the  following  service 
schedules  on  holidays: 


Special  Rail  Service 

BART  service  is  coordinated  with  major  Bay  Area  events  served  by  the  system. 
Additional  service  for  special  events  is  provided  in  three  ways.  The  first  is  by  lengthening 
regularly  scheduled  trains  which  are  less  than  10  cars  long.  This  method  works  well 
during  offpeak  times  when  nearly  all  trains  are  less  than  10  cars  in  length,  and  when 
BART  demand  to  a particular  event  does  not  warrant  higher  train  frequencies.  For  events 
which  require  greater  capacity  and/or  frequency  of  service,  additional  trains  are  placed 
in  operation.  This  second  method  of  adding  service  and  capacity  is  typically  implemented 
when  the  demand  for  BART  associated  with  an  event  is  sharply  peaked  such  as  following 
the  end  of  a baseball  game,  rock  concert,  or  other  event  having  a large  attendance.  The 
third  way  BART  accommodates  service  to  special  events  is  to  provide  revenue  operations 


Celebrated  Holiday 


Schedule 


New  Years  Day 

Martin  Luther  King  Day 

Presidents’  Day 

Memorial  Day 

July  4th 

Labor  Day 

Columbus  Day 

Veterans’  Day 

Thanksgiving 

Day  After  Thanksgiving 

Christmas 


Sunday 

Weekday 

Saturday 

Saturday 

Saturday 

Saturday 

Weekday 

Weekday 

Sunday 

Weekday 

Sunday 
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BART  EXPRESS  BUS  HEADWAYS  AND  HOURS  OF  SERVICE 

An  Asterisk  (*)  Denotes  No  Service  Provided  During  Time  Period  Shown 
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at  times  when  the  system  is  normally  closed,  such  as  an  early-Sunday  morning  opening 
as  is  done  for  the  annual  Bay-to-Breakers  foot  race  in  San  Francisco.  Examples  of 
special  BART  service  include:  extended  hours  of  operation  on  New  Year’s  Eve;  longer 
and  more  trains  to  serve  athletic/special  events  at  the  Oakland  Coliseum,  U.C.  Berkeley, 
and  San  Francisco  Civic/Convention  Center;  special  early  Sunday  morning  opening  and 
express  trains  to  Bay-to-Breakers  in  San  Francisco,  and  "Shoppers’  Specials"  trains  each 
Sunday  between  Thanksgiving  and  Christmas. 


Express  Bus  Service 

As  an  interim  measure  until  rail  extensions  come  online,  BART  provides  express  bus 
service  on  12  routes  within  five  major  travel  corridors  in  Alameda  and  Contra  Costa 

Counties  (Figure , BART  Express  Bus  Headways  and  Hours  of  Service).  All  express 

bus  service  is  coordinated  with  BART  rail  schedules,  and  is  provided  under  contract  with 
Laidlaw  Transit,  Inc.  A total  of  1,156  free  parking  spaces  are  currently  provided  at  four 
express  bus  park-ride  lots  which  are  located  on  future  extension  station  sites:  North 
Concord/Martinez  (538  spaces).  West  Pittsburg  (213  spaces).  East  Antioch  (252  spaces), 
and  West  Livermore  (153  spaces). 


BART  Express  Bus  Corridors 

1.  I-80  between  El  Cerrito  del  Norte  Station  and  Pinole,  Hercules,  and  Rodeo 

2.  SR-4  between  Concord  Station  and  Martinez 

3.  SR-4  between  Concord  Station  and  Pittsburg,  Antioch,  and  Brentwood 

4.  I-680  between  Walnut  Creek  Station  and  Dublin  and  Pleasanton 

5.  I-580  between  Bay  Fair/Hayward  Stations  and  Dublin,  Pleasanton,  and  Livermore 


FARES 

BART  fares  are  computed  on  a distance-based  formula  with  surcharges  for  Transbay 
service,  Daly  City  Station  origin  or  destination  (Daly  City  Station  is  in  non-member  San 

Mateo  County),  and  a speed  premium  (Figure , BART  Fare  Components  and  Ticket 

Prices).  The  base  fare  is  currently  800  for  the  shortest  trips  and  trips  within  downtown 
areas.  The  highest  fare  is  currently  $3.00  for  the  36-mile  Transbay  trip  between  Fremont 

and  Daly  City  (Figure , BART  Fares  and  Travel  Times).  The  average  rail  passenger 

fare  including  discounts  in  FY  91  was  $1.37. 

BART  provides  a 90%  discount  to  children  between  the  ages  of  5 and  12  (children  under 
5 can  ride  free),  to  persons  65  and  over,  and  to  persons  with  a qualifying  medical 
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Figure 


BART  fare  components  AND  TICKET  PRICES 

Notes  Appear  On  Following  Page 


TRIP  LENGTH: 

Up  to  6 miles 

800 

Between  6 and  14  miles  ' 

920  + 6.90/mile 

Over  14  miles 

$1 .47  + 4.10/mile 

SURCHARGE: 

Transbay 

450 

Daly  City  ^ 

520 

SPEED  PREMIUM: 

Charge  differential  for  faster  or  slower 
than  average  trips,  based  on  scheduled 
travel  time 

±2.50/minute 

RESULTING  FARES: 

Range  ^ 

800  to  $3.00 

Average  fare  (before  discounts) 

$1 .52 

Average  fare  paid  (after  discounts) " 

$1.34 

RAIL  FARE 

Children  under  5 

Free 

DISCOUNTS  & 

Children  5 through  12  (90%  discount) 

$1.60  ($16  value) 

SPECIAL  FARES:  ® 

Persons  65  and  over  (90%  discount) 

$1.60  ($16  value) 

Qualifying  handicapped  (90%  discount) 

$1.60  ($16  value) 

Regular  adult  (6.25%  discount) 

$30  ($32  value) 

Excursion  (entry/exit,  same  station)  ® 

$2.60 

SEMI-MONTHLY 

BARTPIus  (w/  $15  to  $50  BART  value) " 

$24-$57  (8  denom) 

RAIL/BUS  PASS: 

Premium  BARTPIus  (w/  $14  BART  value)  ® 

$36-$47  (3  denom) 

MONTHLY  RAIL/ 

BART/MUNI  Fast  Pass  --  (unlimited  monthly 

$30 

SF  MUNI  PASS:  ® 

use  of  BART  and  MUNI  within  San  Francisco) 

ONE-WAY 

BART  Express  Bus  - Zone  1 

Free  (750  value) 

TRANSFERS  TO: 

Zone  2 

400  (750  value) 

(Issued  at  rail  stations) 

CCC  Transit  Authority 

250  (500  value) 

Union  City  Transit 

250  (250  value) 

ROUND-TRIP 

AC  Transit  --  From  BART 

600  (400  value) 

TRANSFERS 

To  BART 

600  (400  value) 

TO/FROM: 

SF  MUNI,  within  SF  - From  BART 

850  ($0  value) 

(Issued  at  rail  stations) 

To  BART 

Free  (850  value) 

SF  MUNI,  Daly  City  Station  - From  BART 

Free  (850  value) 

To  BART 

Free  (850  value) 

BART  EXPRESS  BUS: 

Children  under  5 

Free 

(1  Zone/2  Zone) 

Children  5 through  12 

150/300 

Regular  Adult 

750/$1.15 

Persons  65  and  over 

150/300 

Qualifying  handicapped 

150/300 

FLE:  C.\SRTP\FY92\DOCUMENT\FIQURES\FARECOMP.FIQ.  Goneration  Dal»:  June  26.  1992 
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Figure (continued) 


BART  FARE  COMPONENTS  AND  TICKET  PRICES,  NOTES 


1.  Trips  over  6 miles  within  East  Bay  Suburban  Zone  (Concord-Orinda,  Fremont-Bay  Fair, 
Richmond-Ashby)  priced  at  fare  indicated  for  trips  under  6 miles. 

2.  The  Daly  City  surcharge  does  not  apply  to  Transbay  trips. 

3.  BART  rail  fares  are  computed  by  automatic  fare  collection  equipment  and  are  rounded  to  the  nearest 
50.  The  current  range  of  fares  is  based  on  the  most  recent  fare  increase  (averaging  32%)  which 
occurred  on  January  1,  1986.  Prior  fare  increases  occurred  on  September  9, 1982,  June  6,  1980, 
and  November  11,  1975. 

4.  The  average  rail  fare  before  and  after  discounts  includes  rail  passenger  revenue  from  all  fare 
instruments,  including  the  BART/MUNI  Fast  Pass.  The  figures  shown  are  for  FY  91. 

5.  Discounted  tickets  are  sold  at  outside  retail  and  community  outlets  through  BART’s  Tickets-To-Go 
program  (as  of  March  18, 1992,  there  were  472  BART  ticket  outlets  in  addition  to  99  outlets  covered 
under  the  MTC-sponsored  Regional  Transit  Connection).  In-station  sales  booths  at  Montgomery, 
Embarcadero,  12th  Street,  and  Hayward  also  sell  a variety  of  ticket  types.  BART’s  Pass  Office  sells 
all  ticket  types  via  mail  order. 

6.  There  is  a three-hour  limit  on  the  excursion  fare. 

7.  The  semi-monthly  BARTPIus  ticket  was  made  available  starting  on  April  1,  1991  and  is  valid  for 
unlimited  rides  on  BART  express  buses  and  eight  other  systems  (excludes  Transbay  and  some 
express  bus  service)  which  connect  with  BART  rail.  These  other  systems  are:  AC  Transit,  MUNI, 
SamTrans,  Contra  Costa  County  Transit  Authority,  Santa  Clara  County  Transportation  Agency,  Union 
City  Transit,  Dumbarton  Express,  and  Martinez  Link.  BARTPIus  features  a last  ride  bonus  which 
allows  riders  to  complete  one  final  BART  trip  of  any  length  with  a minimum  of  50  of  stored  value 
remaining  on  the  ticket.  Excess  remaining  stored  BART  value  may  be  used  within  a five-day  grace 
period  following  the  last  day  of  the  designated  half-month. 

8.  The  semi-monthly  Premium  BARTPIus  ticket  was  made  available  starting  on  February  1 , 1992.  This 
fare  instrument  has  the  same  basic  features  as  BARTPIus  and  includes  longer-distance  and  express 
services  provided  by  the  following  Bay  Area  transit  operators:  Dumbarton  Transbay  service.  Golden 
Gate  Transit  Transbay  bus  and  ferry  service,  Vallejo  Transit  bus  service. 

9.  The  BART/MUNI  Fast  Pass  was  made  available  starting  April  1,  1983  and  is  sold  at  all  San 
Francisco  MUNI  pass  outlets. 

10.  Except  for  the  two-part  (round  trip)  MUNI  transfers  issued  in  San  Francisco  stations  at  a cost  of  850, 
all  other  one-way  and  round-trip  transfers  are  issued  free  of  charge  from  vending  machines  which 
are  located  inside  the  paid  area  of  BART  rail  stations.  Riders  needing  connecting  services  can  obtain 
transfers  prior  to  exiting  the  BART  paid  area.  Additional  fares,  if  required,  are  paid  upon  boarding 
the  connecting  carrier.  This  additional  fare  is  shown  in  the  right-hand  column.  The  values  shown 
in  parentheses  correspond  to  the  discount.  [To  determine  each  connecting  carrier’s  base  fare,  add 
the  additional  fare  paid  on  board  to  the  discount.] 
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condition  or  mobility  impairment.  Anyone  who  does  not  qualify  for  these  discounts  can 
purchase  a $32  high-value  ticket  for  $30,  for  a 6.25%  savings. 

Additional  discounts  are  provided  in  conjunction  with  travel  on  other  transit  systems  which 
connect  with  BART.  The  combined  BART/MUNI  Fast  Pass  allows  unlimited  use  of  San 
Francisco  Municipal  Railway  services  and  BART  within  the  City  of  San  Francisco.  The 
current  price  of  the  monthly  Fast  Pass  is  $30.  The  most  recent  multi-operator  fare 
instruments  to  be  implemented  are  BARTPIus  and  Premium  BARTPIus,  both  of  which  are 
a combined  BART  ticket  and  pass  valid  for  one-half  month  on  BART  and  other  Bay  Area 
transit  systems  which  serve  BART  rail  stations.  Special  features  of  these  and  other  fare 
instruments  are  summarized  in  the  notes  section  of  Figure  BART  Fare  Components 
and  Ticket  Prices. 
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SYSTEM  EVALUATION  VERSUS  MISSION  AND  GOALS 

Throughout  its  history,  BART’s  mission  has  been  to  deliver  safe,  reliable,  customer- 
oriented  transportation.  With  two  decades  of  operational  experience  under  its  belt  as  a 
public  service  organization  and  an  additional  decade  in  its  engineering  and  construction 
phase,  BART  continues  to  be  guided  by  those  key  descriptive  words:  Safe.  Reliable. 
Customer-oriented.  Evolution  of  BART  has  been  greatly  influenced  by  challenges 
presented  on  many  fronts  including  those  relating  to  technology,  fiscal  requirements,  and 
political  realities.  Notwithstanding,  the  organization  has  continually  set  high  standards  for 
itself  and  has  been  driven  to  strive  for  excellence.  Central  to  this  is  the  importance  BART 
places  on  nurturing  a talented  and  dedicated  workforce,  one  which  is  capable  of 
maintaining  the  vitality  of  the  system  while  at  the  same  time  forging  ahead  and  meeting 
the  challenges  of  the  future.  How  this  is  accomplished  and  to  what  degree  of 
effectiveness  depends  a great  deal  on  the  policies  and  processes  put  in  place  to  bring 
about  positive  change. 

This  evaluation  of  BART  service  and  programs  is  structured  around  the  policy  framework 
that  guides  its  operations  and  development  of  new  services.  BART’s  goals  are  the 
starting  point,  policy  statements  which  provide  focus  and  help  establish  priorities,  as  well 

as  provide  seed  for  new  programs  (see  Figure , BART  Goals).  How  well  BART 

performs  is  best  revealed  by  its  performance  indicators  and  adopted  standards,  measures 
of  success  which  link  actions  to  desired  results.  A summary  of  BART  performance 
relative  to  its  adopted  standards  is  presented  in  Figure  _ (BART  Performance  Indicators 
and  Standards,  First  Half  FY  92).  The  following  discussion  presents  information  about 
BART  services  and  programs  as  related  to  the  District’s  eight  goals. 

Special  SRTP  topics  are  discussed  as  they  relate  to  individual  goals.  These  include: 
capital  program  planning  and  implementation,  congestion  management  planning, 
contingency  planning,  DBE  compliance  and  Title  VI,  elderly  and  handicapped  accessibility 
issues,  privatization,  and  MTC  Productivity  Improvement  Program  (PIP)  per  BART’s  1990 
Performance  Audit  and  inter-operator  coordination/SB-602  based  projects.  Note  that 
BART’s  PIP  projects  are  discussed  under  respective  goals  to  which  they  relate.  A 

summary  of  the  status  of  all  BART’s  PIP  projects  is  presented  in  Figure (Status  for 

BART’s  FY  92  Productivity  Improvement  Program  Projects).  A more  detailed  discussion 
of  ridership,  capacity  (i.e.,  load  factors),  and  financial  performance  follows  the  goals’ 
section. 


Goal  1:  Provide  Safe,  Reliable,  and  Economical  Transportation 

BART’s  first  goal  follows  directly  from  its  mission  statement  to  deliver  safe,  reliable, 
customer-oriented  transportation.  While  train  performance  is  a central  theme,  emphasis 
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FIGURE 


BART  GOALS 


1 . Provide  safe,  reliable,  high-quality  and  economical 
transportation  service  to  the  Bay  Area  community. 

2.  Deliver  user-friendly  services  to  all  our  customers. 

3.  Empower  employees  to  function  as  owners  of  the  BART 
organization. 

4.  Provide  an  environment  free  of  impediments  to  opportunities  for 
employees  and  disadvantaged  business  enterprises,  and  one 
which  encourages  cooperation  and  develops  an  organizational 
team  of  highly  motivated  staff. 

5.  Develop  BART  services  and  facilities  to  expand  District  markets 
and  capture  new  revenue  sources. 

6.  Secure  and  manage  the  funds  necessary  to  maintain  and 
expand  the  system  and  to  operate  BART  according  to  fiscally 
sound  business  practices. 

7.  Take  the  leadership  role  in  integrating  various  features  of 
regional  transportation  systems  in  policy,  finance,  and 
operations. 

8.  Build  constituencies  at  all  levels  of  government  to  support  the 
BART  organization  and  its  programs. 
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BASED  ON  1990  PERFORMANCE  AUDIT  & INTER-OPERATOR/SB-602 


2-lc 


STATUS  FOR  BART’S  FY  92  PRODUCTIVITY  IMPROVEMENT  PROGRAM  PROJECTS 
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is  also  given  to  achieving  and  maintaining  high  performance  standards  for  all  aspects  of 
BART  operations.  Programs  are  implemented  and  actions  routinely  performed  within 
specified  programs  in  an  effort  to  provide  the  best  possible  travel  environment  for  BART 
customers  and,  too,  as  a marketing  tool  to  win  new  customers. 

First  comes  safety,  a given,  not  an  issue  at  BART.  Operating  procedures  adhere  to 
stringent  industry  standards.  BART’s  Safety  Department  works  closely  with  the  California 
Public  Utilities  Commission  (CPUC)  as  well  as  internally  with  BART  operations, 
maintenance,  engineering,  and  other  departments  to  ensure  continued  compliance  with 
all  prescribed  standards  and  procedures.  Activities  in  FY  92  included  the  Safety 
Department’s  implementation  of  a program  for  more  effective  accident  investigation  and 
follow-up,  continued  safety  training  for  employees  which  equals  or  exceeds  CPUC 
certification  standards,  and  implementation  of  a new  comprehensive  safety  and 
environmental  protection  programs.  In  March  1992,  the  American  Public  Transit 
Association  (APTA)  conducted  a rail  safety  audit  of  BART  operations  in  which  BART  was 
found  to  have  an  above-average  safety  program.  [BART  is  a voluntary  signatory  to  these 
triennial  audits.]  Emergency  preparedness  exercises  are  conducted  on  a regular  basis 
and  involve  local  fire  departments,  first  aid  units,  and  other  emergency  service  providers. 

BART’S  commitment  to  safety  extends  to  law  enforcement,  the  charge  of  its  153-member 
sworn  police  force.  From  the  control  of  illegal  parking  to  deterrence  and  investigation  of 
serious  criminal  activities,  BART  Police  use  the  latest  techniques  to  minimize  crimes 
against  persons  and  property  on  trains,  in  stations  and  parking  lots,  and  other  BART 
facilities  and  property. 

Car  maintenance  is  critical  to  providing  service  that  is  both  on  time  and  in  accordance 
with  scheduled  train  capacity.  Stringent  preventative  maintenance  standards,  efficient 
parts  procurement  and  inventory  methods,  and  procedures  and  technical  expertise 
developed  over  the  years  allow  BART  to  have  a sufficient  number  of  operable,  clean,  and 
safe  vehicles  ready  for  service  each  day  of  the  year.  For  the  first  half  of  FY  92,  BART 
made  an  average  of  478  vehicles  available  for  service  each  day  by  4 a.m.,  versus  a 
standard  of  455.  Recent  revisions  to  BART’s  Procurement  Manual  and  new  procedures 
implemented  this  fiscal  year  in  response  to  the  new  procedures  have  helped  BART  limit 
out-of-service-vehicles  which  are  awaiting  parts  to  a maximum  of  four  per  week.  The 
importance  of  this  is  underscored  by  inclusion  of  the  Procurement  Manual  update  and 
other  efforts  to  limit  cars  out  of  service  awaiting  parts  as  two  Productivity  Improvement 
Program  projects  for  FY  92  (see  Figure , Status  for  BART’s  FY  92  PIP  Projects). 

Because  of  the  importance  of  maintaining  service  per  published  train  schedules, 
maintenance  efforts  focus  on  minimizing  incidents  which  cause  train  delays.  Additional 
attention  to  reducing  train  delays  has  been  implemented  this  fiscal  year.  A key  objective 
is  to  increase  the  mean-time-between  service  delays  by  23%,  from  734  car  hours  in  FY 
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91  to  900  in  FY  92.  [The  900  car  hour  target  is  equivalent  to  a train  delay  every  25,200 
car  miles,  roughly  the  circumference  of  the  earth  at  the  equator.]  Performance  for  the 
first  half  of  FY  92  reveals  that  additional  work  is  needed  to  achieve  this  high  standard, 
with  the  actual  level  hovering  between  700  and  800  car  hours  each  month.  The  900  car 
hour  standard  has  been  achieved,  with  December  1992’s  level  at  950  car  hours.  BART 
will  continue  to  make  every  effort  to  achieve  the  900  hour  target  every  month  as 
modifications  and  improvements  are  made  to  car  doors,  brakes,  and  automatic  train 
control  systems.  Train  delay  rates  in  excess  of  standards  (i.e.,  short  of  expectations) 
reflect  the  shortfall  in  achieving  the  mean-time-between  service  delay  target.  Through  the 
first  half  of  FY  92,  9.8%  of  peak  period  trains  experienced  a delay  of  five  minutes  or  more 
versus  a standard  of  8.0%.  Passenger  on-time  performance,  which  measures  the 
percentage  of  riders  completing  their  trips  within  five  minutes  of  schedules  train  run  times, 
continues  to  be  in  excess  of  the  94.0%  standard,  peak  service  at  94.4%  and  94.1%  on 
a daily  basis. 

Adequate  car  availability  at  targeted  levels  allows  BART  to  schedule  capacity  when  and 
where  needed.  Factors  which  limit  train  headways  and  allowable  train  lengths  are 
constraints  which  BART  must  contend  with.  Reducing  the  minimum  headway  is  a key 
objective  of  BART’s  Capacity  Expansion  Program  and  represents  a formidable  challenge 
which  is  being  addressed.  Allowable  train  lengths,  on  the  other  hand,  are  governed  by 
two  factors  which  are  unlikely  to  change.  The  first  is  the  CPUC  requirement  of  a 
minimum  three-car  train,  based  on  track  occupancy  detection  specifications.  BART, 
therefore,  must  provide  a minimum  of  a three-car  train  even  though  demand  may  call  for 
fewer  cars,  during  late  night  hours  for  example.  On  the  upper  end,  BART  is  limited  to 
operating  trains  each  consisting  of  no  more  than  ten  cars,  the  length  of  station  platforms. 
Maximum  train  length  combined  with  minimum  allowable  headway  define  the  "envelope" 
of  capacity  BART  can  achieve.  Breaking  out  of  this  envelop  by  reducing  headways  is  the 
primary  objective  of  BART’s  Capacity  Expansion  Program  (discussed  in  Chapter  3, 
Planned  Service  and  Programs). 

Until  shorter  headways  can  be  achieved,  BART  continually  monitors  passenger  demand 
at  peak  screenlines  and  schedules  available  cars  to  match  the  demand,  when  and  where 
possible  (i.e.,  within  the  headway  and  train-length  constraints).  BART’s  Data  Acquisition 
System  (DAS)  and  automated  train  history  files  are  the  bases  of  the  Passenger  Flow 
Model  (PFM)  which  is  used  in  the  analysis  and  reporting  of  train  occupancy  or  load 
factors.  Load  factors  for  discretionary  trains,  those  consists  which  BART  can  effectively 
alter  within  the  three-to-ten-car  limitation,  have  averaged  0.93  during  the  first  half  of  FY 
92,  versus  a target  of  1.15.  Since  there  are  very  few  "discretionary"  trains  operating 
during  the  peaks,  this  is  not  the  load  factor  riders  typically  experience.  The  load  factor 
for  some  individual  peak  hour  trains  is  considerably  higher,  typically  in  the  range  of  1 .50 
for  transbay  service  and  1.20  on  the  Richmond-Fremont  route.  Short  of  being  able  to 
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achieve  a 1.15  load  factor  for  all  peak  trains,  until  shorter  headways  are  possible  and 
more  cars  acquired,  a secondary  objective  is  to  balance  the  loads  among  all  routes. 

Providing  high  quality  service  also  means  keeping  vehicles  free  of  litter  and  graffiti. 
BART’S  Car  Cleaning  Program  has  been  successful  in  minimizing  this  and  includes  over 
12,000  routine  cleanings  per  month  and  exterior  car-brightening  of  the  entire  fleet  of  589 
cars  every  20  days.  A newspaper  recycling  program  was  implemented  early  in  1992  to 
promote  cleanliness  of  trains  and  stations.  This  program,  co-sponsored  by  the  San 
Francisco  Chronicle,  provides  special  recycling  bins  in  each  station  and  messages 
displayed  on  trains.  BART  maintenance  activities  focus  on  station  cleanliness  by 
performing  routine  cleaning  and  repair  on  a regular  basis.  Under  the  Station 
Rehabilitation  Program,  which  began  in  FY  91 , four  of  the  systems  34  stations  have  been 
reconditioned  by  repainting,  refinishing,  relandscaping,  and  providing  an  overall  facelift 
to  facilities  that  are  entering  their  third  decade  of  servioe.  These  stations  include: 
Concord,  Fruitvale,  MacArthur,  and  North  Berkeley. 

Efforts  to  provide  the  best  possible  service  at  high  standards  while  achieving  economies 
of  scale  have  led  BART  to  privatize  some  functional  aspects  of  its  operations  where  the 
cost  of  outside  services  is  less  than  could  be  provided  by  the  District.  On  a contract 
dollar  basis,  BART’s  express  bus  service  (operated  by  Laidlaw  Transit,  Inc.)  constitutes 
the  largest  budget  line  item  under  privatization.  Selected  system  cleaning  and 
maintenance  activities  are  other  functional  areas  for  which  BART  has  entered  into 

contracts  with  outside  providers  for  services.  Figure (BART  Privatization,  Servioes 

Provided  Under  Contract  in  FY  92)  summarizes  the  services  provided  to  BART  under 
contract  with  outside  firms. 


Goal  2:  Deliver  User-Friendly  Service 

The  key  qualifier  in  BART’s  mission,  "customer-oriented,"  dictates  delivering  the  kind  of 
service  that’s  efficient  and  easy  to  use.  Over  the  past  two  years,  more  emphasis  has 
been  given  to  doing  just  that.  An  important  part  of  this  effort  is  BART’s  participation  in 
the  Metropolitan  Transportation  Commission’s  (MTC)  Regional  Transit  Coordination 
Program  (in  compliance  with  SB-602)  which  seeks  to  improve  the  availability  of  transit 
information,  coordination  of  fares,  and  simplify  inter-operator  transfers.  Most  of  these 
activities  are  presented  under  goal  7 which  addresses  regional  service  integration. 
Without  doubt,  however,  providing  user-friendly  BART  service  means  reducing  or 
eliminating  the  barriers  which,  if  left  unattended,  lead  to  decisions  to  not  use  the  system. 

To  help  promote  user-friendly  service,  new  standards  have  been  set  and  new  training 
programs  begun  in  FY  92.  How  BART  can  best  serve  its  riders  by  improving  customer 
relations  is  the  key  focus.  Station  agents,  BART  Police,  other  front-line  staff,  and  behind- 
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BART  PRIVATIZATION 
SERVICES  PROVIDED  UNDER  CONTRACT 
FY  1992  BUDGET 


EXPRESS  BUS  SERVICE 

$6,608,000 

TRACTION 

995,781 

BART  SHUTTLE  BUS  SERVICE 

595,000 

SEAT  CLEANING 

333,440 

WHEEL  RELINING 

263,000 

WEED  ABATEMENT 

144,000 

GRAFFITI  REMOVAL 

138,600 

ESCALATOR  MAINTENANCE 

133,272 

PARKING  LOT  SWEEPING 

1 1 1 ,240 

ROLLER  BEARINGS 

110,000 

BRAKE  LININGS 

100,000 

WINDOW  WASHING 

42,000 

PIGEON  CONTROL 

39,750 

COMPRESSOR  CRANKSHAFTS 

36,000 

WHEEL  REMOVAL 

18,000 

PEST  CONTROL 

15.260 

TOTAL 

$9,683,343 
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the-scene  personnel  as  well  receive  training  on  customer  interaction,  confrontation 
avoidance,  and  other  methods  to  help  staff  respond  in  a positive  and  helpful  way  to 
customer  needs  in  a variety  of  situations. 

When  riders  need  information  or  other  form  of  assistance,  recognition  of  who  to  turn  to 
is  not  always  readily  apparent.  In  response  to  this  concern,  BART  has  set  a new 
standard  which  specifies  that  99%  of  all  station  agents  be  in  uniform  and  wear  a 
nametag.  Equally  as  important,  is  that  stations  be  adequately  staffed.  An  additional 
standard  was  established  in  FY  92  which  specifies  that  96%  of  all  station  agent  booths 
be  staffed,  or  if  in  the  case  of  a brief  absence,  the  booth  must  have  information  displayed 
which  identifies  when  an  agent  is  expected  to  return. 

The  importance  of  having  information  readily  available  for  customers  use  regarding  BART 
train  and  express  bus  service  schedules,  fares,  transfers,  as  well  as  how  to  connect  with 
other  transit  lines  has  led  to  many  improvements  over  the  years.  Prime  examples  of  this 
are  the  large  train  schedule  display  boards  on  the  train  platform  level  of  each  station  and 
the  information  kiosks  on  station  concourse  levels.  Numerous  brochures  are  printed  and 
updated  on  a regular  basis  which  deal  with  how  to  use  BART,  BART  fares,  destinations 
and  important  points  of  interest  the  system  serves,  where  discount  tickets  may  be 
purchased,  etc.  Most  of  these  brochures  are  also  printed  in  Cantonese,  Spanish,  and 
Tagalog.  All  language  versions  are  available  in  special  bins  located  adjacent  to  or  near 
station  agent  booths.  BART  is  currently  developing  a standard  for  maintaining  brochure 
stock  in  these  displays.  An  additional  information  item  is  BART’s  "Dear  Rider"  letter 
which  is  aimed  at  communicating  current  BART  related  events,  including  informing  riders 
of  a new  train  schedule,  special  service  (i.e.,  Bay-to-Breakers),  or  on  rare  occasion, 
providing  an  explanation  as  to  why  "yesterday’s  commute  was  so  bad."  These  letters  are 
normally  produced  once  each  month  and  are  made  available  at  entry/exit  gates  at  all 
stations. 

BART  is  particularly  proud  of  its  efforts  to  provide  fully  accessible  transit  to  persons  with 
disabilities.  From  an  early  point  in  its  history,  BART  has  made  every  effort  to 
accommodate  the  needs  of  elderly  and  disabled  persons.  Design  standards  and  features 
of  stations  and  vehicles  are  evidence  of  this  concern  for  providing  a safe  and  barrier-free 
travel  environment.  Stringent  performance  standards  and  preventative  maintenance  for 
station  elevators  and  escalators  helps  keep  this  vital  equipment  in  operable,  safe 
condition  for  all  BART  riders,  but  is  most  critical  in  making  BART  a fully  accessible 
system.  Elevator  availability  is  typically  above  99%  and  for  the  first  half  of  FY  92 
averaged  99.7%.  By  comparison,  escalator  performance  for  the  first  half  of  FY  92 
averaged  97.2%. 

The  BART  Accessibility  Task  Force  meets  regularly  with  BART  staff  for  the  purpose  of 
identifying  projects  which  may  further  enhance  system  accessibility.  A key  product  of  the 
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Task  Force’s  efforts  in  the  past  two  years  has  been  the  formulation  of  a Multi-Year  Master 
Plan  which  identifies  specific  projects  and  improvements.  During  FY  92,  a major  effort 
went  into  reviewing  and  formulating  policy  in  response  to  the  Americans  with  Disabilities 
Act  (ADA)  of  1990.  One  policy  provision  of  ADA  is  that  fixed-route  transit  systems  must 
develop  a plan  to  provide  complementary  paratransit  service  even  if  the  system  is  fully 
accessible.  BART’s  Complementary  Paratransit  Service  Plan  was  finalized  in  January 
1992  and  includes  a five-year  timetable  and  budget.  [Additional  details  of  the  plan  are 
present  in  Chapter  3,  Planned  Service  and  Programs.] 


Goal  3:  Empower  Employees  To  Function  As  Owners  Of  BART 

The  quality  of  service  as  experienced  by  BART’s  customers  is  a direct  reflection  of  the 
people  who  deliver  it:  BART’s  2,600+  employees.  For  this  reason,  carrying  out  programs 
to  promote  professional  development  and  taking  responsible  actions  are  an  important  part 
of  how  BART  nurtures  its  human  resources,  and  at  the  same  time,  improves  the  quality 
of  service.  Specific  standards  have  been  developed  for  training  managers,  supervisors, 
and  front-line  employees.  Due  recognition  is  given  with  regard  to  employee  performance, 
suggestions,  service  history,  and  attendance  records. 

In  response  one  of  the  1990  Performance  Audit  recommendations  regarding  attendance, 
BART  enhanced  its  capabilities  in  the  area  of  tracking  both  for  paid  and  unpaid  absences. 
The  development  of  BART’s  Monthly  Absence  Tracking  Report  was  included  as  a PIP 
project  for  FY  92  (see  Figure  _,  Status  for  BART’s  FY  92  PIP  Projects).  The  report  was 
first  made  available  in  December  1991  and  will  be  used  to  improve  employee  scheduling 
and  staffing  requirements,  as  well  as  to  gain  a better  understanding  of  the  level  of  off-duty 
time  and  how  it  is  charged.  All  paid  and  unpaid  absence  hours  are  reported  by 
employee,  with  summaries  produced  by  cost  center,  department,  executive  office,  and 
District  totals.  Managers  receive  on  a monthly  basis  portions  of  the  report  which  are 
applicable  to  their  cost  center(s).  Efforts  to  motivate  and  empower  employees  are 
supported  by  programs  discussed  under  goal  4,  which  follows. 


Goal  4:  Provide  An  Environment  Free  Of  Impediments  To  Opportunities  For 
Employees  and  Disadvantaged  Business  Enterprises,  One  Which  Encourages 
Cooperation  And  Develops  A Highly  Motivated  Organizational  Team  And  Staff 

Related  to  empowering  employees  are  programs  to  promote  career  development  within 
the  organization,  and  others  to  provide  a level  of  disadvantaged  business  enterprise 
(DBE)  involvement  coincident  with  BART’s  affirmative  action  plan  and  objectives. 
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With  regard  to  internal  career  development,  BART  conducts  on  a quarterly  basis  career 
seminars  for  employees.  The  purpose  of  these  seminars  is  to  enhance  employee 
knowledge  of  opportunities  at  BART,  as  well  as  communicate  what  training  resources 
and  programs  are  available  and  to  provide  individual  career  counseling.  Other  programs, 
including  BART’s  Employee  Assistance  Program  and  Return-to-Work  Program,  provide 
employees  with  resources  for  addressing  on-the-job  and  personal  problems  which  may 
impact  job  performance. 

BART’S  Affirmative  Action  Program  is  guided  by  policies  and  specific  targets  with  regard 
to  representation  of  women  and  minorities  within  fifteen  job  categories.  BART’s 
engineering  intern  program  was  implemented  this  fiscal  year  to  help  promote  upward 
mobility  of  women  and  minorities.  An  update  of  BART’s  Affirmative  Action  Plan  for 
achieving  the  current  representation  targets,  and  for  identifying  future  targets,  is  being 
developed  using  1990  U.  S.  Census  Bureau  data.  This  document  is  expected  to  be 
available  by  the  fall  1992. 

An  important  part  of  BART’s  Affirmative  Action  Program  is  to  provide  opportunities  for 
women  and  minority  owned  business  enterprise  to  participate  in  District  contracts.  BART 
has  had  a long-standing  objective  to  encourage  efforts  to  achieve  21%  minority  business 
enterprise  participation  for  all  District  contracts  which  have  been  determined  to  have 
disadvantaged  business  enterprise  (DBE)  opportunities.  For  the  first  half  of  FY  92, 
actual  DBE  participation  on  a contract-dollar  basis  was  24.8%  for  all  District  contracts, 
and  27.1%  for  federally  assisted  contracts.  BART  is  also  the  lead  agency  for  the 
Regional  DBE  Utilization  Study,  an  effort  which  has  been  identified  as  a PIP  projects  for 
FY  92.  The  focus  of  this  project  is  to  develop  an  information  base  for  participating 
agencies  use  in  assessing  DBE  programs,  federally  funded  contracting  opportunities, 
eligible  DBEs,  and  results  of  DBE  utilization.  Additional  details  of  this  effort  are  presented 
in  Figure (Status  for  BART’s  FY  92  PIP  Projects). 

A related  activity  with  regard  to  Affirmative  Action  is  BART’s  Title  VI  program,  in 
compliance  with  Title  VI  of  the  United  States  Civil  Rights  Act  of  1964.  The  objectives  of 
this  program  are  to  ensure  that  Federal  Transportation  Administration  (FT A)  assisted 
benefits  and  services  are  made  available  and  are  equitably  distributed  without  regard  to 
race,  color,  or  national  origin.  The  most  recent  Title  VI  assessment  submitted  to  FTA  by 
BART  was  in  September  1989.  The  next  update  is  expected  to  be  completed  and 
forwarded  to  FTA  in  August  1992.  Subsequent  updates  are  planned  every  three  years 
thereafter. 


Goal  5:  Develop  BART  Services  And  Facilities  To  Expand  District  Markets  And 
Capture  New  Revenue  Sources 
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BART’S  marketing  efforts  have  traditionally  focused  on  offpeak  riders  since  it  is  during  this 
service  period  that  additional  capacity  can  be  made  available  to  accommodate 
substantially  higher  demand.  BART’s  FY  92  Productivity  Improvement  Program  project 
to  Monitor  and  Evaluate  Promotional  Costs  attempts  to  link  promotional  dollars  spent  to 
revenue  gained  as  a result  of  riders  who  use  the  system  because  of  an  advertisement 

they  heard  or  read  (for  additional  details,  see  Figure , Status  for  BART’s  FY  92  PIP 

Projects). 

The  use  of  print  and  broadcast  media  for  advertising  BART  services  has  been  augmented 
by  cooperative  marketing  efforts  with  event  sponsors.  This  has  been  particularly 
successful  for  large  sporting  events  held  at  the  Oakland  Coliseum  including  the  Oakland 
A’s  and  Warriors.  BART’s  share  of  the  attendance  gate  has  continued  to  increase  over 
the  years,  and  is  now  at  about  20%  (i.e.,  20%  of  all  attendees  use  BART  to  go  to  an 
event  at  the  Coliseum).  Special  train  service,  such  as  to  the  annual  "Bay-to-Breakers" 
race  in  San  Francisco,  and  "Shoppers’  Specials"  during  the  holiday  season,  have  been 
developed  and  marketed  to  promote  increased  offpeak  system  use  and  additional 
revenue.  [The  farebox  ratio  for  the  1991  Bay-to-Breakers  service  was  149%.]  BART 
marketing  efforts  have  more  recently  focused  on  a program  to  get  new  residents  to  the 
Bay  Area  to  try  BART,  and  hopefully  use  the  system  on  a regular  basis. 

Improving  services  and  tapping  new  revenue  sources  is  extended  to  BART’s  express  bus 
system.  Since  privatization  of  this  part  of  BART  operations  in  1991,  and  route 
streamlining/schedule  coordination  with  rail,  the  farebox  ratio  for  express  bus  service  has 
continued  to  rise.  Whereas  the  express  bus  farebox  ratio  stood  at  10-12%  a few  years 
ago,  the  current  level  is  in  excess  of  16%  (additional  details  with  regard  to  BART’s 
express  bus  service  follow  under  goal  7,  below). 

Improving  rail  service,  either  by  providing  more  frequent  trains  or  by  extending  lines  to 
areas  not  currently  served,  strikes  at  the  heart  of  BART’s  Ten  Year  Plan  and  Capital 
Improvement  Program.  Headway  constraints  and  how  best  to  overcome  them  have  been 
the  focal  point  of  BART’s  Capacity  Expansion  Program  for  over  a decade.  The 
complexity  and  magnitude  of  the  projects  which  are  needed  to  provide  more  frequent 
service  has  required  a major  effort  of  both  time  and  resources.  The  addition  of  the  third 
track  through  downtown  Oakland  (the  KE  track),  the  Daly  City  tailtrack  and  maintenance 
yard,  the  150  new  C-cars,  and  most  recently,  the  March  1992  signing  of  a purchase 
agreement  with  Morrison-Knudson  for  80  more  cars  (with  an  option  to  buy  up  to  1 70  more 
cars)  are  products  of  this  program.  With  much  work  left  to  complete,  this  effort  continues 
with  the  principle  objective  of  putting  key  system  components  in  place  which  will  enable 
the  current  minimum  scheduled  headway  of  180  seconds  to  be  reduced  to  at  least  135 
seconds,  and  possibly  even  further  to  120  seconds.  Equally  as  important,  is  the 
capability  of  the  new  system  components  to  support  12  new  stations  and  33  miles  of 
extensions  which  will  be  phased  into  operations  between  mid  1995  and  2002. 
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Capacity  expansion  and  extensions  activities  have  increasingly  become  more  co- 
dependent as  the  time  horizon  for  turning  on  new  service  quickly  approaches,  and  the 
details  of  both  efforts  must  be  worked  out  using  a systems  approach.  Ground-breaking 
ceremonies  which  were  held  in  October  1991  for  the  extensions  to  East  Dublin  and  to 
North  Concord  (as  part  of  the  phase  I extension  to  West  Pittsburg)  underscore  this  need. 
Efforts  related  the  implementation  of  extensions  beyond  phase  I have  also  progressed. 
This  includes  the  release  of  the  draft  preliminary  engineering  report  for  the  West  Contra 
Costa  County  extension  and  working  closely  with  the  Port  of  Oakland  with  regard  to  a 
future  guideway  transit  connector  to  Oakland  Airport. 

As  involved  as  BART  is  with  efforts  to  increase  capacity  and  extend  the  system,  this  has 
not  overshadowed  the  need  for  implementing  improvements  to  other  aspects  of  BART 
service.  System  access  is  a prime  example,  where  providing  sufficient  parking  and 
coordinating  services  with  other  transit  providers  is  basic  to  expanding  and  tapping  new 
markets.  Fiscal  year  1 992  began  with  plans  to  add  1 ,200  new  parking  spaces  to  BART’s 
July  1,  1991  inventory  of  almost  29,600  parking  spaces  at  stations.  The  paving  of  the 
Saint  Charles  Street  lot  at  Daly  City  Station  (which  opened  in  January  1992)  added  291 
spaces.  This  in  addition  to  the  opening  of  the  Pleasant  Hill  parking  structure  (1,200 
spaces)  by  the  end  of  FY  92,  will  exceed  the  target.  BART’s  access  program  is  by  no 
means  limited  to  parking.  Coordination  of  transit  services  is  a major  focus  of  attention 
and  is  highlighted  in  BART’s  FY  92  Productivity  Improvement  Program.  The  details  of 
this  are  presented  under  goal  7 which  addresses  transit  integration. 

Other  BART  programs  focus  on  efforts  to  capture  new  sources  of  revenue.  This  includes 
the  sale  of  excess  land  BART  owns  (which  provided  for  just  over  one  million  dollars  to 
BART’s  capital  budget  in  FY  92),  leasing  of  space  in  stations  for  concessions,  right-of-way 
leasing  for  fiber  optics  facilities,  and  ground  leases  for  joint  development  projects. 
Expansion  of  Concessions  Activities  is  one  of  BART’s  FY  92  PIP  projects  which  was 
identified  as  the  result  of  the  1990  Performance  Audit.  While  the  cancellation  of  the 
concessions  contract  (effective  January  31,  1992)  with  Host  International  was 
unanticipated,  in  FY  92  BART  exceeded  the  Performance  Audit’s  target  of  increasing 
concession’s  revenue  by  10%  over  FY  90.  The  actual  increase  over  FY  90  was  44%  (for 
additional  details  see  Figure , Status  for  BART’s  FY  92  PIP  Projects). 


Goal  6:  Secure  And  Manage  Funds  Necessary  To  Maintain  And  Expand  The 
System  And  Operate  BART  According  To  Fiscally  Sound  Business  Practices 

Increased  competition  for  limited  local,  state,  and  federal  funding  has  resulted  in  BART 
having  to  take  a more  aggressive  role  in  advocating  and  securing  resources  for 
implementing  needed  capital  improvements.  Rehabilitation  of  the  20-year  old  basic 
system  alone  is  estimated  to  cost  $6878  million.  This  is  money  that  will  be  needed  over 
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the  next  ten  years  to  keep  the  current  system  in  top  condition.  Implementation  of  all  the 
phase  I extensions  pushes  BART’s  funding  needs  up  an  additional  $2.0  billion  that  will 
be  required  over  the  next  ten  years.  The  process  for  identifying  projects,  developing 
implementation  schedules  based  on  priorities,  and  project  funding  is  drives  BART’s  capital 
program.  A companion  document  to  this  Ten  Year  Plan,  BART’s  1992  Capital 
Improvement  Program  (CIP),  discusses  this  process  and  identifies  the  projects  and 
funding  required  for  the  delivery  of  service  improvements  through  the  fiscal  year  2002  as 
described  in  this  document. 

BART’s  Department  of  Government  & Community  Relations  oversees  the  District’s  efforts 
with  regard  to  legislative  advocacy  and  procurement  of  capital  program  funding.  During 
FY  92,  GC&R  staff  have  worked  closely  with  the  California  Transit  Association  and  MTC 
to  develop  legislation  for  streamlining  the  administrative  process  for  state  funding.  At  the 
federal  level,  efforts  have  included  the  American  Public  Transit  Association’s  (APTA) 
legislative  conference  and  meetings  with  key  legislators  regarding  transit  funding.  This 
is  particularly  timely  given  the  landmark  Intermodal  Surface  Transportation  Efficiency  Act 
(ISTEA)  of  1991  which  provides  increased  Congressional  authorizations  for  transit 
funding.  BART  is  improving  both  how  its  funding  needs  are  identified  and  communicated 
by  strengthening  the  processes  under  which  its  capital  program  and  operating  budgets 
are  formulated.  This  includes  educating  managers  about  federal,  state,  and  local  grant 
requirements  and  providing  them  with  customized  financial  reports;  improving  the  CIP’s 
project  descriptions,  justifications,  and  funding/cash  flow  schedules  and  sources;  and 
promoting  consistency  and  continuity  in  the  use  of  information  technology  for  reporting 
project  development  and  implementation  status.  BART’s  Project  Tracking  System  has 
been  cited  as  an  important  step  toward  improving  how  the  implementation  status  of  a 
complex  capital  program  can  be  accurately  tracked.  [This  project  was  included  in  BART’s 
Productivity  Improvement  Program  for  FY  91.] 

To  ensure  that  BART  utilizes  the  funds  it  does  receive  to  the  public’s  best  advantage  is 
a key  function  of  the  District’s  Department  of  Internal  Audit,  which  was  created  last  fiscal 
year.  During  FY  92,  this  department  undertook  audits  of  all  major  BART  financial 
activities  and  transactions,  as  well  as  conducted  audits  with  respect  to  contracts, 
performance,  fraud,  waste,  and  abuse. 


Goal  7\  Take  The  Leadership  Role  In  Integrating  Various  Features  Of  Regional 
Transportation  Systems  In  Policy,  Finance,  And  Operations 

With  just  over  71  miles  of  double-mainline  track  currently  and  33  more  to  be  added  in  the 
next  ten  years,  BART  provides  a common  thread  linking  over  a dozen  local  and  long- 
distance ground  transportation  providers.  With  future  connections  to  both  San  Francisco 
and  Oakland  International  Airports,  this  number  quickly  multiplies  by  adding  all  the  airlines 
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serving  these  two  facilities.  BART’s  role  in  the  region,  by  its  very  nature,  is  to  join  places 
by  providing  quality,  car-free  accessibility.  BART,  however,  cannot  serve  all  places 
directly  and  is,  therefore,  only  as  strong  as  its  ties  to  where  people  come  from  and  want 
to  go.  Accessibility  \s  the  key,  regardless  of  mode.  Parking  is  important,  without  doubt. 
However,  for  the  region  to  maximize  its  investment  in  BART  (as  well  as  for  its  investment 
in  all  forms  of  public  transit)  and  to  achieve  clean  air  standards,  it  is  of  a paramount 
concern  that  the  Bay  Area’s  transit  systems  function  as  an  integrated  whole  to  promote 
increased  ridership  and  reduced  automobile  dependence. 

The  importance  of  this  has  led  BART  to  implement  projects  which  make  using  transit 
easier,  whether  in  regard  to  coordinating  schedules  and  fares  or  providing  or  better 
information  for  transit  connections.  The  Inter-Operator  Coordination/SB-602  section  of 
BART’S  FY  92  Productivity  Improvement  Program  (PIP)  contains  seven  projects  for 
improving  transit  access  to  BART.  Six  of  these  are  transit  centers  for  the  following 
stations:  Bay  Fair,  Concord,  El  Cerrito  del  Norte,  Fruitvale,  Hayward,  and  Walnut  Creek. 
The  transit  center  projects  are  all  similar  in  scope  in  that  each  calls  for  increasing  the 
number  of  bus  loading  zones,  providing  safe  and  fast  circulation  of  buses,  adding 
sheltered  walkways,  and  improving  signs  and  availability  of  information.  [Refer  to  Figure 
, Status  for  BART’s  FY  92  PIP  Projects.] 

The  remaining  SB-602  PIP  project  is  the  Premium  BARTPIus  Ticket,  which  was 
implemented  in  February  1 992.  This  is  a bi-monthly  single  fare  instrument  which  permits 
unlimited  riding  on  participating  transit  systems  which  connect  with  BART,  and  contains 
BART  stored  value  as  well  as  bonus  ride  features  (refer  to  BART  Fare  Components  and 
Ticket  Prices  for  additional  details).  Premium  BARTPIus  is  the  latest  multi- 
operator/single-fare instrument  to  be  implemented,  and  includes  local  and  longer-distance 
transit  services  in  the  Bay  Area.  Other  multi-operator  tickets  which  were  implemented 
prior  to  Premium  BARTPIus  include  the  monthly  BART/MUNI  Fast  Pass  (available  since 
April  1983)  and  the  bi-monthly  BARTPIus  ticket  (available  since  April  1991). 
Approximately  13%  of  weekday  travel  on  BART  is  made  with  the  BART/MUNI  Fast  Pass. 
An  additional  5%  of  weekday  trips  are  associated  with  the  BARTPIus.  Less  than  0.1% 
of  all  weekday  trips  are  made  with  the  Premium  BARTPIus  owing  to  the  relative  newness 
of  this  fare  instrument  and  its  much  more  limited  market  relative  to  the  lower  cost 

BARTPIus.  Figure  (Ridership  Summary  For  Inter-Operator  Fare  Instruments, 

BART/MUNI  Fast  Pass  and  BARTPIus)  summarizes  the  ridership  data  for  both  the 
BART/MUNI  Fast  Pass  and  BARTPIus. 

BART  has  been  diligently  working  to  implement  TransLink  which  will  be  a new  "universal" 
fare  instrument  valid  on  participating  Bay  Area  transit  systems.  TransLink,  which  will 
have  magnetically  encoded  fare  information  similar  to  BART  tickets,  will  initially  be  placed 
in  service  by  January  1993  on  BART,  BART  express  buses,  and  buses  operated  by 
Central  Contra  Costa  Transit  Authority  (CCCTA).  Expansion  of  this  fare  instrument  will 
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Central  Contra  Costa  Transit  Authority  (CCCTA).  Expansion  of  this  fare  instrument  will 
be  dependent  upon  its  success  on  this  limited  basis,  and  interest  on  the  part  of  other  Bay 
Area  operators  to  participate  in  the  program. 

BART  is  also  involved  in  the  coordination  and  integration  of  transportation  services  in  the 
Bay  Area  as  evidence  by  the  District’s  participation  in  emergency  and  energy  contingency 
planning  (including  interim  and  future  efforts  to  improve  and  or  replace 
damaged/destroyed  freeways  due  to  the  October  1989  Loma  Prieta  Earthquake--with 
Caltrans  as  lead  agency),  and  State  mandated  county  congestion  management  planning 
(with  the  individual  counties  as  lead  agency). 

Goal  8:  Build  Constituencies  At  All  Levels  Of  Government  To  Support  The  BART 
Organization  And  Its  Programs 

As  a publicly  funded  agency,  one  whose  Board  of  Directors  are  locally  elected,  BART  is 
well  positioned  to  receive  and  respond  to  public  concerns  regarding  the  current  state  and 
future  of  the  system. 

In  addition  to  communication  via  Board-related  processes,  BART  has  implemented 
important  programs  aimed  at  both  educating  and  promoting  dialogue  between  the 
organization  and  outside  concerns  be  they  individuals,  special  interest  and  professional 
groups,  small  businesses,  or  large  corporations.  The  BART  Speaker  Bureau  Program 
was  established  in  1990  to  respond  to  requests  for  information,  usually  in  the  form  of 
presentations  before  special  interest  groups.  Specific  interests  and  topics  are  identified 
for  each  individual  request  and  a knowledgeable  BART  staff  member,  drawn  from  a pool 
of  speakers,  is  selected  for  addressing  the  group.  This  program  is  instrumental  in 
communicating  BART  initiatives  and  promoting  support  for  the  system.  Augmenting  the 
Speaker  Bureau  is  a program  which  offers  special  tours  of  the  system.  Depending  upon 
particular  interest,  this  includes  inspection  of  BART  Central  Control,  maintenance  shops, 
and  other  key  system  facilities. 

With  extensions  being  the  most  often  requested  topic,  BART  has  opened  field  offices  in 
both  Pleasanton  and  Pittsburg  for  the  purpose  of  establishing  a source  of  information 
within  the  local  communities  where  extensions  are  currently  under  construction. 

As  stated  under  goal  6 (secure  and  manage  funds  for  maintenance  and  expansion), 
BART’S  Government  and  Community  Relations  Department  keeps  abreast  of  legislative 
matters  and  formulates  plans  for  advocating  support  for  BART  initiatives. 


EVALUATION  OF  RIDERSHIP 
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BART  ridership  grew  at  a modest  pace  over  the  past  year  which  was  marked  by  a net 
loss  of  jobs  in  the  region  due  to  the  recession.  Out  migration  of  employers  from  the 
regional  core,  downtown  San  Francisco  in  particular,  to  suburban  areas  also  continued. 
Despite  the  recession  and  job  shifts,  total  annual  trips  on  the  BART  are  2.2%  higher  for 
the  twelve  months  ending  March  1992  versus  the  same  period  ending  in  1991.  On  the 
same  twelve-month  basis,  average  weekday  travel  was  up  1.4%  from  246,615  trips  to 
249,555;  system  use  on  Saturdays  went  up  0.9%  from  an  average  of  108,765  to  108,901 
trips,  with  Sundays’  average  increasing  a substantial  6.6%  from  64,139  to  69,213  trips. 

Figure_  (Total  Monthly  Trips)  identifies  total  monthly  BART  ridership  for  FY  91  and  the 
first  nine  months  of  FY  92.  Also  identified  is  the  budgeted  ridership  for  FY  92.  As  shown, 
total  monthly  ridership  this  fiscal  year  is  roughly  at  or  above  respective  months  last  year. 
March  1992  shows  a substantial  gain  of  8.8%  over  March  1991.  Contributing  to  this 
increase  was  BART  travel  to  the  Oakland  Coliseum  for  the  World  Figure  Skating 
Championships  which  were  held  over  a five-day  period  in  March  1992.  For  this  event, 
BART  provided  extra  capacity  by  lengthening  scheduled  trains  and  placing  additional 
trains  in  service.  BART  is  virtually  equalling  its  ridership  forecast  for  total  trips  for  FY  92 
through  March  (54,600,845  trips  actual  versus  54,638,345  forecast,  or  99.9% 
achievement). 

Showing  a similar  trend  to  rail  ridership  is  that  for  total  trips  on  BART  express  buses. 

Figure (Monthly  Express  Bus  Trips)  identifies  the  monthly  ridership  for  this  service. 

In  all  months  except  December,  the  relationship  of  FY  91  to  FY  92  levels  mirrors  that  for 
rail.  For  December,  this  is  reversed.  Rail  showed  a gain,  due  primarily  to  holiday 
shopping  and  the  extra  train  service  provided.  December  1991  express  bus  ridership, 
however,  was  substantially  below  December  1990’s.  For  the  first  nine  months  of  FY  92 
express  bus  ridership  is  1 .4  % above  the  level  for  the  same  period  one  year  earlier. 

Figure (Average  Weekday  Trips)  identifies  average  weekday  rail  ridership  by  month 

for  FY  91  and  FY  92  and  the  FY  92  forecast.  Similar  trends  are  evident  as  for  total  trips, 
noted  above.  Through  March  1992,  weekday  ridership  averaged  249,489  trips  versus  a 
forecast  of  250,927  (98.4%  achievement).  The  split  between  peak  and  offpeak  system 

use  is  shown  in  Figure (Average  Weekday  Peak  Period  Ridership)  and  Figure  _ 

(Average  Weekday  Offpeak  Ridership).  Of  note  are  the  offpeak  ridership  gains  made  in 
December  1 991  and  March  1 992  relative  to  the  same  months  one  year  earlier.  Increased 
marketing  of  BART’S  "Shoppers’  Specials"  trains  provided  on  the  five  Sundays  between 
Thanksgiving  and  Christmas  (with  direct  transbay  service  on  three  routes  versus  regular 
Sunday  service  of  one  transbay  route)  contributed  to  this  gain.  Stepped  up  marketing 
efforts  which  have  focused  on  Oakland  Coliseum  events  are  key  factors  in  these  gains. 

Through  March  1992  BART  ridership  for  the  four-hour  peak  period  (two  hours  during  the 
morning  commute  plus  the  two  hours  in  the  afternoon)  averaged  1 19,105  trips,  or  47.7 
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% of  typical  weekday  ridership.  Offpeak  ridership  on  weekdays  averaged  130,385  trips, 
or  52.3%  of  average  weekday  system  use.  Compared  to  forecast,  peak  and  offpeak 
BART  ridership  through  March  1992  is  99.0  % and  100.0  % of  the  fiscal  year-to-date 
forecast,  respectively. 

Weekend  BART  use  continues  to  make  substantial  gains,  particularly  for  Sunday  travel 

(refer  to  Figure , Average  Saturday  Trips;  and  Figure , Average  Sunday  Trips). 

Marketing  efforts  promoting  offpeak  travel  and  special  service  for  major  Bay  Area  events 
have  contributed  to  this  favorable  trend.  Saturday  ridership  for  the  first  nine  months  of 
FY  92  averaged  1 08,491  trips,  or  99.5%  of  a forecast  of  1 09,062.  Sunday’s  year-to-date 
average  is  66,639,  or  3.1%  above  a forecast  of  64,654  trips. 

Of  special  note  are  the  gains  made  with  respect  to  MUNI  Fast  Pass  travel  on  BART. 
Despite  a 7.1%  increase  in  the  Fast  Pass  price,  from  $28  to  $30  effective  August  1991, 
BART  trips  made  with  the  Fast  Pass  continued  to  increase.  This  is  seen  in  Figure  _ 
(Average  Weekday  BART  Ridership,  BART/MUNI  Fast  Pass  Trips),  Figure  _ (Average 
Saturday  BART  Ridership,  BART/MUNI  Fast  Pass  Trips),  and  Figure  _ (Average  Sunday 
BART  Ridership,  BART/MUNI  Fast  Pass  Trips)  which  summarize  Fast  Pass  ridership  data 
for  total  trips,  average  weekday,  Saturday,  and  Sunday.  It  should  also  be  noted  that 
MUNI  implemented  a 13.3%  increase  for  its  single  payment  cash  fare,  which  went  from 
a base  of  75p  to  850,  also  beginning  in  August  1991 . Experience  has  shown  that  the  use 
of  the  Fast  Pass  on  BART  is  directly  related  to  the  disparity  between  the  MUNI’s  base 
fare  and  the  price  of  the  Fast  Pass.  MUNI  fare  increases  which  favor  a shift  to 
increased  Fast  Pass  purchases  and  use  (because  the  Fast  Pass  is  made  to  be  an 
increasingly  better  buy),  result  in  higher  levels  of  intra-San  Francisco  BART  ridership  with 
this  fare  instrument. 


EVALUATION  OF  DEMAND  VERSUS  CAPACITY 

One  of  BART’S  basic  service  objectives  is  to  provide  adequate  capacity  such  that  the  ratio 
of  onboard  passengers  to  seats  (i.e.,  load  factor)  averages  1.15  during  peak  periods. 
Efforts  to  achieve  this  objective  are  often  precluded  by  headway  constraints,  which  dictate 
maximum  train  frequencies,  in  conjunction  with  BART’s  ten-car  maximum  allowable  train 
length.  The  net  result  is  additional  capacity  cannot  be  provided,  even  when  cars  are 
available,  until  headways  can  be  reduced.  This  is  precisely  the  objective  of  BART’s 
Capacity  Expansion  Program.  In  advance  of  implementing  higher  frequency  and  capacity 
service,  trains  are  sized  to  achieve  the  1 .15  load  factor  objective  for  discretionary  trains. 
These  are  trains  that  are  less  than  ten-cars  long  and  can  be  lengthened  as  demand 
warrants. 
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MORNING  PEAK  PERIOD 
LOAD  FACTORS  FOR  ALL  TRAINS 
OCTOBER  - DECEMBER  1991 


TRANSBAY  FROM  WEST  OAKLAND 


tJtWULWOJIb 
TIME  INTERVAL 

TRAINS 

CARS 

SEATS 

PASS-GRS 

LUAU 

FACTOR 

PEAK  HOUR: 

ODC 

S'* 

8.0 

80.0 

5,760 

(0708-0607) 

A~ 

8.0 

79.6 

5,733 

6,499 

1.13 

%“ 

100.0% 

995% 

995% 

F/DC 

S 

5.0 

50.0 

3,600 

(0708^7) 

A 

5.0 

50.0 

3,600 

4,569 

157 

% 

100.0% 

100.0% 

100.0% 

R/DC 

S 

4.0 

40.0 

2,880 

(0708-0807) 

A 

3.9 

38.8 

2,790 

2,479 

0.89 

% 

975% 

96.9% 

96.9% 

TOTAL  TBAY 

S 

17.0 

170.0 

12540 

(0708-0807) 

A 

16.9 

168.4 

12,123 

13547 

1.12 

% 

99.4% 

99.0% 

99.0% 

BALANCE  OF  PEAK  TRAIN  CYCLE 

cyoc 

S 

10.0 

96.0 

6,912 

(0632-0707) 

A 

10.0 

95.4 

6,867 

6,461 

0.94 

(0808-0859) 

% 

100.0% 

995% 

99.3% 

F/DC 

S 

6.0 

58.0 

4,176 

(0632-0707) 

(0808-0859) 

A 

% 

6.0 

100.0% 

57.8 

99.6% 

4,158 

99.6% 

4,532 

1.09 

R/DC 

S 

6.0 

54.0 

3,888 

(0632-0707) 

A 

6.1 

54.6 

3,933 

3588 

0.84 

(0808-0859) 

% 

101.7% 

1015% 

1015% 

TOTAL  TBAY 

S 

22.0 

208.0 

14,976 

■■VO2-O707) 

A 

22.1 

207.8 

14,958 

14581 

0.95 

08-0859) 

% 

1005% 

99.9% 

99.9% 

TOTAL  PEAK  PERIOD  TRAIN  CYCLE 

ODC 

S 

18.0 

176.0 

12,672 

(0632-0859) 

A 

18.0 

175.0 

12,600 

12,960 

1.03 

% 

100.0% 

99.4% 

99.4% 

F/DC 

S 

11.0 

108.0 

7,776 

(0632-0859) 

A 

11.0 

1075 

7,758 

9,101 

1.17 

% 

100.0% 

99.8% 

99.8% 

R/DC 

S 

10.0 

94.0 

6,768 

(0632-0859) 

A 

10.0 

93.4 

6,723 

5,767 

0.86 

% 

100.0% 

995% 

99.3% 

TOTAL  TBAY 

S 

39.0 

378.0 

27516 

(0632-0859) 

A 

39.0 

376.1 

27,081 

27,828 

1.03 

% 

100.0% 

99.5% 

99.5% 

TOWARDS  DOWNTOWN  SAN  FRANCISCO  FROM  16TH  STREET 


HtHIOLyHOUIb 
TIME  INTERVAL 

TRAINS 

CARS 

SEATS 

PASS'GRS 

LOAD 

FACTOR 

PEAK  HOUR: 

ALL  ROUTES 
(0719-0818) 

S 

A 

% 

13.0 

126 

96.9% 

122.0 

1185 

97.1% 

8,784 

8,532 

97.1% 

6,654 

0.78 

BALANCE  OF  PEAK  TRAIN  CYCLE 

ALL  ROUTES 

(0634-0718) 

(0819-0901) 

S 

A 

% 

17.0 

17.1 
100.6% 

135.9 

158.1 

116.4% 

9,785 

11585 

116.4% 

6,620 

0.58 

TOTAL  PEAK  PERIOD  TRAIN  CYCLE 

ALL  ROUTES 
(0634-0901) 

S 

A 

% 

30.0 

29.7 

99.0% 

257.9 

276.6 

1075% 

18,569 

19,917 

1075% 

13574 

0.67 

TES: 


SOUTH  AND  WESTBOUND  FROM  ASHBY/ROCKRIDGE 


-PEHmRUUIb- 

LOAD 

TIME  INTERVAL 

TRAINS 

CARS 

SEATS 

PASS-GRS 

FACTOR 

peak  HOUR: 

C4x: 

S 

8.0 

80.0 

5,760 

(0654-0753) 

A 

8.0 

79.6 

5,733 

6,441 

1.12 

% 

1000% 

995% 

995% 

R/DC 

S 

4.0 

40.0 

2880 

(0653-0752) 

A 

35 

38.8 

2790 

2,435 

0.87 

% 

975% 

96.9% 

96.9% 

F/R 

S 

4.0 

15.0 

1,080 

(0721-0820) 

A 

4.0 

15.4 

1,107 

808 

0.73 

% 

1000% 

1025% 

1025% 

BALANCE  OF  PEAK  TRAIN  CYCLE 

C/DC 

S 

10.0 

96.0 

6,912 

(0619^)653) 

A 

10.0 

95.4 

6,867 

6,408 

0.93 

(0754-0846) 

% 

1000% 

995% 

995% 

R/DC 

S 

6.0 

54.0 

3,888 

(06130652) 

A 

6.1 

545 

3,924 

2,961 

0.75 

(07530846) 

% 

101 .7% 

1009% 

100.9% 

F/R 

S 

6.0 

24.0 

1,728 

(0640-0720) 

A 

5.9 

23.8 

1,710 

898 

053 

(0821-0907) 

% 

985% 

99.0% 

99.0% 

ODC 

S 

18.0 

176.0 

12,672 

(06130846) 

A 

18.0 

175.0 

12,600 

12,849 

1.02 

% 

1000% 

99.4% 

99.4% 

R/DC 

(0618-0846) 

S 

10.0 

94.0 

6,768 

A 

10.0 

93.3 

6,714 

5,396 

0.80 

% 

1000% 

995% 

995% 

F/R 

(0640-0907) 

S 

10.0 

39.0 

2,808 

A 

9.9 

39.1 

2,817 

1,706 

0.61 

% 

99.0% 

1005% 

1005% 

NORTHBOUND  FROM  FRUITVALE 


PbHmROUIb 

LOAD 

TIME  INTERVAL 

TRAINS 

CARS 

SEATS 

PASS’GRS 

FACTOR 

PEAK  HOUR: 

F/DC 

S 

5.0 

50.0 

3,600 

(0657-0756) 

A 

5.1 

515 

3,690 

4583 

^ 1.19 

% 

1020% 

1025% 

1025% 

F/R 

S 

5.0 

29.0 

2,088 

(07130818) 

A 

4.9 

285 

2,034 

1,989 

0.98 

% 

98.0% 

97.4% 

97.4% 

BALANCE  OF  PEAK  TRAIN  CYCLE 

F/DC 

S 

6.0 

58.0 

4,176 

(0622-0656) 

A 

5.9 

565 

4,068 

4,125 

1.01 

(0757-0849) 

% 

98.3% 

97.4% 

97.4% 

F/R 

S 

5.0 

21.0 

1312 

(06330718) 

A 

5.0 

21.0 

1512 

1,181 

0.78 

(08130904) 

% 

1000% 

100.0% 

100.0% 

TOTAL  PEAK  PERIOO  TRAIN  CYCLE 

F/DC 

S 

11.0 

108.0 

7,776 

(0622-0849) 

A 

11.0 

107.8 

7,758 

8508 

1.10 

% 

1000% 

99.8% 

99.8% 

F/R 

S 

10.0 

50.0 

3,600 

(06330904) 

A 

9.9 

495 

3546 

3,170 

0.89 

% 

99.0% 

98.5% 

985% 

Based  on  representative  weekday  data  for  ridership  and  train  operations  (for  all  peak  period  trains  at  their  maximum  load  points). 
*•  Data  in  rows  designated  by  "S"  are  scheduled,  "A"  are  actual,  and  is  the  percent  of  scheduled  service  delivered. 
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AFTERNCXDN  PEAK  PERIOD 
LOAD  FACTORS  FOR  ALL  TRAINS 
OCTOBER  - DECEMBER  1991 


■mANSBAY  FROM  EMBARCADERO 


•Fk'kimRUUIb 

~LUAU 

iNTEflYAL 

TRAINS 

CARS 

SEATS 

PASST5RS 

FACTOR 

PEAK  HOUR: 

coc 

S“ 

7.0 

70.0 

5.040 

(1630-1729) 

A- 

6.9 

68.8 

4,950 

6P43 

122 

98.6% 

962% 

982% 

F/OC 

S 

6.0 

60.0 

4220 

(1630-1729) 

A 

5.8 

57.4 

4,131 

4268 

120 

% 

96.7% 

95.6% 

95.6% 

ROC 

S 

4.0 

38.0 

2,736 

(1630-1729) 

A 

4.0 

38.1 

2,745 

3.109 

1.13 

% 

100.0% 

1002% 

1002% 

TOTAL  TBAY 

S 

17.0 

168.0 

12,096 

(1630-1729) 

A 

16.7 

1642 

11,826 

14,120 

1.19 

% 

982% 

97.8% 

97.8% 

BALANCE  OF  PEAK  TBAIN  CYCLE 

COC 

S 

8.0 

80.0 

5,760 

(1545-1629) 

A 

8.0 

79.5 

5,724 

6231 

1.19 

(1730-1812) 

% 

100.0% 

99.4% 

99.4% 

F/OC 

S 

5.0 

46.0 

3212 

(1545-1629) 

A 

4.9 

45.5 

3276 

3244 

1.17 

11730-1812) 

% 

98.0% 

98.9% 

98.9% 

ROC 

S 

6.0 

SZQ 

3,744 

(1545-1629) 

A 

6.0 

53.0 

3,816 

3248 

1.01 

(1730-1812) 

% 

100.0% 

101.9% 

101.9% 

TOTAL  TBAY 

S 

19.0 

178.0 

12,816 

(1545-1629) 

A 

18.9 

178.0 

12,816 

14523 

1.13 

M730-1812) 

% 

995% 

100.0% 

100.0% 

. JTAL  PEAK  PERtOO  TRAIN  CYCLE 

COC 

S 

15.0 

150.0 

10,800 

(1545-1812) 

A 

14.9 

1482 

10,674 

12274 

121 

% 

99.3% 

98.8% 

98.8% 

F/OC 

S 

11.0 

106.0 

7,632 

(1545-1812) 

A 

10.7 

102.9 

7,407 

8212 

1.19 

% 

972% 

97.1% 

97.1% 

ROC 

S 

10.0 

90.0 

6,480 

(1545-1812) 

A 

10.0 

91.1 

6,561 

6257 

1.06 

% 

100.0% 

1012% 

1012% 

total  TBAY 

S 

36.0 

346.0 

24.912 

(1545-1812) 

A 

355 

3422 

24,642 

28243 

1.16 

% 

98  9% 

98.9% 

98.9% 

TOWARDS  DALY  QTY  FROM  CIVIC  CENTER 

PEHO5R0UTE 

LOAD 

TIkC  irTTERVAL 

TRAINS 

CARS 

SEATS 

PASSGRS 

FACTOR 

PEAK.  HOUR, 

aurouTEs 

S 

12.0 

120.0 

8,640 

(1630-1729) 

A 

12.0 

120.0 

8,640 

7,436 

0.86 

% 

100.0% 

100.0% 

100.0% 

BALANCE  OF  PEAK  IBAIN  CYCLE 

AU  ROLfTES 

S 

180 

152.0 

10,944 

(1545-1629) 

A 

181 

157.1 

11213 

7,808 

0.69 

(1730-1812) 

% 

1005% 

103,4% 

103  47. 

total  peak  period  train  CYCLE 

AU  ROUTES 

S 

300 

272.0 

19,584 

(1545-1812) 

A 

301 

277.1 

19,953 

15244 

0.76 

% 

1002% 

101,9% 

101  9% 

NOR-m  AND  EASTBOUND  FROM  MACARTTHUR 


PbHOlHOUIb 

-rojOT 

RME  INTERVAL 

TRAINS 

CARS 

SEATS 

PASS'GRS 

FACToi 

PEAK  HOUR: 

C/DC 

S 

7.0 

70.0 

5,040 

1 

(1647-1746) 

A 

6.9 

682 

4,950 

5,829 

l.ll 

% 

98.67. 

9827. 

9827. 

1 

RTX: 

S 

4.0 

38.0 

^736 

! 

(1647-1746) 

A 

3.9 

37.1 

Z673 

2,935 

1,11 

% 

975% 

97,77. 

97.7% 

F/R 

S 

5.0 

19.0 

1,368 

(1631-1730) 

A 

4.9 

19.4 

1,395 

1,081 

0,7 

% 

98.0% 

10207. 

102-07. 

BALANCE  OF  PEAK  TRAIN  CYCLE 

C/DC 

S 

8.0 

80.0 

5,760 

(1602-1829) 

A 

7.6 

75.8 

5,454 

6394 

1.V 

(1747-1829) 

% 

95.07. 

94.77. 

94.7% 

RDC 

S 

6.0 

52.0 

3,744 

(1602-1829) 

A 

6.0 

52.8 

3,798 

3,460 

0.91 

(1747-1829) 

7. 

10007. 

101.47. 

101,47. 

F/R 

S 

5.0 

18.0 

1296 

(1546-1630) 

A 

5.1 

19.1 

1,377 

829 

02(i 

(1730-1814) 

7. 

102.07. 

10637. 

106.37. 

DIX 

15.0 

150.0 

10,800 

(1602-1829) 

A 

145 

144.5 

10,404 

12223 

1.17 

7o 

96.77. 

96.37. 

96.30/'. 

R/DC 

(1602-1829) 

S 

10.0 

90.0 

6,480 

A 

9.9 

89.9 

6,471 

6395 

0.99 

% 

99.07. 

99.97. 

9937. 

F/R 

(1546-1814) 

S 

10.0 

37.0 

2,664 

A 

10.0 

38.5 

2,772 

1,910 

029 

% 

10007. 

104.17. 

104,1“/. 

SOUTHBOUND  FROM  LAKE  MERRITT 

PbHIOD/HOUIb 

LOAD 

TIME  INTERVAL 

TRAINS 

CARS 

SEATS 

PASS'GRS 

FACTOR 

PEAK  HOUR: 

F/DC 

S 

6.0 

60.0 

4320 

(1643-1742) 

A 

5.8 

57.4 

4,131 

4,657 

- 1.13 

% 

96.7% 

95.67. 

95.67. 

j 

F/R 

S 

5.0 

29.0 

2,088 

(1633-1732) 

A 

4.0 

22.9 

1,647 

1250 

0.94: 

7o 

80.07. 

78.97. 

78,97. 

] 

BALANCE  OF  PEAK  TRAIN  CYCLE 

F/DC 

S 

5.0 

46.0 

3,312 

(1558-1642) 

A 

5.1 

47.8 

3,438 

3,701 

1.08 

(1743-1825) 

% 

102.07. 

10327. 

103,87. 

F/R 

S 

5.0 

2Z0 

1,584 

(1547-1632) 

A 

6.0 

27.6 

1,989 

1,753 

0.88 

(1733-1816) 

% 

12007. 

12527. 

125.67. 

total  peak  PEBIOP  JflAIN  CYCLE 

F/OC 

S 

11.0 

106.0 

7,632 

(1558-1825) 

A 

10.9 

105.1 

7269 

8358 

1.10 

% 

99.17. 

9927. 

992% 

F/R 

S 

10.0 

51.0 

3,672 

(1547-1816) 

A 

10.0 

50.5 

3,636 

3303 

0.91 

% 

100.0% 

99.07. 

99.07. 

NOTES; 

as®d  on  repfaserrtalive  weekday  dala  for  rkJership  and  train  operations  (for  all  peak  period  trains  at  their  maximum  bad  points). 
• Oata  in  rows  designated  by  "S*  are  scheduled.  ‘A*  are  actual,  and  ■%'  is  the  percent  of  scheduled  service  delivered. 


2-lAk 


June  29,1992®  11:15 


The  recent  acquisition  of  150  C-cars  has  enabled  BART  to  add  capacity  under  current 
headway  constraints  by  lengthening  trains  up  to  the  ten  car  limit.  How  the  new  C-cars 
have  been  used  to  provide  added  capacity  is  best  revealed  by  looking  at  the  peak  period 
screenline  crossings  for  all  cars  in  operation.  [The  maximum  screenline  crossings  are 
West  Oakland-Embarcadero  stations  for  the  three  transbay  routes  and  Lake  Merritt- 
Fruitvale  stations  for  the  Richmond-Fremont  route.]  Three  years  ago  with  a fleet  of  439 
A-  and  B-cars,  the  number  of  vehicles  scheduled  to  pass  through  the  maximum 
screenlines  during  the  afternoon  peak  period  was  353  (313  cars  on  transbay  routes  and 
40  cars  on  the  Richmond-Fremont  route).  Currently,  with  150  more  cars  and  essentially 
same  train  schedule,  BART  is  able  to  provide  397  cars  (346  transbay  plus  51  Richmond- 
Fremont).  These  44  additional  cars  represent  a 12.5%  increase  in  capacity,  and  are 
equivalent  to  inserting  five  new  trains  in  BART’s  schedule.  Because  all  peak  hour  trains 
have  been  near  or  at  the  ten-car  limit  for  over  a decade,  most  of  the  new  C-car  capacity 
has  been  added  to  trains  which  pass  through  the  maximum  screenlines  during  the 
balance  of  the  peak  period,  or  45  minutes  just  before  and  after  the  peak  one  hour. 
Spreading  of  peak  demand,  a phenomenon  wherein  people  adjust  their  departure  times 
from  home  and  work  to  take  advantage  of  better  travel  conditions,  has  resulted  in  greater 
growth  in  demand  for  the  balance  of  the  peak  period  relative  to  the  peak  hour.  BART  has 
responded  by  adding  and  adjusting  capacity  during  these  travel  times  to  accommodate 
this  higher  demand  at  the  policy  1.15  load  factor. 

Figure  _ (Morning  Peak  Period  Train  Load  Factors  By  Route)  and  Figure  _ (Afternoon 
Peak  Period  Train  Load  Factors  By  Route)  summarize  on  a quarterly  basis  load  factors 
for  all  morning  and  afternoon  peak  period  trains  in  operation.  As  seen,  peak  period  load 
factors  are  fairly  consistent  on  a seasonal  basis  but  vary  by  route  as  well  as  by  time  of 
day  (i.e.,  morning  versus  afternoon  commute  periods).  Load  factors  during  the  morning 
peak  period  tend  to  be  somewhat  lower  than  those  in  the  afternoon. 

These  averages  are  for  all  trains  during  the  entire  peak  period.  [This  interval  of  time 
corresponds  to  a complete  train  cycle,  or  the  time  it  takes  a train  to  travel  from  a yard  and 
make  one  full  loop  on  its  designated  route-approximately  21/2  hours.]  Load  factors  during 

the  peak  one  hour  are  considerably  higher  as  shown  in  Figure (Morning  Peak  Hour 

Train  Load  Factors  By  Route)  and  Figure (Afternoon  Peak  Hour  Train  Load  Factors 

By  Route).  Detailed  demand  and  capacity  data  for  the  morning  and  afternoon  peak 
periods  are  presented  in  Figures  _ (Morning  Peak  Period  Load  Factors  For  All  Trains, 

October-December  1991)  and (Afternoon  Peak  Period  Load  Factors  For  All  Trains, 

October-December  1991).  Note  that  the  reported  load  factors  are  based  on  capacity 
actually  provided.  For  comparison  purposes,  scheduled  capacity  is  also  shown. 


EVALUATION  OF  FINANCIAL  PERFORMANCE 
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BART’S  $219.9  million  operating  budget  for  fiscal  year  1992  is  summarized  in  Figure  _ 
(BART  Operating  Budget  Summary,  Fiscal  Year  1992).  This  income  and  expense 
statement  was  formulated  on  the  basis  of  policy  choices  and  clearly  identifiable, 
quantifiable  management  objectives.  The  approach  underscored  the  importance  of 
making  tradeoffs  and  establishing  priorities  for  resource  use  by  emphasizing  results  and 
strengthening  accountability.  The  FY  92  operating  budget  carried  forward  from  the  prior 
fiscal  year  some  high-visibility  programs  (i.e.,  new  initiatives)  which  have  a direct  and 
tangible  benefit  to  BART  riders.  These  inciude:  station  rehabilitation.  A-  and  B-car 
rehabilitation,  and  increased  station  staffing.  The  budget  reflected  BART’s  major  themes: 
customer  service,  extensions  support,  system  rehabilitation,  operating  efficiencies,  and 
empioyee  development.  Key  budget  parameters  relative  to  the  prior  fiscal  year  included: 
additional  cars  and  trains  online  (reflecting  operational  requirements  of  the  Daly  City 
turnback),  4.4%  increase  in  annual  car  hours,  and  continuation  of  fares  at  1986  levels 
(BART’S  last  fare  increase  was  on  January  1,  1986). 

An  evaluation  of  how  well  BART  performed  relative  to  its  FY  92  operating  budget  is 

presented  below.  As  an  overview,  refer  to  Figure (BART  March  1992  Year-To-Date 

Operating  Budget  Performance  Summary)  which  summarizes  BART’s  income/expense 

statement  relative  to  budget  for  FY  92  relative  to  budget.  Aiso  see  Figure (MTC 

Quarterly  Financial  and  Operating  Data  Report,  January-March  1992)  which  presents 
BART’s  third  quarter  financial  statement  as  submitted  to  the  Metropolitan  Transportation 
Commission  (MTC)  in  May  1992. 


Passenger  and  Other  Operating  Revenues 

Revenue  from  passenger  fares  includes  both  rail  and  BART  express  bus.  Rail  fare 
revenue  through  March  1992  was  $73.05  million  versus  a budgeted  $73.70  million  (0.9% 
under  budget).  Contributing  to  this  unfavorable  performance  were  higher  use  of 
discounted  senior/student/handicapped  tickets  relative  to  budget.  Through  March  1992, 
the  budgeted  discounts  for  these  tickets  were  $8.29  million  versus  an  actual  of  $9.37,  or 
$1.08  million  unfavorable.  Use  of  BART  senior/student/handicapped  tickets  by  non- 
qualifying persons  has  been  the  focus  of  efforts  to  curb  their  illegal  use.  Fare  revenue 
from  BART  express  bus  passengers  was  on  target  through  March  1992  ($0.79  million 
actual  versus  the  same  level  budgeted). 

Revenue  from  sources  other  than  passenger  fares  through  March  1992  amounted  to 
$7.76  million,  or  33.3%  above  a budget  level  of  $5.82  million.  The  primary  reason  for  this 
was  non-budgeted  interest  earnings  from  the  1991  revenue  bonds  which  were  issued 
after  the  adoption  of  the  FY  92  budget.  Total  interest  earnings  were  62.2%  above  budget 
($5.23  million  actual  versus  $3.23  budgeted).  The  $2.01  million  favorable  interest 
earnings  offset  unfavorable  advertising  revenue  ($0.83  million  actual  versus  $0.90 
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V;  El;- 

' . San  FRANbisco  Bay  Area  Rapid  Transit  District 

: ^ ' Adopted  Operating  Budget 

: Fiscal  Year  1 002  .^,  . 

, District  Summary  By  Account  _ . 

1 

■^i 

FY  01 

FY  02 

ADOPTED 

ADOPTED 

EXPENSE  GROUP 

BUDGET 

BUDGET 

NET  U\BOR  EXPENSE 

$ 142,358,576 

$ 151,677,471 

NON-LABOR  EXPENSE 
Cost  Center  Expenses 

"Material  Usage 

$ 1,331,170 

$1,482,492 

Professional  & Technical  Services 

7,408,513 

^ 7,830,508 

Travel  Expenses 

415,371 

507,774 

Insurance  Premiums 

2,427,151 

2,764,577 

Provisions  for  Self-Insurance  ■ 

2,669,076 

2,815,300 

Miscellaneous 

2,393,756 

^'2,268,760 

TOTAL  COST  CENTER  EXPENSE 

$16,645,037 

/ 

$17,669,411 

Direct  Program  Expenses 

Material  Usage 

$7,755,236 

$ 8,363,970 

Rental  & Maintenance 

5,139,669 

5,558,557 

Professional  & Technical  Services 

1,548,822 

914,222 

Express  Bus 

6,608,008 

6,608,008 

BART  Shuttles 

395,200 

595,000 

Transfer  Agreement  - AC  Transit 

4,708,200 

2,391,700 

Transfer  Agreement  - MUNI 

1,537,600 

1,562,100 

Power 

20,196,312 

22,166,900 

i 

Utilities 

1,038,707 

1,053,436 

Inventory  Write-offs 

300,000 

0 

TOTAL  PROGRAM  EXPENSE 

$49,227,754 

$49,213,893 

TOTAL  NON-LABOR  EXPENSE  . ' 

$65,872,791 

$66,883,304 

FY  92  NEW  INITlATniis  , 



' --y:  ■ 

$1,348,025 

if 

V 

Mjjj 

TOTAL  NET  0PEIW™G  EXPE^ 

$208,231,367^^^ 

’ $ 219^)8,800^ 
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QUARTERLY  FINARCYAL  & OPERATING  DATA  REPORT 
(Article  4 Claimants) 


MTC  FORM  lOQ 
Page  1 of  1 


Quarter  Ending:  03/92 
Date:  05/15/92 


: 1 
■ J ' 

_Streetcar/LRV 

.Total  of  All  Modes  (If  Applicable) 

Operator:  BARTD 
CURRENT  FISCAL  YEAR  1991/1992 

' 

PINANCIAi  DATA 

Current  Qtr 

Year-to-Date 

Total  Adopted 

% of  Budget 

J 

(See  Attached  Notes) 

Actual 

Actual 

Budget 

Remaining 

upeidLiiiy  LxpeiiSKb  - ruiU-Liunai 

Operations 

15,225,232 

49,563,709 

71,637,067 

30.3% 

2. 

Vehicle  Maintenance 

11,443,121 

32,744,736 

45,303,406 

27.7% 

Non-Vehicle  .Maintenance .' . 

10,336,279 

30,162,993 

42,679,925 

29.3% 

! 4. 

General  Administration 

13,866,654 

42,007,249 

60,233,402 

30.3% 

1 

Total  Expenses 

50,921,286 

154,478,737 

219,903,800 

29.8% 

1 

Other  Expenses* 

, j Operating  Expenses  - Object  Class 

: 6. 

Labor 

24,307,047 

73,136,187 

99,427,353 

26.4% 

7. 

Fringe  Benefits 

12,291,189 

39,435,763 

53,593,143 

26.4% 

■ I 8. 

Services 

2,963,384 

6,895,324 

15,211,216 

54.7% 

ill  5' 

Fuel/Lubricants 

10. 

Propulsion  Power 

2,457,536 

9,737,386 

15,857,623 

42.2% 

Purchased  Transportation 

1,534,651 

4,735,045 

6,603,008 

27.6% 

:iii 

Casualty  & Liability 

1,375,209 

3,787,694 

5,579,377 

32.1% 

13. 

Leases  & Rentals 

-c  -14. 

Interest  Expense 

15. 

Other 

5,992,270 

16,700,838 

22,626,580 

26.2% 

16. 

Depreciation 

i|,  17. 

Total  Expenses 

50,921,236 

154,478,737 

219,903,800 

29.3% 

Other  Expenses* 

Operating  Revenues  & Assistance 

IS. 

Farebox 

24,426,236 

73,841,340 

101,191,500 

27.0% 

y 19. 

Non-Farebox 

4,398,312 

7,759,224 

7,741,900 

-0.2% 

20. 

Operator  Funds 

27,994,875 

86,507,557 

120,836,800 

28.4% 

21. 

Regional/Federal  p-onds 

0 

0 

449,800 

100.0% 

22. 

Total  Oper.  Rev.  & Asst 

56,819,423 

163,103,121 

230,220,000 

27.0% 

23. 

Less  Transfer  to  Capital 

(3,502,183) 

(9,863,804) 

(10,311,200) 

4.3% 

24. 

Operating  Fund  Surplus/(Deficit) . . . 

2,395,954 

3,765,580 

0 

25. 

Memo  Item:  Deprec.  Expense 

26. 

Memo  Item:  CalTrain  Subsidy 

OPERATING  DATA 

27. 

Revenue  Passengers 

18,041,367 

54,600,345 

73,524,611 

25.7% 

23. 

Total  Passengers 

19,083,572 

57,954,053 

79,086,052 

26.7% 

29. 

Revenue  Vehicle  Miles 

9,693,728 

30,524,817 

42,224,142 

27.7% 

30. 

Revenue  Vehicle  Hours 

302,362 

952,115 

1,317,035 

27.7% 

31. 

Average  No.  of  System  Employees.... 

554 

1,675 

2,263 

26.0% 

* Other  Expenses:  CalTrain  Subsidy  Participation,  HOV  enforcement,  ridesharing 
(SCCTD).  These  amounts  should  not  be  included  in  lines  5 and  17. 
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budgeted),  and  unfavorable  revenue  from  fines  and  forfeitures  ($0.28  million  actual  versus 
$0.46  million  budgeted).  Despite  the  January  1992  cancellation  by  Host  International  of 
its  contract  with  BART  for  retail  stores  in  stations,  concessions  income  through  March 
1992  exceeded  budget  by  0.8%  ($0,874  million  actual  versus  $0,867  budgeted). 
Remaining  non-passenger  revenue  line  items  were  favorable  relative  to  budget.  These 
include:  fiber  optics  revenue,  rent  on  buildings  and  other  property,  and  parking  revenue 
(Lake  Merritt  Station  only). 


Labor  and  Non-Labor  Expense 

Through  March  1992  net  labor  expense  was  $112.57  million  versus  $114.27  million 
budgeted.  BART’s  total  staffing  at  the  end  of  March  1 992  was  2,684  authorized  positions 
(operating  and  capitalized,  full-  and  part-time).  Of  these  positions,  93  were  vacant  at  the 
end  of  the  period.  Figure  _ (BART  Position  Control  Status  Report,  Month  Ending  March 
1 992)  summarizes  the  status  of  BART’s  workforce  relative  to  authorized  positions.  While 
bottom-line  labor  expense  was  favorable,  over-time  expense  was  34.6%  above  budget 
($6.83  million  versus  $5.01  million  budgeted).  This  is  due  to  the  3.5%  vacancy  rate  as 
reflected  by  the  93  unfilled  positions. 

Non-labor  expense  through  March  1992  was  14.6%  below  budget.  A key  budget  line 
items  contributing  to  this  favorable  performance  is  electric  power  which  was  20.1  % under 
budget  ($13.52  million  actual  versus  $16.91  budgeted). 


Financial  Assistance  and  Capital  Allocations  (from  operating  sources) 

BART’s  budgeted  sales  tax  revenue  for  FY  92  reflects  assumptions  made  in  the  Spring 
of  1991  regarding  the  extent  and  duration  of  the  recession.  Time  has  proven  the  budget 
forecasts  to  be  optimistic  relative  to  the  events  which  actually  took  place.  Loss  of  jobs, 
a decline  in  per  capita  income,  and  other  unfavorable  trends  for  key  economic  indicators 
reflect  the  pervasiveness  of  belt  tightening  at  all  levels.  Reduced  spending  translated  into 
lower  sales  tax  revenue,  BART  included.  Through  March  1992,  BART  received  $3.23 
million  less  in  sales  tax  revenue  than  forecast  ($80.1 2 million  actual  versus  $83.35  million 
budgeted).  Compared  to  this  unfavorable  level,  property  tax  receipts  came  in  10.8% 
above  budget  ($6.34  million  actual  versus  $5.77  budgeted).  As  of  March  1992,  BART  did 
not  receive  its  STA/TDA  allocation  from  MTC  in  the  amount  of  $0.34  million. 

Allocations  from  BART’s  operating  budget  for  servicing  long-term  debt  were  27.9% 
unfavorable  to  budget  reflecting  the  repayment  schedule  for  the  1991  revenue  bonds 
which  were  issued  after  adoption  of  the  FY  92  budget.  [Repayment  of  the  1991  revenue 
bonds  began  in  September  1991.]  Debt  service  allocation  amounted  to  $9.77  million 
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MONTH  ENDING  MARCH  31 

Trvrai  A MTwnorTPn  phe;mnNf«;'  ' ' RFP 

, 1992 

N-REP 

TOTAL 
2.684  ^ ' 
2,632 
41 
0 
11 

2.591 

BUDGETED  FULL-TIME 
BUDGETED  PART-TIME  (1) 

TRAINEBAPPRENTICE  PROGRAM  j 

GENERAL  MANAGER’S  AUTHORITY  - CAPITAL 

CU  R R ENTLY  FI  LLFD 

2,292 

41 

0 

2 

340 

0 

0 

9 

FULL-TIME 

2,229 

326 

2,555 

OPERATING 

2,169 

201 

2,370 

CAPITAL 

60 

125 

185 

PART-TIME 

36 

0 

36 

OPERATING 

36 

0 

36 

CAPITAL 

0 

0 

0 

CURR  ENTLY  VACANT  POSITIONS? 

FULL-TIME 

71 

14 

85 

OPERATING 

61 

11 

72 

CAPITAL 

10 

3 

13 

PART-TIME 

8 

0 

8 

OPERATING 

8 

0 

8 

CAPITAL 

0 

0 

0 

TRAINEE/APPRENTICE  PROGRAM 

0 

0 

0 

EMPLOYMENT  ACTIVITY  THIS  MONTH 

22 

NEW  HIRES 

12 

3 

15 

OPERATING 

12 

0 

12 

CAPITAL 

0 

3 

3 

PROMOTIONS 

7 

0 

7 

VACANCY  ACTIVITY  THIS  MONTH 

52 

REQUISITIONED 

31 

2 

33 

POSTED 

16 

3 

19 

p 

\ bnMINAi  lUN  AU  1 IVI 1 Y 1 nib  MUN  i n 

VOLUNTARY  QUIT 

3 

0 

3 

TERMINATION 

1 

0 

1 

RETIREMENT 

2 

0 

2 

DECEASED 

2 

0 

2 

LAYOFF 

0 

0 

0 

(1)  BUDGETED  ?H  CADETS,  STATION  AGENTS  AND  T/O's 

(2)  ACTIONS  TO  FILL  VACANCIES 

Prepared  by  Management  Analysis  & HR  & SS ^ 


The  vacancy  rate  continues  to  remain  at 
approximately  3 % of  the  overall  budgeted  headcount. 
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through  March  1 992  versus  a budgeted  level  of  $7.64  million.  Other  allocations  to  capital 
projects  equalled  budget. 

Net  of  debt  service  and  other  capital  allocations,  total  financial  assistance  to  BART 
amounted  to  $76.64  million  versus  $81.72  million  budgeted. 

Net  Operating  Result  and  Financial  Indicators 

Above  budget  revenues  {+  $1.29  million)  and  below  budget  expense  {-  $8.85  million) 
offset  unfavorable  net  financial  assistance  (-$5.08  million).  This  helped  BART  to  achieve 
a net  financial  result  of  $3.77  million  through  March  1 992,  or  $5.06  million  more  than  the 
$1.30  million  budgeted  deficit. 

As  a result  of  this  favorable  financial  statement,  budgeted  levels  for  all  of  BART’s  key 
financial  indicators  were  exceeded  as  of  the  end  of  March  1992.  This  includes  the  rail 
farebox  ratio  (49.9%  actual  versus  47.5%  budgeted),  the  system  operating  ratio  (52.8% 
actual  versus  49.2%  budgeted),  and  the  rail  cost  per  passenger  mile  (21 .7p  actual  versus 

22.90  budgeted).  Figure (Rail  Farebox  Ratio),  Figure (System  Operating  Ratio), 

and  Figure (Rail  Cost  Per  Passenger  Mile)  present  BART’s  record  for  achieving 

budgeted  levels  for  these  three  key  financial  indicators. 

Of  note  is  the  progress  made  with  respect  to  improving  the  financial  performance  of 
BART  express  bus  operations.  Three  years  ago,  the  fiscal  year-to-date  farebox  ratio  for 
this  service  stood  at  10.9%.  Today,  after  streamlining  of  routes,  better  inter-modal 
coordination,  and  privatization  of  the  express  bus  contract  (at  a lower  cost  than  previously 
with  AC  Transit),  the  farebox  ratio  through  March  1992  this  fiscal  year  is  16.5%. 


EVALUATION  OF  KEY  CAPITAL  PROGRAM  ELEMENTS 

BART’s  Capital  Improvement  Program  (CIP)  document  is  published  annually  and  contains 
detailed  financial  and  implementation  status  information  regarding  all  District  capital 
projects.  Without  duplicating  the  information  presented  in  the  CIP,  the  purpose  of  this 
section  is  to  highlight  the  key  projects  needed  to  expand  BART  service.  This,  in  effect, 
will  set  the  stage  for  Chapter  3 which  presents  BART’s  planned  service  improvements 
over  the  next  ten  years. 

BART’s  efforts  to  increase  system  capacity  and  for  bringing  extensions  online  are  based 
on  plans  which  have  been  developed  and  updated  for  more  than  a decade,  and  are  well 
documented.  The  projects  required  for  BART  to  expand  service  fall  into  four  basic 
groups.  These  address:  car  requirements,  headway  reduction,  online  train  expansion. 
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and  extensions.  Projects  within  each  of  these  groups  are  summarized  in  Figure  _ (Key 
Capital  Program  Projects  Required  For  Expanded  Service)  and  are  discussed  below. 


Current  Fleet  And  Programmed  New  Car  Procurement 

BART’S  current  fleet  consists  of  589  cars:  136  A-cars  (with  cab  controls),  303  B-cars 
(without  cab  controls),  and  150  C-cars  (with  cab  controls).  Based  on  current  service 
requirements,  which  include  /aster service  as  of  June  1992  and  achievement  of  the  1.15 
peak  period  load  factor  objective,  BART  needs  a total  of  526  cars  to  provide  weekday 
service.  Of  these  cars,  398  are  used  to  form  revenue-service  online  trains,  55  cars  are 
held  as  ready  spares,  and  73  cars  are  in  preventative  maintenance  (in  accordance  with 
BART’S  standards  of  10%  of  non-cab  and  15%  of  cab-control  cars  held  in  preventative 
maintenance).  In  addition  to  these  526  cars,  BART  has  40  A-cars  which  cannot  be  used 
currently,  since  A-car  requirements  are  a function  of  the  number  of  online  trains.  [A 
maximum  of  two  A-cars  can  be  used  per  train.  For  planning  purposes,  an  average  of 
1.75  A-cars  per  train  has  been  assumed  in  order  to  maximize  use  of  C-cars  for  improved 
operational  flexibility].  The  remaining  23  cars  in  BART’s  fleet  are  not  needed  at  this  time 
but  will  be  pressed  into  service  as  demand  dictates. 

The  need  for  additional  cars  is  based  on  future  ridership  growth  as  is  discussed  in 
Chapter  3.  This  includes  the  current  new  car  contract  with  Morrison-Knudsen,  signed  in 
March  1992,  which  calls  for  the  delivery  of  80  vehicles  between  March  and  December 
1 995  at  the  rate  of  about  25  cars  each  calendar  quarter.  The  first  option  for  70  additional 
cars  (20  of  which  are  C-cars  with  cab  controls  and  50  B-cars  without  cab  controls)  may 
be  exercised  such  that  there  is  no  or  little  interruption  of  the  car  delivery  schedule  from 
the  original  80-car  order.  A second  option  may  be  exercised  for  100  more  cars,  all  of 
which  are  B-cars,  without  cab  controls.  Should  both  of  these  options  be  exercised, 
BART’S  fleet  would  grow  by  250  cars  to  a total  of  839  vehicles  by  September  1997. 


Programmed  Projects  Needed  To  Reduce  Headways 

Under  the  District’s  Capacity  Expansion  Program,  key  projects  have  been  implemented 
since  the  late  1970s  which  have  enabled  BART  to  reduce  headways  and  increase  the 
number  of  online  cars  and  trains.  These  projects  are  well  documented  in  prior  year 
SRTP/CIPs  and  include  the  addition  of  the  KE  track,  Daly  City  turnback  and  yard,  and  C- 
cars.  As  of  June  1992,  the  system  can  support  an  average  minimum  service  schedule 
headway  of  180  seconds,  or  20  trains  per  hour  in  one  direction.  Higher  service  levels 
(i.e.,  higher  frequency  service  at  reduced  train  headways)  are  not  possible  until  the 
wayside  train  control/system  performance  modifications  project  is  complete.  Once  these 
modifications  are  in  place,  now  scheduled  for  December  1994,  BART  will  be  able  to 
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KEY  CAPITAL  PROJECTS 
IN  SUPPORT  OF  EXPANDED  SERVICE 


FLEET  EXPANSION  AND  VEHICLE  RELATED  PROJECTS: 

o Current  contract  with  Morrison-Knudsen  for  80  new  cars 
o Two  options  for  170  more  cars,  for  a total  of  250  new  cars 

o Car  rehabilitation  of  existing  A-  and  B-car  fleet 

o Yard  improvements  for  car  storage 

HEADWAY  REDUCTION: 

o Brake  rate  algorithm  modifications 

o Wayside  train  control/system  performance  modifications 
o Advance  automatic  train  control  modifications 

EXPANSION  OF  ONLINE  TRAINS: 

o Central  control  display  board  modifications 

o Systemwide  radio  network 

o Enhanced  train  identification  & destination  codes 

EXTENSIONS: 

o A-line  resignalling  (between  Bay  Fair  and  Lake  Merritt  stations) 
o A-line  electrical  capacity  increase  (between  Bay  Fair  and  Lake  Merritt  stations) 
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Operate  at  a minimum  service  schedule  headway  of  135  seconds,  or  24  trains  per  hour 
in  one  direction.  One  additional  project,  the  brake  rate  algorithm  modifications,  is 
scheduled  for  completion  by  October  1992.  This  project  is  not  critical  for  achieving  a 135 
second  headway  but  is  being  implemented  to  smooth  out  the  speed  profiles  to  provide 
for  improved  train  performance  (including  a more  comfortable  ride)  under  closer  headway 
operations. 

Implementation  of  service  at  headways  below  135  seconds  is  under  investigation  as  part 
of  the  advanced  train  control  project,  which  would  allow  BART  to  operate  at  a minimum 
scheduled  headway  of  120  seconds. 


Programmed  Projects  Needed  To  Expand  Online  Trains 

Part  of  BART’S  Capacity  Expansion  Program  is  the  implementation  of  projects  to  allow 
the  system  to  operate  with  substantially  more  online  trains  than  is  currently  possible.  The 
newly  implemented  central  control  system  (CCS)  was  a major  milestone  toward  this 
objective.  Three  projects  are  currently  in  various  stages  of  implementation  which,  when 
all  are  completed,  will  enable  BART  to  expand  service  above  the  current  maximum  of 
about  50  online  trains.  These  are  the  central  control  board  display  modifications 
(scheduled  for  completion  by  December  1992),  the  new  systemwide  radio  network  (July 

1995  completion),  and  enhanced  train  identification  and  destination  codes  (September 

1996  completion).  The  latter  project  will  replace  the  current  64-maximum  train 
identification  and  destination  codes  and  supports  adding  trains  for  extensions. 


Extensions  Service  Phasing 

The  status  for  each  of  BART’s  Phase  I extensions  is  summarized  in  Figure , (Phase 

I BART  Extensions,  Programmed  Start  Of  Service).  As  shown,  three  of  the  phase  I 
extensions  are  scheduled  to  open  for  service  within  a four  month  period  starting  in  July 
1995:  North  Concord  (July),  Colma  (September),  and  East  Dublin  (October).  Extensions 
to  West  Pittsburg  and  to  Warm  Springs  are  currently  scheduled  to  open  in  March  1997 
and  March  1998,  respectively.  Finally,  the  remaining  three-station  extension  south  of 
Colma  to  San  Francisco  Airport  is  slated  to  open  by  June  2002. 

Car  requirements  for  these  extensions  have  been  considered  in  the  new  car  procurement 
schedule,  which  includes  two  options  beyond  the  current  commitment  for  80  new  cars 
(see  Current  Fleet  and  New  Car  Procurement,  above).  Considerations  for  adding  trains 
on  the  system,  including  those  for  extensions,  are  also  being  addressed  as  discussed, 
above  (see  Programmed  Projects  Needed  To  Add  Online  Trains).  In  addition  to  the 
projects  already  identified,  are  two  other  projects  which  will  support  direct  Dublin/San 
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PHASE  I BART  EXTENSIONS 
PROGRAMMED  START  OF  SERVICE 
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Francisco  service  (i.e.,  a new  fifth  route).  This  requires  that  the  portion  of  the  system 
between  Lake  Merritt  and  Bay  Fair  stations  be  upgraded,  which  is  the  purpose  of  the  A- 
line  resignalling  and  electrical  capacity  increase  projects.  These  programmed  projects 
are  both  scheduled  for  completion  by  July  1995,  three  months  in  advance  of  the  planned 
start  of  service  to  East  Dublin  station. 
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RIDERSHIP  FORECAST 

BART’S  service  plan  and  capital  program  are  based  on  expectations  of  future  ridership. 
Forecasts  used  in  this  SRTP  are  consistent  with  those  presented  in  last  year’s  Plan. 
Ridership  projections  are  based  on  a forecasting  model  developed  by  Manuel  Padron  & 
Associates  (MPA)  as  part  of  BART’s  SRTP  and  Extensions  Service  Planning  (ESP) 
efforts.  MPA’S  base  assumptions  are  consistent  with  those  used  by  MTC  and  ABAG  for 
population  and  employment  growth  and  for  regional  travel.  Population  and  employment 

projections  used  in  forecasting  BART  ridership  are  summarized  in  Figure (Regional 

Population  Forecasts)  and  Figure (Regional  Employment  Forecasts). 

The  MPA  model  forecast  identified  ridership  figures  for  each  fiscal  year.  These  fiscal  year 
ridership  figures  serve  as  the  basis  for  quarterly  forecasts  which  were  developed  and  are 
more  closely  linked  to  the  opening  of  each  extension  and  other  service  improvements. 
This  refinement  is  essential  for  analyzing  service  improvements  versus  demand.  [Refer 
to  Appendix  A:  BART  Service  Expansion  and  Key  System  Components,  Fleadway 
Reduction  and  Extensions  which  presents  the  details  of  the  analysis  for  formulating  the 
service  plan  with  regard  to  demand,  car  requirements,  load  factors,  headway  reduction, 
and  car  storage  requirements.]  One  important  variance  relative  to  the  MPA  forecast  is 
noted.  The  implementation  phasing  of  the  San  Francisco  Airport  extension  is  such  that 
it  is  to  be  in  service  for  only  one  month  in  FY  2002.  As  such,  the  MPA  average  weekday 
ridership  forecast  of  378,000  trips  for  FY  2002  is  assumed  to  be  an  end  point  in  the  fiscal 
year  and  not  the  average  for  the  entire  year.  The  average  weekday  ridership  for  FY  2002 
in  this  SRTP  is  projected  to  be  351,000  trips.  This  is  consistent  with  results  of  an 
analysis  performed  to  cross-check  the  incremental  ridership  due  to  the  extension  to  San 
Francisco  Airport,  which  includes  stations  at  South  San  Francisco,  Tanforan,  and  the 
Airport  (service  to  Colma  Station  is  to  start  in  September  1995).  Results  of  this  analysis 
reveal  an  incremental  ridership  on  an  average  weekday  basis  of  30,000  trips  and  is 
consistent  with  prior  forecasts. 


Regional  Population  Growth 

Assumptions  for  regional  population  include  constant  year-to-year  growth  throughout  the 
current  ten  year  period,  and  a tapering  effect  sometime  after  2010.  The  1990  population 
base  used  in  the  MPA  forecasting  model  for  the  nine-county  Bay  Area  is  6.0  million.  By 
the  year  2000,  population  in  the  nine  counties  is  projected  to  grow  to  6.8  million,  or  1 3.2% 
above  1990s.  In  comparison,  the  population  for  the  current  three-county  BART  District 
is  projected  to  grow  1 1.4%  from  a 1990  base  of  2.8  million  to  3.1  million  in  2000.  Within 
the  BART  District,  the  highest  percentage  gain  in  population  is  projected  for  Contra  Costa 
county,  18.2%  in  the  decade.  In  the  same  period,  Alameda  county’s  population  is 
expected  to  increase  10.5%,  while  San  Francisco’s  gain  is  5.2%. 
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Regional  Employment  Growth 

Employment  projections  used  in  the  MPA  model  for  forecasting  BART  ridership  show  a 
20.0%  increase  in  the  number  of  jobs  in  the  nine-county  Bay  Area  between  1990  and 
2000,  from  a base  of  3.0  million  jobs  to  3.7  million.  The  three  BART  counties  are 
expected  to  experience  somewhat  lower  growth,  at  1 8.5%,  from  a base  of  1 .4  million  jobs 
to  1.7  million  in  2000.  This  is  primarily  due  to  a relatively  low  12.2%  growth  forecast  for 
San  Francisco  versus  24.0%  for  Contra  Costa  county  and  21.9%  for  Alameda  county. 


Other  BART  Ridership  Influencing  Factors 

Other  key  assumptions  used  by  MPA  for  forecasting  BART  ridership  include  consideration 
for  BART  fares,  travel  times  (highway  and  BART),  station  access,  and  start  of  extensions 
service.  Base  ridership  forecasts  were  developed  using  current  BART  fares  throughout 
the  ten  year  planning  period.  Travel  times  assumed  faster  BART  run  times,  which  took 
effect  in  June  1992,  and  degradation  of  auto  travel  times  reflecting  increased  highway 
congestion.  The  implicit  assumptions  regarding  access  to  BART  include  a continuation 
of  the  current  relationship  between  the  supply  and  demand  for  station  parking.  It  is  also 
assumed  that  transit  services  operated  by  other  Bay  Area  agencies  which  interface  with 
BART  will  continue  at  current  levels  except ior  BART  express  bus  service.  It  is  assumed 
that  service  on  portions  of  BART  express  routes  which  coincide  with  BART  extensions 
will  be  discontinued  when  rail  service  begins.  Assumptions  regarding  the  start  of  service 
for  each  of  the  phase  I extensions  includes  the  schedule  as  identified  in  Figure  _ (Phase 
I BART  Extensions,  Programmed  Start  of  Service)  in  Chapter  2.  For  planning  purposes, 
an  external  station  is  assumed  for  the  San  Francisco  Airport  extension  which  is 
programmed  to  open  by  June  2002.  Additionally,  the  extension  to  Dublin  is  assumed  to 
open  in  October  1 995  with  two  stations:  Castro  Valley  and  East  Dublin.  The  West  Dublin 
Station  is  assumed  to  be  a non-operational  s/ie// which  is  assumed  to  open  in  FY  1998. 


Average  Weekday  Ridership 

Average  weekday  ridership  for  the  current  ten  year  planning  timeframe  is  projected  to 
increase  by  about  50%,  from  252,000  trips  as  of  the  end  of  FY  92  to  378,000  trips  by  the 

end  of  FY  2002  when  all  phase  I BART  extensions  are  in  service  (refer  to  Figure , 

Actual  and  Forecast  BART  Average  Weekday  Ridership).  As  stated  in  the  introduction 
to  the  ridership  forecast  section,  the  assumed  June  2002  opening  of  the  San  Francisco 
Airport  extension  (i.e.,  only  one  month  in  the  entire  2002  fiscal  year)  results  in  an  average 
weekday  ridership  for  FY  2002  of  351,000  trips,  substantially  lower  than  the  June  2002 
average  with  the  extension  to  the  Airport.  This  sharp  increase  is  apparent  in  Figure  _ 
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(Actual  and  Forecast  Average  Weekday  Ridership)  between  the  third  and  fourth  quarters 
of  FY  2002. 

Based  on  the  forecast  of  average  weekday  ridership,  estimates  were  made  for  maximum 
screenline  peak  period  trips.  [Peak  period  is  defined  as  a two  and  one-half  hour  round- 
trip  train  run  time;  the  time  required  for  a train  to  travel  from  a yard  to  the  opposite  end 

of  the  line  and  return  to  the  same  yard.]  As  shown  in  Figure (Actual  and  Forecast 

Maximum  Screenline  Peak  Period  Trips),  the  number  of  passengers  on  an  average 
weekday  passing  through  the  maximum  load  points  during  the  peak  period  32,000  as  of 
the  end  of  FY  1 992.  With  the  Airport  extension  open  at  the  end  of  FY  2002,  this  volume  [ 
of  peak  passengers  is  forecast  to  increase  50%  to  48,000.  This  peak  period  level  of 
ridership  effectively  defines  the  capacity  BART  will  need  to  provide  by  the  close  of  FY  | 
2002  with  all  phase  I extensions  in  service.  j! 


RAIL  SERVICE  EXPANSION 

The  plan  for  expanding  rail  service  is  summarized  in  Figure  _ (BART  Service  Expansion, 
Headway  Reduction  and  Extensions).  Rail  service  expansion  will  take  place  over  the  next 
ten  years  such  that  sufficient  BART  capacity  may  be  provided  to  meet  anticipated 
ridership  at  the  1.15  policy  load  factor  for  peak  operations.  The  phasing  of  capacity 
expansion  projects  and  other  key  system  improvements  support  the  achievement  of 
BART’S  load  factor  objective.  Within  this  framework,  BART  will  be  providing  more  service 
by: 

1.  Rehabilitating  the  existing  fleet  and  procuring  a sufficient  number  of  new 
vehicles  to  meet  growth  in  demand  including  cars  needed  for  extensions. 

2.  Completing  projects  to  allow  the  minimum  scheduled  headway  to  be  reduced 
below  the  current  level  so  that  higher  frequency  train  service  can  be  provided. 

3.  Completing  projects  to  allow  the  system  to  handle  more  trains  at  any  one  time 
than  is  currently  possible. 

4.  Completing  extensions  to  serve  new  markets  in  the  East  Bay,  South  Bay,  and 
Peninsula. 

BART’S  service  expansion  plan,  as  presented  in  Figure (BART  Service  Expansion, 

Headway  Reduction  and  Extensions),  is  discussed  below  as  it  relates  to  each  of  these 
areas. 
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BART  SERVICE  EXPANSION 
HEADWAY  REDUCTION  AND  EXTENSIONS 


PROJECT 

COMPLETION 

DATE 

Jun  92  1 

Oct  92 
Dec  92 
Jul93 
Dec  94 
Dec  94 
Mar  95 
Jul95 
Jul95 
Jul95 
Jul95 

Sep  95 
Oct  95 
Dec  95 
Jun  96 

Sep  96 
Sep  96 
Mar  97 
Sep  97 
Mar  98 

Jul98 
Sep  99 
TBD 

o 1 
§ ® 
-3 

UNRNISHED  PROJECTS  REQUIRED 
TO  ACHIEVE  SERVICE  LEVELS 
AND  OTHER  KEY  PROJECTS 

1 . PLlimetable  change  (faster  service). 

2.  Brake  rate  algorithm  modifications. 

3.  Central  control  display  board  modifications. 

4.  Yard  improvement  project  (car  storage). 

5.  M-lineWTC/SPM. 

6.  Enhanced  train  id  & destinatbn  codes. 

7.  Current  contract,  first  5 of  80  new  cars  arrive. 

8.  Systemwide  Radb  Network. 

9.  A-Line  resignalling. 

10.  A-Line  electrical  capacity  increase. 

11.  Service  to  North  Concord  begins. 

12.  Car  rehabilitatbn  begins  Aug  95  (see  #23). 

13.  Senrbe  to  Colma  begins. 

14.  Sen/be  to  East  Dublin  begins. 

15.  Current  contract,  all  80  new  cars  arrive. 

16.  1 St  optbn,  50  of  70  new  cars  an-ive  (1 30  total). 

17.  1 St  option,  all  70  new  cars  arrive  (1 50  total). 

18.  2nd  optbn,  5 of  1 00  new  cars  arrive  (155  total). 

19.  Service  to  West  Pittsburg  begins. 

20.  2nd  optbn,  all  1 00  new  cars  arrive  (250  total). 

21.  Service  to  Warm  Springs  begins. 

22.  Advanced  ATC  for  1 20  sec  headways. 

23.  Car  rehabilitatbn  ends. 

24.  West  Dublin  Statbn  opens. 
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Fleet  Expansion  And  Car  Storage  Requirements 

The  current  contract  with  Morrison-Knudsen  will  provide  80  new  vehicles  which  are  to  be 
delivered  between  March  1995  and  December  1995  (refer  to  Evaluation  of  Key  Capital 
Program  Elements,  Current  Fleet  and  Programmed  New  Car  Procurement  section  in 
Chapter  2).  This  contract  and  the  two  options  BART  may  exercise  for  up  to  a total  of  250 

new  vehicles  is  based  on  an  analysis  of  system  needs years  ago.  This  car 

procurement  is  shown  graphically  in  Figure , (New  Transit  Car  Acquisitions)  and  in 

tabular  form  with  key  milestones  identified  in  Figure (Planned  Fleet  Expansion,  and 

Vehicle  Related  Projects).  The  status  of  the  fleet,  as  service  is  expanded  and  service 
requirements  change,  is  presented  in  Figure  _ (Status  of  Cars  In  Fleet).  The  15%  cab- 
control/10%  non-cab  control  preventative  maintenance  standard  is  assumed  to  be 
constant  throughout  the  ten  year  period,  as  is  the  55  cars  held  as  online  ready  spares. 
Cars  in  for  rehabilitation  average  between  20  and  30  throughout  the  program,  which  is 
to  begin  in  August  1995  and  end  in  June  1999.  Online  car  requirements  are  a function 
of  demand.  The  status  for  all  remaining  vehicles  in  the  fleet  are  a function  the  fleet  size, 
which  determines  how  many  cars  are  held  in  inventory  and  not  needed  at  any  point  in 
time.  An  additional  factor  is  the  number  of  online  trains  which  determines  A-car 
utilization.  Current  plans  call  for  the  conversion  of  80  A-cars  to  B-cars  during  the  first  part 
of  the  car  rehabilitation  program.  Since  A-cars  have  restricted  use  as  lead  or  trail 
vehicles,  these  conversions  will  provide  added  operational  flexibility  as  well  as  allow 
BART  to  make  greater  use  of  the  existing  fleet.  Current  analysis  underscores  the  need 
for  250  new  vehicles  to  meet  demand  at  BART’s  1.15  peak  period  load  factor  objective: 

Uninterrupted  Car  Delivery  Schedule:  Should  BART  exercise  the  second  option  under 
an  uninterrupted  car  delivery  schedule,  the  District  will  have  to  maintain  an  inventory  of 
vehicles  substantially  greater  than  it  needs.  This  is  apparent  in  Figure  _,  (New  Car  Buy 
Versus  Excess/Deficit  Cars).  It  appears  that  procuring  150  new  cars  within  the  context 
of  the  current  contract  and  first  option  (with  the  last  car  to  be  delivered  by  October  1996) 
would  satisfy  BART’s  vehicle  needs  through  FY  1998.  Additional  cars  would  be  needed 
to  meet  growth  in  demand  after  this  time,  and  all  250  new  cars  will  be  needed  when 
service  to  San  Francisco  Airport  begins  in  June  2002. 

1.15  Load  Factor  Standard:  Maintaining  a 1.15  peak  period  load  factor  standard  is 
feasible  through  the  ten  year  planning  period  as  shown  in  Figure  _,  (Actual  and  Forecast 
Average  Peak  Period  Load  Factors).  The  timing  of  new  car  deliveries  beginning  in  March 
1 995  provides  sufficient  capacity  for  BART  to  achieve  the  policy  load  factor  even  with  the 
removal  of  between  20  and  30  cars  for  rehabilitation  beginning  in  August  1995. 

Car  Storage  Requirements:  Figure (Car  Storage  Capacity  Versus  Needs)  identifies 

BART’s  car  storage  capacity  versus  needs  throughout  the  ten  year  planning  period.  As 
shown,  BART’s  car  storage  needs  are  currently  just  under  the  available  capacity  with  516 
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cars  needing  overnight  storage  versus  521  usable  storage  spaces.  The  number  of  stored 
cars  is  equal  to  the  total  fleet  less  cars  in  for  preventative  maintenance  and  cars  in  for 
rehabilitation  (PM  cars  are  assumed  to  be  located  inside  shops  and  cars  in  for 
rehabilitation  are  to  be  physically  removed  from  BART  property).  The  number  of  usable 
storage  spaces  is  equal  to  80%  of  the  total  spaces  in  the  four  existing  yards  (651  x 0.8 
= 521).  This  factor  ensures  that  sufficient  free  space  is  available  for  necessary  yard 

moves  (i.e.,  train  formation  and  car  distribution).  As  shown  in  Figure (Car  Storage 

Capacity  Versus  Needs),  the  additional  car  storage  spaces  provided  by  extension  tail 
tracks  is  sufficient  to  accommodate  the  planned  fleet  expansion  under  an  uninterrupted 
car  buy. 


Reduction  Of  Headways  To  Allow  For  Higher  Capacity 

Figure (Planned  Phasing  of  Reduced  Headway  Service  and  Required  Projects) 

identifies  the  planned  schedule  for  implementing  higher  frequency  train  service, 
predicated  on  the  capability  of  operating  at  headways  which  are  lower  than  today’s.  This 
phasing  plan  is  based  on  the  foregoing  analysis  of  demand  and  implementation  of  key 
projects  required  for  reducing  headways.  As  shown,  completion  of  the  wayside  train 
control/system  performance  modifications  (WTC/SPM)  in  December  1994  will  permit 
BART  to  operate  at  a minimum  service  headway  of  135  seconds,  down  from  an  average 
of  180  seconds  currently.  This  translates  to  an  increase  in  capacity  of  30%,  from  a 
maximum  of  20  trains  per  hour  in  one  direction  to  26.  Analysis  of  ridership  indicates, 
however,  that  a lower  level  of  service  could  serve  the  forecast  peak  demand.  For  this 
reason,  it  is  planned  that  BART  will  begin  to  operate  at  a minimum  scheduled  headway 
of  150  seconds  by  December  1994  upon  completion  of  WTC/SPM.  It  is  planned  that  a 
maximum  20  transbay  trains  per  hour  will  be  operated  initially  at  this  headway  (i.e.,  50 
minutes  of  service  at  1 50  second  headways).  Up  to  four  transbay  trains  per  hour  are  to 
be  added  under  this  service  level  as  demand  warrants.  An  advantage  of  the  start  of  150 
second  service  in  December  1994  is  that  it  allows  ample  time  for  BART  to  refine  the 
higher  service  level  schedule  in  advance  of  when  service  to  Colma,  North  Concord,  and 
East  Dublin  begins  (between  July  and  October  1995).  Additionally,  this  phasing  provides 
a place  holderiorXhe  possible  start-up  of  direct  Dublin/San  Francisco  service,  should  the 
decision  be  made  to  add  this  new  route. 

The  next  service  level  calls  for  the  implementation  of  135  second  scheduled  headway 
service.  Since  no  additional  projects  are  required,  the  decision  to  start  this  higher  service 
level  would  be  at  the  discretion  of  BART  given  ridership  growth  and  the  need  to  provide 
more  capacity.  The  analysis  for  this  SRTP  shows  that  1 35  second  service  will  be  needed 

by  September  1996  as  shown  in  Figure (Planned  Phasing  of  Reduced  Headway 

Service  and  Required  Projects).  Going  to  this  service  level,  BART  would  be  operating 
at  a maximum  26  transbay  trains  per  hour. 
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With  continued  growth  in  ridership,  as  the  result  of  extensions  and  service  improvements, 
current  analysis  shows  that  a 120  second  minimum  scheduled  headway  will  be  needed 
by  September  1998.  The  key  project  for  achieving  this  level  of  service  is  the  advanced 
automatic  train  control  (ATC)  project  which  is  currently  scheduled  for  completion  by  July 
1 998.  With  this  project  in  place,  BART  will  be  able  to  operate  30  transbay  trains  per  hour 
in  one  direction.  This  is  76%  more  capacity  than  is  provided  as  of  June  1992.  Based  on 
the  ridership  forecast,  a maximum  of  28  transbay  trains  per  hour  provides  a sufficient 
level  of  capacity  to  meet  the  1.15  peak  period  load  factor  standard. 

Central  Train  Supervision  And  Expansion  Of  Online  Trains 

BART’S  central  control  system  (CCS)  at  its  Lake  Merritt  headquarters  and  wayside 
equipment  located  along  the  trackway  and  stations  provide  automated  control  and 
supervision  of  train  movements.  Improvements  to  this  system  were  recently  completed 
for  the  purpose  of  accommodating  higher  service  levels  and  resulting  higher  number  of 
trains  which  will  need  to  be  operated.  Three  projects  remain  to  be  completed  before 
BART  can  expand  the  number  of  online  trains.  Figure  _ (Planned  Expansion  of  Online 
Trains  and  Required  Projects)  identifies  these  projects  and  shows  the  planned  build-up 
of  train  service. 

The  central  control  display  board  modifications,  which  is  to  include  the  Daly  City  turnback 
and  yard,  is  to  be  installed  and  ready  for  service  by  December  1992,  two  years  in 
advance  of  the  planned  start  of  49  train  service.  The  current  communication  system 
limits  operation  of  greater  than  about  50  trains  on  the  system  at  any  one  time.  The 
systemwide  radio  network  project  addresses  this  problem  and  is  scheduled  to  be 
completed  by  July  1 995,  only  a few  months  in  advance  of  the  start  of  57  train  service  with 
the  addition  of  extensions  to  Colma,  North  Concord,  and  East  Dublin.  The  final  project, 
which  will  allow  BART  to  operate  with  all  the  planned  phase  I extensions  and  other 
service  improvements,  is  the  enhanced  train  identification  and  destination  codes  project. 
This  will  expand  the  number  of  train  identifiers  and  possible  routings  such  that  more  than 
60  trains  can  be  operated  at  any  one  time.  With  a December  1994  scheduled  completion 
date,  this  project  will  be  in  place  well  in  advance  of  the  planned  start  of  61  train  service 
in  September  1996. 


Extensions  Service  Phasing 

Figure (Planned  Start  of  Extensions  Service  and  Required  Projects)  identifies  the 

current  implementation  schedule  for  each  of  the  phase  I extensions.  Projects  identified 
in  prior  sections  (i.e.,  cars,  headways,  and  online  trains)  are  being  implemented  to 
accommodate  these  extensions  and  for  future  consideration  of  implementing  phase  II 
extensions  (see  Figure , BART  Extension  Staging  Policy).  As  previously  stated,  the 
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BART  EXTENSIONS  STAGING  POLICY  ' 


PHASE 

INSIDE  CURRENT  DISTRICT  OR 
UNDER  FUNDING  AGREEMENTS 

1. 

North  Concord-West  Pittsburg  ^ 
Irvington-Warm  Springs  ® 

Castro  Valley  - Dublin 

MUNI  Metro  Extension  Project  “ 

Colma-Tanforan-San  Francisco  Airport  ® 

II. 

Pittsburg-West  Antioch-East  Antioch 
Pleasanton-West  Livermore-East  Livermore  ^ 
San  Francisco  ® 

San  Pablo-Hilltop 
Oakland  Airport  Connector  ^ 

III. 

San  Francisco  ® 

Pinole-Hercules/Rodeo-Crockett 
San  Ramon  Corridor 

NOTES: 

1 . The  several  segments  shown  under  each  Roman  numeral  are  understood  to  be  implemented  concurrently,  to  the  extent  that  funding 
is  available.  BART  will  be  the  operator  for  any  new  heavy  or  light  rail  transit  starts  or  extensions  within  the  three  BART  counties. 

2.  To  be  extended  east  beyond  West  Pittsburg  as  funding  permits,  per  SB  1715  of  1988. 

Third  station  may  be  constructed  only  with  funds  additional  to  those  identified  in  MTC  Resolution  1876  (as  revised  in  1989). 

4.  The  San  Francisco  Project  is  identified  through  coordination  with  the  City  and  County  of  San  Francisco  as  the  MUNI  Metro  Extension 
to  the  CALTRAIN  Depot  South  of  Market. 

5.  Agreement  of  February  28,  1990  with  SamTrans  to  proceed  with  SFO  extension,  subject  to  BART  project  approval. 

6.  Specific  San  Francisco  Project  to  be  identified  through  coordination  with  the  City  and  County  of  San  Francisco.  Section  29034.5 
of  the  California  Public  Utilities  Code  lists  an  extension  of  District  services  and  facilities  to  the  northwest  section  of  the  City  and 
County  of  San  Francisco  as  a District  service  commitment. 

7.  A people-mover,  or  some  other  mode  of  travel,  to  the  Oakland  Airport  to  be  established  before  or  at  the  same  time  as  an  extension 
of  BART  to  the  San  Francisco  Airport. 

8.  Funding  from  Proposition  116  shall  not  be  allocated  to  the  Warm  Springs  Extension  (WSX)  until  funding  for  the  Dublin-Pleasanton 
Extension  has  been  guaranteed. 


PHASE 

OUTSIDE  CURRENT  DISTRICT  * 

1. 

Milpitas 

II. 

Millbrae-Menlo  Park 

Milpitas-San  Jose 

III. 

Menlo  Park-San  Jose 

9.  Subject  to  a satisfactory  cost-sharing  arrangement  with  San  Mateo  and  Santa  Clara  Counties  and  project  approval  by  BART. 
Pursuant  to  Section  29034.5  of  the  California  Public  Utilities  Code,  only  non-District  funds  may  be  spent  by  the  District  for  the 
purpose  of  extending  services  and  facilities  outside  of  District’s  January  1 , 1 971  boundaries  until  the  District  meets  specified  service 
commitments  within  the  1971  boundaries. 
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Start  of  service  to  East  Dublin  may  result  in  the  addition  of  a new  transbay  route. 
Consideration  in  terms  of  headways  have  been  made  to  accommodate  this  fifth  route, 
should  the  decision  be  made  to  implement  it.  At  a minimum,  however,  is  the  need  to 
upgrade  the  electrification  and  modify  the  signalling  between  Bay  Fair  and  Lake  Merritt 
stations  so  that  East  Dublin  bound  and  departing  trains  may  use  this  portion  of  the 
system.  This  is  based  on  a planned  route  between  East  Dublin  and  an  East  Bay  station 
north  of  Bay  Fair  yet  to  be  identified.  Both  these  projects  are  slated  for  completion  by 
July  1995,  three  months  in  advance  of  the  start  of  East  Dublin  service. 


3-7 


DRAFT  June  29.  1992 


CHAPTER  4 


FISCAL  YEAR  FORECASTS 


AND  FINANCIAL  PLAN 


BART’S  SRTP  financial  plan  focuses  on  the  District’s  operating  budget  for  the  period  FY 
1993  through  FY  2002.  All  sources  of  revenue  and  expense  are  considered,  as  well  as 
sources  of  financial  assistance.  The  starting  point  for  the  financial  projections  is  BART’S 
FY  1993  operating  budget.  This  is  the  focus  of  the  next  section.  Subsequent  discussion 
identifies  the  assumptions  upon  which  the  out-year  forecasts  are  based.  A no-fare- 
increase  ten  year  forecast  is  first  presented  and  annual  deficits  are  identified.  This  is 
followed  by  a second  financial  forecast  which  incorporates  recommended  actions  to 
balance  each  fiscal  year’s  budget. 


FISCAL  YEAR  1993  OPERATING  BUDGET 

BART’S  operating  budget  for  FY  1993  is  summarized  in  Figure (BART  Operating 

Budget  For  FY  1993).  This  budget  recognizes  four  key  budget  influencing  factors.  First, 
ridership  and  related  revenue  from  passenger  fares  are  expected  to  hold  at  about  the 
same  level  as  FY  1992,  reflecting  a flattening  of  ridership  growth.  Second,  labor  costs 
match  rising  expense  as  called  for  under  the  July  1992  contracts  with  the  two  largest 
unions  representing  BART  labor.  Third,  the  continuation  of  the  economic  recession  is 
expected  to  result  in  declining  sales  tax  receipts  reflecting  dampened  consumer  spending. 
Fourth,  principal  payments  on  revenue  bonds  recommence  in  FY  1993  and  result  in 
increased  debt  service  which  must  be  absorbed  by  the  operating  budget. 

Despite  these  external  pressures,  BART  has  adopted  an  operating  budget  for  FY  1993 
with  no  fare  increase,  service  reductions,  layoffs,  or  deficits.  Measures  taken  to  balance 
BART’S  FY  1993  operating  budget  include  the  formulation  of  cost  containment  strategies 
and  project  and  program  options  and  tradeoffs.  Further,  a reorientation  of  schedules  is 
included  with  resources  reapplied  to  position  the  organization  to  avoid  deficit  spending 
and  assure  that  highest  priority  objectives  are  achieved.  These  objectives  fall  under  the 
categories  of:  service  enhancement,  system  expansion  and  reinvestment,  systemwide 
cost  containment,  safety  and  security  measures,  and  staff  skill  development. 

Ongoing  efforts  will  continue  to  enhance  and  expand  accurate  and  timely  reporting 
systems  which  track  performance.  The  standards  against  which  BART  performance  is 
measured  are  contained  in  the  updated  set  of  objectives  for  FY  1993.  These  are 

summarized  in  Figure (FY  1993  Operating  Performance  Indicators  and  Standards). 

[The  detailed  set  of  program  objectives  for  FY  1993  which  supports  attainment  of  the 
performance  standards  is  included  as  Appendix  B.]  BART’s  FY  1993  operating  budget 
supports  achievement  of  the  operating  performance  standards,  and  is  based  on  the 
following  service  parameters  and  assumptions. 


FY  1993  Service  Parameters  and  Assumptions 
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Service  will  be  improved  in  FY  1993  despite  cost  reduction  measures.  Train  run  times 
will  be  faster  (an  improvement  which  took  effect  on  June  22,  1992)  and  the  same 
frequency  of  rail  service  is  to  be  provided  relative  to  the  prior  fiscal  year.  The  new  train 
schedule  incorporates  timed  meets  a\  MacArthurand  12th  Street  stations  during  two-route 
X service  (i.e.,  night  service  and  all  day  Sunday)  to  minimize  passenger  waiting.  Also, 
there  is  to  be  a significant  BART  police  presence  on  trains,  particularly  during  night 
service.  The  FY  1 993  operating  budget  also  supports  vehicle  reliability  improvements  and 
the  Mint  Car  Program  which  calls  for  the  refurbishment  of  100  of  BART’s  A-  and  B-cars 
in  FY  1993. 


FY  1993  Ridership  and  Revenues 

BART’S  FY  1993  operating  budget  assumes  continuation  of  the  recession  with  a recovery 
taking  hold  no  sooner  than  mid-fiscal  year.  Ridership  under  this  economic  condition  is 
assumed  to  grow  by  about  1%  over  FY  92,  or  to  73.3  million  riders.  The  budget  also 
assumes  increased  revenue  from  the  BART/MUNI  Fast  Pass  agreement  due  to  BART 
ridership  growth  within  San  Francisco  (for  Fast  Pass  trips),  and  an  anticipated  increase 
in  the  price  of  the  Fast  Pass  from  $30  to  $32  effective  August  1992. 

Interest  earnings,  which  include  interest  earned  on  revenue  bonds,  are  budgeted  at  $6.6 
million,  an  increase  of  $2.3  million  relative  to  the  FY  1992  budget.  Other  operating 
revenue  shows  a budgeted  decrease,  from  $3.4  million  to  $3.0  million,  due  mainly  to  the 
cancellation  of  the  Host  International  concessions  contract.  In  response  to  this,  efforts 
in  FY  1993  will  focus  on  realizing  greater  revenue  from  existing  sources  (i.e.,  pay 
telephones,  other  concession,  fiber  optics,  rentals,  leases,  fines,  forfeitures,  etc.)  and 
identifying  new  sources  of  non-fare  revenue. 


FY  1993  Staffing 

The  FY  1993  operating  budget  supports  BART’s  emphasis  on  improving  skills  and  overall 
employee  development.  A philosophy  of  employee  empowerment  will  be  stressed  and 
backed  by  programs  which  reward  excellent  performance.  As  a cost  containment 
measure,  close  attention  will  be  given  to  use  of  overtime  and  the  rate  of  employee 
absenteeism.  A new  Audit  Hotline  will  be  established  for  the  anonymous  reporting  of 
allegations  of  fraud,  waste,  or  abuse  within  the  organization. 


FY  1993  Operating  Expense 
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Net  operating  labor  costs  are  budgeted  to  rise  1 .4%  over  the  FY  1992  budget  despite  the 
4.1%  wage  increase  (in  accordance  with  the  July  1992  labor  contract).  Revising 
employee  health  care  coverage  to  all-HMO  services  is  the  key  factor  responsible  for  this 
cost  savings.  BART’s  operating  staff  headcount  is  budgeted  at  2,471,  unchanged  from 
last  fiscal  year.  Additional  cost  savings  in  FY  1993  versus  last  fiscal  year  are  to  be 
realized  by  the  restructuring  of  BART  express  bus  routes  and  discontinuance  of  the  AC 
Transit  transfer  payment.  The  FY  1993  operating  budget  contains  no  allocations  to 
capital.  [Allocations  from  operating  sources  made  last  fiscal  year  to  rehabilitation 
programs  for  A-  and  B-cars  and  for  stations  are  discontinued  in  FY  1993.  These 
programs  are  now  funded  through  capital  program  sources.]  The  budget  does,  however, 
contain  a substantial  $8.0  million  increase  over  the  FY  1992  budget  for  debt  service. 
This  reflects  the  repayment  schedules  for  the  1990  bond  issue. 


FY  1993  Financial  Assistance 

Property  tax  receipts  in  FY  1993  are  expected  to  be  $12.0  million,  an  increase  of  $1.7 
million  over  the  prior  fiscal  year.  In  contrast  to  this  favorable  gain  is  the  decline  in  sales 
tax  assistance  due  to  the  recession.  BARTs  FY  1993  budgeted  sales  tax  of  $108.5 
million  is  0.5%  less  than  the  FY  1991  actual  of  $109.0  million. 


FY  1993  Key  Financial  Indicators 

BART’S  FY  1993  operating  budget  is  balanced  at  fares  which  have  not  increased  since 
1 986.  The  cost  containment  measures  and  focus  of  BART’s  overall  program  is  expected 
to  result  in  the  achievement  of  key  financial  indicators  at,  or  better,  than  those  levels  for 
FY  1992.  The  budgeted  rail  farebox  ratio  is  46.8%,  up  from  45.6%  last  fiscal  year. 
Similarly,  the  system  operating  ratio  is  budgeted  this  fiscal  year  at  51.8%  versus  49.5% 
last  year;  and  the  rail  cost  per  passenger  mile  shows  a favorable  decrease  from  22.70 
last  year  to  22.30  in  the  current  year’s  budget. 


FINANCIAL  FORECASTS  FOR  FY  1994  THROUGH  FY  2002 

Forecasts  of  expense,  revenue,  and  financial  assistance  were  developed  based  on  prior- 
year  work  completed  for  the  1991  SRTP  and  the  FY  1993  budget  process.  Two 
scenarios  were  developed: 

o No-Fare  Increase  Scenario 

o 5%  Annual  Fare  Increase  (beginning  in  FY  1994)  Scenario 
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These  are  summarized  in  Figure (1992  Ten  Year  Plan  Financial  Forecasts,  No  Fare 

Increase  Scenario)  and  Figure  _ (1992  Ten  Year  Plan  Financial  Forecasts,  5%  Annual 
Fare  Increase  Scenario). 


Operating  Expense 

Operating  expense  projections  for  the  nine  out-years  were  made  with  the  BART  Operating 
and  Maintenance  (O&M)  Cost  Model  which  was  developed  for  the  extensions  service 
planning  effort,  and  recently  updated  and  revised  for  SRTP  planning  purposes.  Fiscal 
year  expense  is  estimated  in  current  year  dollars  and  is  based  on  forecasts  for  25  key 
operating  parameters  for  each  of  the  nine  forecast  years.  Cost  relationships  are  based 
primarily  on  the  FY  1991  budget.  Adjustments  were  made  to  reflect  the  FY  1993 
operating  budget  and  more  recent  operating  experience.  Expense  forecasts  reflect  the 
service  improvements  discussed  in  previous  sections  of  this  document.  The  assumed 
annual  inflation  factors  used  for  estimating  components  of  expense  are  based  on  Bay 
Area  price  increases  and  forecasts  and  include: 

a.  Most  non-labor  costs  are  inflated  at  3.5%. 

b.  Labor  expense  is  inflated  at  4.1%  for  FY  1994  reflecting  the  current  contract. 
For  FYs  1995  and  1996,  rates  of  4.4%  and  4.8%  are  used,  respectively.  A 
5.0%  labor  inflation  rate  is  applied  to  fiscal  years  1995  through  2002. 

c.  Express  bus  expense  is  based  on  the  current  Laidlaw  contract,  and  assumes 
a 3.5%  annual  inflation  factor  for  agreements  after  the  current  contract  expires 
in  December  1993.  It  is  assumed  that  efficiency  improvements  are  made  in  FY 
1993  such  that  a 10%  savings  is  realized.  Express  bus  service  is  assumed  to 
be  discontinued  when  parallel  extension  rail  service  begins.  A 25%  express  bus 
service  cutback  is  assumed  to  take  place  in  FY  96  when  rail  service  to  North 
Concord  and  East  Dublin  begins.  An  additional  15%  reduction  is  assumed  in 
FY  97  when  rail  service  to  West  Pittsburg  begins. 

d.  Shuttle  bus  expense  and  transfer  payments  to  MUNI  are  a direct  model  output. 
Note  that  there  are  no  provisions  for  transfer  payments  to  AC  Transit. 

e.  Electric  power  expense  is  a direct  model  output  based  on  the  service  level 
parameters. 

f.  Other  non-labor  expense  is  derived  by  subtracting  the  above  items  from  total 
forecast  operating  expense  (as  adjusted  by  express  bus  service  cutbacks). 
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Based  on  the  above  assumptions  combined  with  the  planned  expansion  of  service,  total 
operating  expense  (Figure  Annual  Operating  Expense)  is  projected  to  increase  at  an 
average  rate  of  7.2%  annually,  from  $213.0  million  in  FY  1993  to  $405.2  million  in  FY 
2002.  This  is  14%  less  than  the  $471.5  million  estimate  identified  in  last  year’s  SRTP. 
[The  higher  estimate  made  last  year  was  based  on  a maximum  average  peak  hour\oa6 
factor  of  1 .15.  This  is  more  stringent  than  the  currently  adopted  policy  which  calls  for  a 
maximum  average  load  factor  of  1.15  during  the  entire  peak  period,  each  of  which  lasts 
two  and  one-half  hours.] 

Since  labor  costs  constitute  between  72%  to  74%  of  BART’s  operating  expense,  this 

important  line  item  is  shown  separately  in  Figure (Annual  Operating  Expense).  This 

expense,  which  is  forecast  to  increase  at  an  average  annual  rate  of  7.7%  reflects  both 
the  effects  of  inflation  as  well  as  staffing  increases  required  to  support  higher  service 
levels.  On  an  operating  equivalent  employee  basis,  BART’s  workforce  is  forecast  to  grow 
by  about  a third,  from  2,471  operating  positions  in  FY  1 993  to  3,274  positions  in  FY  2002. 
In  addition  to  these  operating  positions,  are  approximately  250  positions  supported  by 
BART’s  capital  program.  Each  fiscal  year’s  operational  staffing  requirements  are  shown 

in  Figure  (Equivalent  Operating  Employees).  When  matched  against  gains  in 

passenger  miles,  FY  2002  shows  an  1 1 .3%  increase  in  the  number  of  annual  passenger 
miles  per  equivalent  employee  versus  the  FY  1993  budget  (Figure  _,  Passenger  Miles 
Per  Equivalent  Operating  Employee). 

Note  that,  as  shown  in  Figure (Annual  Operating  Expense),  express  bus  expense  is 

forecast  to  decrease  from  $6.5  million  in  FY  1993  to  $4.9  million  in  FY  2002,  reflecting 
service  cutbacks  as  parallel  rail  service  begins  on  extensions. 


Passenger  Revenue 

Model  output  regarding  demand  and  average  net  rail  fare  per  trip  (Figure  _,  Total  Annual 
Ridership  and  Figure  _,  Net  Average  Rail  Fare  Per  Trip)  provide  the  bases  for  estimating 
passenger  revenue  for  each  fiscal  year  in  the  current  ten  year  period.  Gross  rail  fare 
revenue  and  discounts  are  estimated  using  the  historical  relationships  among  these  fare 
components.  Express  bus  revenue  estimates  are  based  on  1991  SRTP  estimates,  and 
include  the  effect  of  service  cutbacks  as  extensions  come  on  line. 

To  estabiish  a basis  for  discussing  future  fare  increases  and  other  budget-balancing 
measures,  forecasts  for  passenger  revenue  were  first  made  under  a no-fare  increase 
scenario  (i.e.,  hoiding  BART’s  1986  fare  structure  constant  through  FY  2002).  Without 
any  fare  increases,  net  passenger  revenue  starts  out  at  the  FY  1993  budgeted  level  of 
$100.6  million  and  increases  at  an  average  annual  rate  of  4.4%  (due  to  ridership  growth 
and  increasing  average  fares  as  extensions  come  on  line)  to  $148.5  miliion  in  FY  2002 
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(Figure , Annual  Operating  Revenue,  No  Fare  Increase).  For  comparison  purposes, 

a 5%  annual  fare  increase  scenario  was  developed  as  a means  of  keeping  fares  in  line 

with  inflation  (Figure , Annual  Operating  Revenue,  5%  Annual  Fare  Increase).  This 

philosophy  of  fare  increases  is  widely  used  in  Canadian  transit  systems  (as  prescribed 
by  law),  and  was  first  presented  in  BART’S  1991  SRTP.  It  is  assumed  that  no  erosion 
of  ridership  will  occur  at  this  low  level  of  increase.  With  a 5.0%  annual  fare  increase 
beginning  in  FY  1994,  it  is  estimated  that  by  the  year  2002  annual  net  passenger  fare 
revenue  will  amount  to  $229.4  million  as  shown  in  Figure  _ (Annual  Operating  Revenue, 
5%  Annual  Fare  Increase).  This  is  55%  higher  than  under  the  no-fare  increase  scenario. 
[Both  the  no-fare  increase  and  5%  annual  fare  increase  scenarios  will  be  discussed  in 
greater  detail  below,  relative  to  the  need  to  balance  the  annual  operating  budgets.] 


Non-Fare  Revenue 

Non-fare  operating  revenue  sources  include  interest  on  investments  and  miscellaneous 
other  operating  revenues  which  come  from  agreements  and/or  fees  for  concessions, 
advertising,  fiber  optics,  rentals,  parking,  fines  and  forfeitures,  and  joint  development.  It 
is  assumed  that  investments  will  generate  interest  at  a conservative  5.0%  rate,  further 
reduced  by  declining  interest  earnings  on  the  1991  revenue  bonds.  All  other  operating 
revenue  sources  are  assumed  to  increase  by  7.5%  annually.  This  rate  reflects  efforts  to 
generate  additional  revenue  from  new  and  innovative  sources.  The  level  of  non-fare  is 
the  same  for  both  the  no-fare  increase  and  5%  fare  increase  scenarios,  and  is  shown 

graphically  in  Figure (Annual  Operating  Revenue,  No  Fare  Increase)  and  Figure  _ 

(Annual  Operating  Revenue,  5%  Annual  Fare  Increase). 


Operating  Deficits 

BART’S  operating  deficit  is  the  result  of  subtracting  total  operating  expense  from  total 
operating  revenue.  For  each  of  the  forecast  years,  these  are  the  amounts  which  must 
be  made  up  by  sources  of  financial  assistance,  as  discussed  in  the  next  section.  As 
shown  in  Figure  _ (Annual  Operating  Deficit,  Before  Application  of  Financial  Assistance), 
the  budgeted  operating  deficit  for  FY  1993  is  $102.7  million,  all  of  which  is  provided  by 
taxes  and  other  sources.  With  no  increase  in  fares,  BART’s  operating  deficit  is  projected 
to  grow  over  the  decade  at  an  average  annual  rate  of  10.1%,  ending  at  $243.5  million  in 
FY  2002.  Should  fares  be  increased  5.0%  each  year  starting  in  FY  1994,  the  deficit  is 
forecast  to  grow  to  $162.6  million,  or  by  5.2%  each  year. 


Financial  Assistance 
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The  largest  source  of  financial  assistance  currently  available  to  BART  is  the  75%  share 
the  District  receives  of  the  V20  sales  tax  in  the  three-BART  counties.  Starting  at  the  lower 
base  of  $108.5  million  for  FY  1993  (0.5%  lower  than  FY  1991  actual  receipts),  reflecting 
the  impact  of  the  recession,  it  is  projected  that  BART  can  expect  to  receive  $147.8  million 
in  FY  2002.  This  assumes  a conservative  3.5%  annual  increase  over  the  ten  year  period. 

Financial  assistance  through  property  taxes  in  the  three-BART  counties  is  forecast  to 
increase  at  an  average  annual  rate  of  7.5%.  This  is  based  on  historical  trends  for  BART 
property  tax  receipts,  which,  on  average,  have  increased  between  6%  and  11%  annually. 
At  the  assumed  rate  and  starting  at  the  budgeted  $12.0  million  in  FY  1993,  BART  is 
projected  to  receive  $23.0  million  in  property  tax  assistance  in  FY  2002. 

Other  sources  of  financial  assistance  include  STA  and  TDA  state  assistance.  These 
estimates  have  been  carried  over  from  last  year’s  SRTP,  and  together  these  two  sources 
of  assistance  are  expected  to  provide  a maximum  of  $9.7  million  in  FY  2002,  from  a base 
of  $5.2  million  in  FY  1994  (BART’s  FY  1993  operating  budget  includes  $0.5  million  in 
TDA  assistance  and  no  assistance  from  STA). 

BART  accounting  practices  include  taking  debt  service  allocations  and  other  capital 
allocations  net  of  financial  assistance.  Following  in  this  practice,  BART’s  debt  service 
allocation  is  a fixed  amount  based  on  repayment  schedules  for  revenue  bonds.  [This 
does  not  include  the  original  General  Obligation  Bonds  which  are  funded  through  capital 
program  sources.]  Based  on  the  schedules  for  the  1990  and  1991  revenue  bonds,  debt 
service  allocations  from  the  operating  budget  start  out  at  $18.3  million  in  FY  1993  and 
grow  at  an  average  rate  of  1.3%  per  year  to  $20.4  million  in  FY  2002.  Annual  financial 

assistance  net  of  debt  service  allocations  are  shown  in  Figure (Annual  Financial 

Assistance  Net  of  Debt  Service  Allocations). 


Financial  Result 

The  operating  budget  forecast  financial  result  is  equal  to  the  operating  deficit  (a  negative 

value)  plus  financial  assistance.  As  shown  in  Figure (Annual  Financial  Result,  Total 

Income  Less  Expense),  the  no-fare  increase  scenario  starts  out  balanced  in  FY  1993  and 
shows  surpluses  of  $5.8  million  in  FY  1994  and  $3.1  million  in  FY  1995.  With  the  start 
of  service  to  Colma,  North  Concord,  and  East  Dublin  in  FY  1996,  expense  outpaces 
sources  of  income  resulting  in  a $20.5  million  deficit.  This  deficit  is  forecast  to  grow  to 
$83.3  million  in  FY  2002.  A 5.0%  fare  increase  starting  in  FY  1994  would  offset  this 
deficit  to  manageable  levels  exception  the  period  FY  1999  through  FY  2001  when  an 
annual  deficit  between  $8.5  million  and  $10.3  million  is  forecast.  The  increase  in  revenue 
with  the  Airport  extension  offsets  the  incremental  operating  expense,  thus  reducing  the 
deficit  to  $2.4  million  in  FY  2002. 
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Financial  Performance  Indicators 

Financial  performance  under  the  no-fare  increase  scenario  reflects  erosion  of  fare  income 
relative  to  inflated  expense.  By  comparison,  a 5%  annual  fare  increase  beginning  in  FY 
1994  helps  BART  to  maintain  the  current  policy  to  achieve  a minimum  50%  operating 

ration.  Operating  ratios  for  both  scenarios  are  shown  in  Figure (System  Operating 

Ratio,  With  and  Without  Fare  Increases).  As  shown,  it  is  forecast  that  without  any  fare 
increases  BART’s  operating  ratio  will  decline  from  the  FY  1993  budgeted  level  of  52%  to 
below  the  policy  standard  in  FY  1996  when  it  if  forecast  to  be  48%.  Continued  erosion 
is  forecast  to  occur  such  that  by  FY  2002  the  operating  ratio  is  40%.  With  annual  5% 
fare  increases  beginning  in  FY  1994,  BART’s  operating  ratio  is  forecast  to  increase  to 
60%  by  FY  2002. 

Since  no  erosion  of  ridership  is  assumed  with  modest  5%  fare  increases,  there  is  no 
difference  between  the  two  scenarios  with  regard  to  rail  cost  per  passenger  mile.  The 
forecast  levels  for  this  financial  indicator  are  shown  in  Figure  _ (Rail  Cost  Per  Passenger 
Mile).  As  shown,  rail  cost  per  passenger  mile  are  forecast  to  increase  from  a budgeted 
22.30  in  FY  1993  to  29.20  by  FY  2002.  Note  that  these  costs  are  in  current  (inflated) 
dollars  and  average  a 3.0%  annual  increase.  This  is  less  than  the  assumed  rate  of 
inflation  which  means  that,  on  a unit  cost  basis,  BART  is  forecast  to  achieve  greater 
efficiency  as  the  system  expands  and  ridership  increases  (Figure  _,  Average  Weekday 
Ridership). 
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The  preparation  of  this  report  has  been  financed  in  part  through  a grant  from  the  United 
States  Department  of  Transportation,  Federal  Transportation  Administration  under  the 
Urban  Mass  Transportation  Act  of  1964,  as  amended  and  passed  through  the 
Metropolitan  Transportation  Commission.  This  report  has  been  prepared  in  conformance 
with  MTC  guidelines  for  Short-Range  Transit  Plans  as  revised  in  March  1990. 

The  contents  of  this  report  reflect  the  views  of  BART  which  is  responsible  for  the  facts 
and  the  accuracy  of  the  data  presented  herein.  The  contents  do  not  necessarily  reflect 
the  original  views  or  policy  of  the  U.S.  Department  of  Transportation.  This  report  does 
not  constitute  a standard,  specification,  or  regulation. 

All  projects  discussed  are  subject  to  state  and  federal  environmental  review  as  required 
by  law.  Specific  projects  and  project  funding  are  subject  to  approval  by  the  BART  Board 
of  Directors.  Projects  that  do  not  yet  satisfy  these  requirements  are  proposed  projects. 
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BART  ORGANIZATION 
AND 


SYSTEM  OVERVIEW 
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DISTRICT  CHARTER  AND  ORGANIZATION 


The  San  Francisco  Bay  Area  Rapid  Transit  District  was  created  by  the  California  State 
Legislature  in  1957  in  response  to  Bay  Area  growth  and  transportation  needs.  Initial 
efforts  focused  on  establishing  the  organization  for  the  purpose  of  fulfilling  the  BART 
District  charter  which  calls  for  the  construction,  operation,  and  maintenance  of  a rapid 
transit  system  in  the  Bay  Area.  Voter  approval  in  1962  of  a $792  million  general 
obligation  bond  issue  in  San  Francisco,  Alameda,  and  Contra  Costa  counties  provided 
the  initial  funding  base  and  authorization  to  begin  construction  of  the  71  mile  system:  the 
first  new  rail  transit  system  to  be  built  in  the  United  States  in  over  60  years  and  the  first 
rail  system  to  make  large-scale  use  of  computer  technology. 

The  District  is  governed  by  nine  elected  Board  of  Directors,  each  member  representing 
their  respective  local  constituents  within  the  three-county  District.  Board  meetings  are 
normally  conducted  twice  each  month,  are  subject  to  prior  notice,  and  are  open  to  the 
public.  Directors  serve  on  various  standing  committees  and  special  committees  of  the 
Board  to  deliberate  and  make  recommendations  to  the  full  Board.  These  meetings  are 
also  subject  to  prior  public  notice  and  are  open  to  the  public. 

The  organization  at  the  staff  level  (Figure  1-1,  BART  Organization  Chart)  reflects  a 
management  structure  that  has  evolved  to  effectively  carry  out  the  District’s  programs  and 
policies.  The  General  Manager,  General  Counsel,  Controller/Treasurer,  and  District 
Secretary  are  Board-appointed  officers  and  report  directly  to  the  Board  of  Directors. 
Other  executive  staff  members  consist  of  the  Deputy  General  Manager,  three  Assistant 
General  Managers,  and  three  Executive  Managers.  These  seven  executive  staff 
members  report  directly  to  the  General  Manager.  Reporting  to  the  executive  staff  are  31 
Department  Managers  and  their  respective  staffs.  BART’s  total  budgeted  workforce  for 
FY  92  was  2,632  full-time  and  41  part-time  positions. 


MAJOR  COMPONENTS  OF  BARTS  CAPITAL  PLANT 

The  1962  general  obligation  bond  issue  provided  funding  for  the  basic  BART  system 
(Figure  1-2,  System  Map)  which  included:  71  miles  of  double-mainline  track,  three 
maintenance  facilities  and  associated  yards,  450  vehicles  (ten  of  which  have  been  retired 
from  the  operating  fleet),  an  administration/central  control  facility,  and  34  stations.  Capital 
improvements  made  over  the  years  have  added  to  this  inventory  base  and  include  150 
more  cars,  the  Daly  City  Yard  and  Maintenance  Facility,  the  KE  subway  track  through 
downtown  Oakland,  and  a new  central  train  control  computer. 
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Figure  1.1 

BART  ORGANIZATION  CHART 
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Track  and  Right-of-Way 


BART  is  a third-rail  1,000  volt  DC  electrically  powered  railway.  The  rail  right-of-way  is 
fully  protected  and  has  no  grade  crossings.  BART’s  rail  right-of-way  consists  of  71  miles 
of  continuously  welded  double-mainline  66  inch  gauge  track  (142  miles,  bi-directional). 
Approximately  20  miles  of  double-mainline  track  are  in  subway,  24  miles  are  elevated, 
and  27  miles  are  at  grade.  There  are  54.5  miles  of  additional  single  track  located  in 
yards,  sidings,  and  other  locations.  All  but  3.2  miles  of  this  latter  amount  are  at  grade, 
and  include  leads  and  sidings  located  in  the  four  maintenance  yards.  The  remaining  3.2 
miles  largely  constitute  the  KE  track  through  downtown  Oakland  which  is  1.8  miles  in 
subway.  A special  track  geometric  vehicle  is  used  to  analyze  the  running  rails  and 
electric  third  rail.  Tracks  are  routinely  inspected  and  maintained  to  insure  structural 
integrity  and  a smooth  operating  surface.  Trackwork  is  routinely  scheduled  and 
performed  during  non-revenue  hours. 


Maintenance  Yards 

Routine  preventative  maintenance  is  carried  out  in  accordance  to  specific  schedules  and 
is  performed  at  four  facilities,  three  of  which  are  located  in  the  East  Bay  (at  Concord, 
Hayward,  and  Richmond),  and  one  in  the  West  Bay  (at  Daly  City).  In  addition  to 
scheduled  maintenance  functions,  BART’s  Hayward  shop  also  handles  accident  damage 
repairs.  An  additional  maintenance  facility  located  between  Lake  Merritt  and  Fruitvale 
Stations  (Oakland  Shops)  provides  support  to  buildings  and  grounds  and  equipment  other 
than  rail  vehicles. 


Revenue  Vehicles 

BART  owns  three  types  of  revenue  vehicles:  control  equipped  A-  and  C-cars  and  non- 
control equipped  B-cars.  A-  and  B-cars  are  BART’s  first  generation  vehicles  which  were 
manufactured  between  1971  and  1975.  C-cars  constitute  BART’s  second  generation  fleet 
and  were  manufactured  between  1987  and  1990.  Control  equipped  A-cars  are  75  feet 
long  by  10.5  feet  wide,  have  72  seats,  and  can  only  be  used  as  a lead  or  trail  vehicle  on 
each  train.  Non-control  equipped  B-cars  also  have  72  seats,  are  70  feet  by  10.5  feet, 
and  can  only  be  used  as  mid-train  vehicles.  Control  equipped  C-cars  have  64  seats  (plus 
dedicated  spaces  for  passengers  in  wheelchairs),  are  70  by  10.5  feet,  and  can  be  used 
as  lead,  mid-train,  or  trail  vehicles.  Trains  are  operated  from  the  lead  A-  or  C-car.  Train 
movements  are  automatically  controlled  by  computers  located  along  the  right-of-way. 
Overall  system  train  supervision  is  provided  by  BART’s  train  control  computer  at  BART 
Central  located  in  the  Lake  Merritt  Administration  Building  in  downtown  Oakland.  Train 
operators  aboard  each  train  can  override  the  automatic  system  should  the  need  arise. 
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BART’S  current  fleet  of  589  vehicles  includes  136  A-cars,  303  B-cars,  and  150  C-cars. 
One  additional  A-car  is  used  as  an  engineering  test  vehicle.  Permissible  train  lengths 
range  from  three  to  ten  cars.  [The  three-car  minimum  train  length  is  a California  Public 
Utilities  Commission  requirement.  The  ten-car  maximum  length  corresponds  to  station 
platform  lengths.]  Resulting  capacity  is  between  192  and  720  seated  passengers  for  a 
three  and  a ten-car  train,  respectively.  Vehicle  performance  specifications  include  a 
maximum  80  mile  per  hour  speed.  Revenue  service  is  based  on  a 70  mile  per  hour 
maximum  speed,  with  the  80  mile  per  hour  capability  reserved  for  maintaining  schedule 
adherence. 


Stations  and  Parking 

The  system  currently  has  34  stations,  14  of  which  are  in  subway,  13  elevated,  and  7 at 
grade.  All  stations  have  platform  lengths  of  approximately  700  feet  to  accommodate 
BART’S  maximum  train  length  of  ten  cars.  Average  station  spacing  is  between  one  half 
to  one  mile  within  and  adjacent  to  San  Francisco,  Oakland,  and  Berkeley  downtown 
areas,  and  two  to  four  miles  apart  in  suburban  areas. 

Stations  are  fully  accessible  and  have  elevators  and  escalators,  in  addition  to  stairways, 
linking  the  various  levels  to  streets,  connecting  local  transit,  and  parking  areas.  In 
downtown  San  Francisco  and  Oakland,  special  subway  entrances  provide  direct  access 
between  stations  and  retail  establishments. 

Automatic  fare  collection  equipment  is  located  in  each  station  to  vend  and  process 
passenger  tickets.  Automated  train  destination  signs  on  the  platform  level  of  each  station 
provide  a visual  display  of  an  arriving  train’s  destination  and  other  information.  All 
stations  have  special  displays  on  the  platform  and  concourse  levels  to  provide  additional 
information  with  regard  to  train  schedules,  local  area  destinations,  connecting  transit,  and 
other  information  to  assist  BART  riders.  A public  address  system  linked  to  BART 
headquarters  is  used  to  provide  additional  passenger  information.  This  system  is  also 
used  locally  at  each  station  by  station  agents. 

Other  passenger  amenities  include  restrooms  at  each  station,  and  depending  upon 
location  station  access  facilities  include  dedicated  bus  lanes  and  berths,  bus  stop 
shelters,  transit  information  centers,  regional  transit  ticket  outlets,  transfer  dispensers, 
bicycle  racks,  and  parking. 

Parking  is  an  important  feature  at  suburban  stations,  where  a majority  of  BART  riders 
drive  to  a station  and  park.  As  of  June  1992,  BART’s  parking  inventory  consisted  of 
30,857  free  spaces  at  23  stations  and  205  spaces  at  one  additional  station  at  a daily 
charge  of  250.  Free  parking  is  also  provided  at  four  BART  express  bus  park-ride  lots 
which  contain  a total  of  1,156  spaces  (Figure  1-3,  Parking  Space  Inventory). 
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Figure  1-3 

BART  PARKING  SPACE  INVENTORY 
SPACES  ADDED  DURING  FISCAL  YEAR  1992 


UNEANPgTATIW 

AS  OF 

PLANNED 
FOR  FY  92 

ADDED 

INFY92 

AS  OF 
JUN1992 

SAN  FRANCISCX)  UNE 

DALYCfTY 

1,937 

0 

291 

2,228 

GLEN  PARK 

55 

0 

0 

55 

WEST  OAKLAND 

424 

0 

0 

424 

SUBTOTAL 

2,416 

0 

291 

2,707 

FREMONT  UNE 

FREMONTT 

2,494 

0 

0 

2,494 

UNION  criY 

1,218 

0 

0 

1,218 

SOUTH  HAYWARD 

1,307 

0 

0 

1,307 

HAYWARD 

1,061 

0 

0 

1,061 

BAY  FAIR 

1,903 

0 

0 

1,903 

SAN  LEANDRO 

1,295 

0 

0 

1,295 

COLISEUM 

1,059 

0 

0 

1,059 

FRUrrVALE 

1,103 

0 

0 

1,103 

LAKE  MERRfTT  * 

205 

0 

0 

205 

SUBTOTAL 

11,645 

0 

0 

11,645 

RICHMOND  UNE 

RICHMOND 

796 

0 

0 

796 

EL  CERRITO  DEL  NORTE 

2,516 

0 

0 

2,516 

EL  CERRITO  PLAZA 

795 

0 

0 

795 

NORTH  BERKELEY 

840 

0 

0 

840 

ASHBY 

626 

0 

0 

626 

MACARTHUR 

609 

0 

0 

609 

SUBTOTAL 

6,182 

0 

0 

6,182 

CONCORD  UNE 

CONCORD 

1,975 

0 

0 

1,975 

PLEASANT  HILL 

2,045 

1,200 

1,200 

3,245 

WALNUTCREEK 

1,518 

0 

0 

1,518 

LAFAYETTE  " 

1,521 

0 

0 

1,521 

ORINDA  •• 

1,380 

0 

0 

1,380 

ROCKRIDGE  “ 

879 

0 

10 

889 

SUBTOTAL 

9,318 

1,200 

1,210 

10,528 

RAIL  TOTAL 

29.561 

1.200 

1.501 

31.062 

EXPRESS  BUS  PARK/RIDE 

NORTH  CONCOFOMARTWEZ 

538 

0 

0 

538 

WEST  PITTSBURG 

213 

0 

0 

213 

EAST  ANTIOCH 

252 

0 

0 

252 

WEST  LIVERMORE 

153 

0 

0 

153 

EXPRESS  BUS  TOTAL 

1.156 

Q 

fi 

1.156 

SYSTEM  GRAND  TOTAL 

30,717 

1,200 

1,501 

32,218 

• A $025  parking  charge  is  In  effect  at  Lake  Merritt  Station.  All  other  BART -owned  parking  Is  tree. 
*’  Spaces  at  Lafayette,  Orinda,  and  Rockridge  stations  are  sut^ect  to  special  parking  controls. 
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Administration/Central  Control  Facility 


BART’S  administrative  headquarters  are  located  at  800  Madison  Street  in  downtown 
Oakland,  above  Lake  Merritt  Station.  This  facility  also  houses  BART’s  central  train  control 
computer.  While  trains  are  automatically  controlled  by  wayside  equipment  located  along 
the  trackway  and  stations,  the  central  train  control  computer  at  BART  headquarters 
provides  overall  systemwide  supervision  of  train  movements.  BART  Central  is  an  around- 
the-clock  operation.  Train  Controllers  and  other  BART  certified  personnel  located  at 
Central  monitor  train  movements  and  can  override  the  automatic  system  should  the  need 
arise.  A two-way  radio  system  provides  voice  communication  between  BART  Central  and 
all  train  operators.  A separate  telephone  system  provides  voice  communication  to  station 
agents.  Remote  cameras  located  at  key  locations  allow  BART  Central  personnel  to 
visually  monitor  train  movements  and  station  activities. 


BART  SERVICE  DESCRIPTION 

Rail  service  is  provided  between  the  hours  of  4:00  a.m.  and  1 :30  a.m.  Monday  through 
Friday,  6:00  a.m.  to  1 :30  a.m.  on  Saturdays,  and  8:00  a.m.  to  1 :30  a.m.  on  Sundays  and 
major  holidays.  Closing  times  for  individual  stations  are  coordinated  with  the  schedule 
for  the  last  train  departure  beginning  approximately  at  midnight  (Figure  1-4,  BART  Rail 
Headways  and  Hours  of  Service).  The  following  service  description  reflects  BART’s  June 
22,  1992  schedule  change  which  is  based  on  faster  train  speeds  relative  to  the  prior 
schedule.  BART  express  bus  service  is  coordinated  with  the  rail  schedule,  and  is 
presented  in  a separate  section  below. 


Early  Morning  Rail  Service  - Weekdays 

Weekday  service  begins  at  approximately  4:00  a.m.  with  the  first  four  train  dispatches  of 
the  day  at  each  of  the  system’s  four  terminal  stations.  These  trains  operate  on  the 
Concord-Daly  City  and  Fremont-Richmond  routes.  This  service  configuration  is  also 
known  as  two-route  X service,  and  requires  a transfer  in  downtown  Oakland  for  trips 
which  at  other  times  are  served  by  the  Fremont-Daly  City  and  Richmond-Daly  City  routes. 
A second  set  of  four  trains  on  the  Concord-Daly  City  and  Fremont-Richmond  routes  is 
dispatched  30  minutes  later  at  approximately  4:30.  At  approximately  5:00  a.m.,  service 
transitions  to  four-route  weekday  base  service,  which  continues  until  the  start  of  morning 
peak  service  at  about  6:00  a.m. 


Peak  Period  Rail  Service  - Weekdays 

Peak  period  service  corresponds  to  weekday  commute  hours,  typically  between  6:00  a.m. 
to  9:00  a.m.  and  4:00  p.m.  to  7:00  p.m.  Monday  through  Friday.  During  these  times. 
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BART  RAIL  HEADWAYS  AND  HOURS  OF  SERVICE 
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* A/07E:  Chart  reflects  information  as  of  June  22,  1992.  An  asterisk  (*)  denotes  a route  not  in  service  during  the  identified  time  period.  A pound  symbol  (#)  indicates  that  earlier 
and/or  later  service  is  available  on  other  routes.  In  both  instances  (*  and  #},  travel  is  accommodated  on  other  routes  witti  one  transfer  in  downtown  Oakland. 


trains  are  operated  at  closer  headways  than  during  base  service  in  order  to  provide 
sufficient  capacity  to  meet  higher  home-to-work  travel  demand.  During  the  morning 
commute,  there  are  43  trains  in  operation  systemwide,  providing  service  at  an  average 
minimum  scheduled  headway  of  3.75  minutes  during  the  peak  one  hour  through  San 
Francisco  and  downtown  Oakland.  This  same  minimum  headway  service  is  operated 
during  the  afternoon  commute  period.  Peak  service  currently  requires  453  vehicles,  398 
online  and  55  additional  cars  used  for  transition  (yard  moves)  and  spare  trains.  Nearly 
all  Transbay  trains  are  at  their  10-car  maximum  during  peak  commute  hours. 


Base  Rail  Service  - Weekdays,  Daytime 

{ Base  daytime  rail  service  on  weekdays  consists  of  15-minute  headways  on  each  of  the 

j four  routes  in  both  directions:  the  three  Transbay  routes  between  Daly  City  and  Concord, 

I Fremont,  and  Richmond,  and  the  East  Bay  route  between  Fremont  and  Richmond.  The 

I transition  to  base  service  begins  during  the  last  hour  of  the  morning  peak,  at 

I approximately  8:00  a.m.  Base  service  continues  until  approximately  3:00  p.m.  at  the  start 

|j  of  afternoon  commute  dispatches.  Base  weekday  service  requires  36  trains  operating  on 

I the  system  and  results  in  the  following  bi-directional  service  frequencies:  a train  every 

!|  five  minutes  between  Daly  City  and  West  Oakland,  a train  every  five  minutes  between 

MacArthur  and  12th  Street/Oakland  City  Center;  a train  every  7.5  minutes  between 
;!  Richmond  and  MacArthur,  a train  every  7.5  minutes  between  Fremont  and  Lake  Merritt: 

I and  a train  every  1 5 minutes  between  Concord  and  MacArthur.  Trains  stop  at  all  stations 

I along  their  designated  route  (skip-stop  service  is  currently  not  operated).  The  systemwide 

1 average  speed,  including  stations  stops,  is  36.3  miles  per  hour.  As  for  all  service  periods, 

trains  are  sized  to  accommodate  demand  in  compliance  with  BART’s  load  factor 
standards, 
i 

Base  Rail  Service  - Nights 

; Base  night  service  consists  of  bi-directional  20-minute  train  headways  on  two  routes: 
Concord-Daly  City  and  Fremont-Richmond.  This  two-route  X service  requires  a transfer 
>1  in  downtown  Oakland  for  trips  which  at  other  times  are  served  by  the  Fremont-Daly  City 

I and  Richmond-Daly  City  routes.  BART’s  newest  train  schedule,  which  was  put  into  effect 

j'  on  June  22,  1992,  accommodates  these  transfers  with  a minimum  of  passenger  waiting 

"<  time  via  timed  train  meets  at  12th  Street  and  MacArthur  stations  in  Oakland.  Base  night 

j service  requires  1 6 online  trains  and  begins  at  approximately  7:00  p.m.  with  the  first  four 

terminal-station  dispatches  (two  on  each  route  in  both  directions).  The  last  four  terminal- 
station  train  dispatches  occur  just  after  midnight.  Individual  station  closings  are 
coordinated  with  the  schedule  for  these  trains  as  they  pass  through  their  respective 
stations.  These  last  four  revenue  train  dispatches  end  their  runs  at  approximately  1 :30 
a.m. 
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Base  Rail  Service  - Weekends  and  Holidays 


Base  daytime  Saturday  service  consists  of  28  trains  online  operating  at  20-minute 
headways  on  all  four  routes  between  the  hours  of  6:00  a.m.  and  7:00  p.m.  After  7:00 
p.m.,  base  night  service  is  in  effect  until  closing.  Base  Sunday  rail  service  consists  of  16 
trains  online  operating  at  20-minute  headways  on  a two-route  X service  schedule  (the 
same  as  Base  Night  Service)  between  the  hours  of  8:00  a.m.  and  closing.  Except  for 
train  lengths  and  some  minor  schedule  modifications,  BART  provides  the  following  service 
schedules  on  holidays: 


Special  Rail  Service 

BART  service  is  coordinated  with  major  Bay  Area  events.  Additional  service  for  special 
events  is  provided  in  three  ways.  The  first  is  by  lengthening  regularly  scheduled  trains 
which  are  less  than  10  cars  long.  This  method  works  well  during  offpeak  times  when 
nearly  all  trains  are  less  than  10  cars  in  length,  and  when  BART  demand  to  a particular 
event  does  not  warrant  higher  train  frequencies.  For  events  which  require  greater 
capacity  and/or  frequency  of  service,  additional  trains  are  placed  in  operation.  This 
second  method  of  adding  service  and  capacity  is  typically  implemented  when  the  demand 
for  BART  associated  with  an  event  is  sharply  peaked  such  as  following  the  end  of  a 
baseball  game,  rock  concert,  or  other  event  having  a large  attendance.  The  third  way 
BART  accommodates  service  to  special  events  is  to  provide  revenue  operations  at  times 
when  the  system  is  normally  closed,  such  as  an  early-Sunday  morning  opening  as  is 
done  for  the  annual  Bay-to-Breakers  foot  race  in  San  Francisco.  Examples  of  special 
BART  service  include:  extended  hours  of  operation  on  New  Year’s  Eve;  longer  and  more 
trains  to  serve  athletic/special  events  at  the  Oakland  Coliseum,  U.C.  Berkeley,  and  San 
Francisco  Civic/Convention  Center;  special  early  Sunday  morning  opening  and  express 
trains  to  Bay-to-Breakers  in  San  Francisco,  and  Shoppers’  Specials  \ra\ns  each  Sunday 
between  Thanksgiving  and  Christmas. 


Celebrated  Holiday 


Schedule 


New  Years  Day 

Martin  Luther  King  Day 

Presidents’  Day 

Memorial  Day 

July  4th 

Labor  Day 

Columbus  Day 

Veterans’  Day 

Thanksgiving 

Day  After  Thanksgiving 

Christmas 


Sunday 

Weekday 

Saturday 

Saturday 

Saturday 

Saturday 

Weekday 

Weekday 

Sunday 

Weekday 

Sunday 
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Express  Bus  Service 


As  an  interim  measure  until  rail  extensions  come  online,  BART  provides  express  bus 
service  on  12  routes  within  five  major  travel  corridors  in  Alameda  and  Contra  Costa 
Counties  (Figure  1-5,  BART  Express  Bus  Headways  and  Hours  of  Service).  All  express 
bus  service  is  coordinated  with  BART  rail  schedules,  and  is  provided  under  contract  with 
Laidlaw  Transit,  Inc.  A total  of  1,156  free  parking  spaces  are  currently  provided  at  four 
express  bus  park-ride  lots  which  are  located  on  future  extension  station  sites:  North 
Concord/Martinez  (538  spaces).  West  Pittsburg  (213  spaces).  East  Antioch  (252  spaces), 
and  West  Livermore  (153  spaces). 


BART  Express  Bus  Corridors 

1 . I-80  between  El  Cerrito  del  Norte  Station  and  Pinole,  Hercules,  and  Rodeo, 

2.  SR-4  between  Concord  Station  and  Martinez, 

3.  SR-4  between  Concord  Station  and  Pittsburg,  Antioch,  and  Brentwood, 

4.  I-680  between  Walnut  Creek  Station  and  Dublin  and  Pleasanton, 

5.  I-580  between  Bay  Fair/Hayward  Stations  and  Dublin,  Pleasanton,  and  Livermore. 


FARES 

BART  fares  are  computed  on  a distance-based  formula  with  surcharges  for  Transbay 
service,  Daly  City  Station  origin  or  destination  (Daly  City  Station  is  in  non-member  San 
Mateo  County),  and  a speed  premium  (Figure  1-6,  BART  Fare  Components  and  Ticket 
Prices).  The  base  fare  is  currently  800  for  the  shortest  trips  and  trips  within  downtown 
areas.  The  highest  fare  is  currently  $3.00  for  the  36-mile  Transbay  trip  between  Fremont 
and  Daly  City  (Figure  1-7,  BART  Fares  and  Travel  Times).  The  average  rail  passenger 
fare  including  discounts  in  FY  92  was  $1.35. 

BART  provides  a 90%  discount  to  children  between  the  ages  of  5 and  12  (children  under 
5 can  ride  free),  to  persons  65  and  over,  and  to  persons  with  a qualifying  medical 
condition  or  mobility  impairment.  Anyone  who  does  not  qualify  for  these  discounts  can 
purchase  a $32  high-value  ticket  for  $30,  for  a 6.25%  savings. 

Additional  discounts  are  provided  in  conjunction  with  travel  on  other  transit  systems  which 
connect  with  BART.  The  combined  BART/MUNI  Fast  Pass  allows  unlimited  use  of  San 
Francisco  Municipal  Railway  services  and  BART  within  the  City  of  San  Francisco. 
Effective  August  1 , 1 992,  the  price  of  the  monthly  Fast  Pass  is  $32  (up  from  $30  prior  to 
August  1).  The  most  recent  multi-operator  fare  instruments  to  be  implemented  are 
BARTPIus  and  Premium  BARTPIus,  both  of  which  are  a combined  BART  ticket  and  pass 
valid  for  one-half  month  on  BART  and  other  Bay  Area  transit  systems  which  serve  BART 
rail  stations.  Special  features  of  these  and  other  fare  instruments  are  summarized  in  the 
notes  section  of  Figure  1-6,  BART  Fare  Components  and  Ticket  Prices. 
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BART  EXPRESS  BUS  HEADWAYS  AND  HOURS  OF  SERVICE 

An  Asterisk  (*)  Denotes  No  Senrice  Provided  During  Time  Period  Shown 
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SUNDAY 

First  Bus  Iv  0755  *****  0655  0928  0824  * 1007 

Last  Bus  ar  0056  *****  0155  0027  0111  * 1917 


Figure  1-6 

BART  FARE  COMPONENTS  AND  TICKET  PRICES 
AS  OF  AUGUST  1992 

Notes  Appear  On  Following  Page 


TRIP  LENGTH: 

Up  to  6 miles 

800 

Between  6 and  14  miles  ’ 

920  + 6.90/mile 

Over  14  miles 

$1.47  + 4.10/mile 

SURCHARGE: 

Transbay 

450 

Daly  City  ^ 

520 

SPEED  PREMIUM: 

Charge  differential  for  faster  or  slower 
than  average  trips,  based  on  scheduled 
travel  time 

±2.50/minute 

RESULTING  FARES: 

Range  ^ 

800  to  $3.00 

Average  fare  (before  discounts)  ^ 

$1.52 

Average  fare  paid  (after  discounts) 

$1.34 

RAIL  FARE 

Children  under  5 

Free 

DISCOUNTS  & 

Children  5 through  12  (90%  discount) 

$1.60  ($16  value) 

SPECIAL  FARES:  ® 

Persons  65  and  over  (90%  discount) 

$1.60  ($16  value) 

Qualifying  handicapped  (90%  discount) 

$1.60  ($16  value) 

Regular  adult  (6.25%  discount) 

$30  ($32  value) 

Excursion  (entry/exit,  same  station)  ® 

$2.60 

SEMI-MONTHLY 

BARTPIus  (w/  $15  to  $50  BART  value)  ^ 

$24-$57  (8  denom) 

RAIL/BUS  PASS: 

Premium  BARTPIus  (w/  $14  BART  value)  ® 

$36-$47  (3  denom) 

MONTHLY  RAIL/ 

BART/MUNI  Fast  Pass  --  (unlimited  monthly 

$32 

SF  MUNI  PASS:  ® 

use  of  BART  and  MUNI  within  San  Francisco) 

ONE-WAY 

BART  Express  Bus  --  Zone  1 

Free  (750  value) 

TRANSFERS  TO: 

Zone  2 

400  (750  value) 

(Issued  at  rail  stations) 

CCC  Transit  Authority 

250  (500  value) 

Union  City  Transit 

250  (250  value) 

ROUND-TRIP 

AC  Transit  --  From  BART 

600  (400  value) 

TRANSFERS 

To  BART 

600  (400  value) 

TO/FROM: 

SF  MUNI,  within  SF  - From  BART 

850  ($0  value) 

(Issued  at  rail  stations) 

To  BART 

Free  (850  value) 

SF  MUNI.  Daly  City  Station  --  From  BART 

Free  (850  value) 

To  BART 

Free  (850  value) 

BART  EXPRESS  BUS: 

Children  under  5 

Free 

(1  Zone/2  Zone) 

Children  5 through  12 

150/300 

Regular  Adult 

750/$1.15 

Persons  65  and  over 

150/300 

Qualifying  handicapped 

150/300 
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Figure  1-6  (continued) 


BART  FARE  COMPONENTS  AND  TICKET  PRICES,  NOTES 


1.  Trips  over  6 miles  within  East  Bay  Suburban  Zone  (Concord-Orinda,  Fremont-Bay  Fair, 
Richmond-Ashby)  priced  at  fare  indicated  for  trips  under  6 miles. 

2.  The  Daly  City  surcharge  does  not  apply  to  Transbay  trips. 

3.  BART  rail  fares  are  computed  by  automatic  fare  collection  equipment  and  are  rounded  to  the  nearest 
50.  The  current  range  of  fares  is  based  on  the  most  recent  fare  increase  (averaging  32%)  which 
occurred  on  January  1,  1986.  Prior  fare  increases  occurred  on  September  9,  1982,  June  6,  1980, 
and  November  11,  1975. 

4.  The  average  rail  fare  before  and  after  discounts  includes  rail  passenger  revenue  from  all  fare 
instruments,  including  the  BART/MUNI  Fast  Pass.  The  figures  shown  are  for  FY  91. 

5.  Discounted  tickets  are  sold  at  outside  retail  and  community  outlets  through  BART’s  Tickets-To-Go 
program  (as  of  June  30,  1992,  there  were  470  BART  ticket  outlets  plus  an  additional  155  outlets 
covered  under  the  MTC-sponsored  Regional  Transit  Connection).  In-station  sales  booths  at 
Montgomery,  Embarcadero,  12th  Street,  and  Hayward  also  sell  a variety  of  ticket  types.  BART's 
Pass  Office  sells  all  ticket  types  via  mail  order. 

6.  There  is  a three-hour  limit  on  the  excursion  fare. 

7.  The  semi-monthly  BARTPIus  ticket  was  made  available  starting  on  April  1,  1991  and  is  valid  for 
unlimited  rides  on  BART  express  buses  and  eight  other  systems  (excludes  Transbay  and  some 
express  bus  service)  which  connect  with  BART  rail.  These  other  systems  are:  AC  Transit,  MUNI, 
SamTrans,  Contra  Costa  County  Transit  Authority,  Santa  Clara  County  Transportation  Agency,  Union 
City  Transit,  Dumbarton  Express,  and  Martinez  Link.  BARTPIus  features  a last  ride  bonus  which 
allows  riders  to  complete  one  final  BART  trip  of  any  length  with  a minimum  of  50  of  stored  value 
remaining  on  the  ticket.  Excess  remaining  stored  BART  value  may  be  used  within  a five-day  grace 
period  following  the  last  day  of  the  designated  half-month. 

8.  The  semi-monthly  Premium  BARTPIus  ticket  was  made  available  starting  on  February  1 , 1992.  This 
fare  instrument  has  the  same  basic  features  as  BARTPIus  and  includes  longer-distance  and  express 
services  provided  by  the  following  Bay  Area  transit  operators:  Dumbarton  Transbay  service.  Golden 
Gate  Transit  Transbay  bus  and  ferry  service,  Vallejo  Transit  bus  service. 

9.  The  BART/MUNI  Fast  Pass  was  made  available  starting  April  1,  1983  and  is  sold  at  all  San 
Francisco  MUNI  pass  outlets. 

1 0.  Except  for  the  two-part  (round  trip)  MUNI  transfers  issued  in  San  Francisco  stations  at  a cost  of  850, 
all  other  one-way  and  round-trip  transfers  are  issued  free  of  charge  from  vending  machines  which 
are  located  inside  the  paid  area  of  BART  rail  stations.  Riders  needing  connecting  services  can  obtain 
transfers  prior  to  exiting  the  BART  paid  area.  Additional  fares,  if  required,  are  paid  upon  boarding 
the  connecting  carrier.  This  additional  fare  is  shown  in  the  right-hand  column.  The  values  shown 
in  parentheses  correspond  to  the  discount.  [To  determine  each  connecting  carrier’s  base  fare,  add 
the  additional  fare  paid  on  board  to  the  discount.] 
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SYSTEM  EVALUATION  VERSUS  MISSION  AND  GOALS 


Throughout  its  history,  BART’s  mission  has  been  to  deliver  safe,  reliable,  customer- 
oriented  transportation.  With  two  decades  of  operational  experience  under  its  belt  and 
an  additional  decade  in  its  engineering  and  construction  phase,  BART  continues  to  be 
guided  by  those  key  descriptive  words:  safe,  reliabie,  customer  oriented.  Evolution  of 
BART  has  been  greatly  influenced  by  challenges  presented  on  many  fronts  including 
those  relating  to  technology,  fiscal  requirements,  and  political  realities.  Notwithstanding, 
the  organization  has  continually  set  high  standards  for  itself  and  has  been  driven  to  strive 
for  excellence.  Central  to  this  is  the  importance  BART  places  on  nurturing  a talented  and 
dedicated  workforce,  one  which  is  capable  of  maintaining  the  vitality  of  the  system  while 
at  the  same  time  forging  ahead  and  meeting  the  challenges  of  the  future.  How  this  is 
accomplished  and  to  what  degree  of  effectiveness  depends  a great  deal  on  the  policies 
and  processes  put  in  place  to  bring  about  positive  change. 

This  evaluation  of  BART  service  and  programs  is  structured  around  the  policy  framework 
that  guides  its  operations  and  development  of  new  services.  BART’s  goals  are  the 
starting  point,  policy  statements  which  provide  focus  and  help  establish  priorities,  as  well 
as  provide  seed  for  new  programs  (see  Figure  2-1,  BART  Goals).  How  well  BART 
performs  is  best  revealed  by  the  organization’s  achievements  relative  to  its  performance 
indicators  and  adopted  standards.  These,  in  effect,  are  measures  of  success  which  link 
actions  to  desired  results.  A summary  of  BART’s  performance  relative  to  its  adopted 
standards  is  presented  in  Figure  2-2  (BART  Performance  Indicators  and  Standards,  Fiscal 
Year  1992).  The  following  discussion  presents  information  about  BART  services  and 
programs  as  related  to  the  District’s  eight  goals. 

Special  SRTP  topics  are  discussed  as  they  relate  to  individual  goals.  These  include: 
capital  program  planning  and  implementation,  congestion  management  planning, 
contingency  planning,  DBE  compliance  and  Title  VI,  elderly  and  disabled  accessibility 
issues,  privatization,  and  MTC  Productivity  Improvement  Program  (PIP)  per  BART’s  1990 
Performance  Audit  and  inter-operator  coordination/SB-602  based  projects.  Note  that 
BART’s  PIP  projects  are  discussed  under  respective  goals  to  which  they  relate.  A 
summary  of  the  status  of  all  BART’s  PIP  projects  is  presented  in  Figure  2-3  (Status  for 
BART’s  FY  92  Productivity  Improvement  Program  Projects).  A more  detailed  discussion 
of  ridership,  capacity  (i.e.,  load  factors),  and  financial  performance  follows  the  goal’s 
section. 


Goal  1:  Provide  Safe,  Reliable,  and  Economical  Transportation 

BART’s  first  goal  follows  directly  from  its  mission  statement  to  deliver  safe,  reliable, 
customer-oriented  transportation.  While  train  performance  is  a central  theme,  emphasis 
is  also  given  to  achieving  and  maintaining  high  performance  standards  for  all  aspects  of 
BART  operations.  Programs  are  implemented  and  actions  routinely  performed  within 
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Figure  2-1 

BART  GOALS 


1 . Provide  safe,  reliable,  high-quality  and  economical 
transportation  service  to  the  Bay  Area  community. 

2.  Deliver  user-friendly  services  to  all  our  customers. 

3.  Empower  employees  to  function  as  owners  of  the  BART 
organization. 

4.  Provide  an  environment  free  of  impediments  to  opportunities  for 
employees  and  disadvantaged  business  enterprises,  and  one 
which  encourages  cooperation  and  develops  an  organizational 
team  of  highly  motivated  staff. 

5.  Develop  BART  services  and  facilities  to  expand  District  markets 
and  capture  new  revenue  sources. 

6.  Secure  and  manage  the  funds  necessary  to  maintain  and 
expand  the  system  and  to  operate  BART  according  to  fiscally 
sound  business  practices. 

7.  Take  the  leadership  role  In  integrating  various  features  of 
regional  transportation  systems  in  policy,  finance,  and 
operations. 

8.  Build  constituencies  at  all  levels  of  government  to  support  the 
BART  organization  and  its  programs. 
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Figure  2-2 


BART  PERFORMANCE  INDICATORS  AND  STANDARD 
FISCAL  YEAR  1992  PERFORMANCE  SUMMARY 

PERFORMANCE  INDICATORS 

ACTUAL 

STANDARD 

STATUS 

(a) 

(b) 

1.  RIDERSttP:  TOTAL  TRIPS 

72,987,888 

73,524,613 

NOTMET 

A VERAGE  WEEKDA  Y TRIPS 

249,548 

252,760 

NOTMET 

2.  CARS  AVAILABLE  AT  4 AM:  A-CARS 

93 

103 

NOTMET 

B-CARS 

250 

268 

NOTMET 

C-CARS 

123 

84 

EXCEEDED 

TOTAL  FLEET 

466 

455 

EXCEEDED 

3.  PEAK  5-MINUTE  DELAYS  (Per  100  Train  Runs):  DELAY  EVENTS 

2.98 

3.00 

EXCEEDED 

DELAYED  TRAINS 

7.49 

8.00 

EXCEEDED 

4.  PEAK  PERIOD/PEAK  DIRECTION  TRANSBAY  CAR  THROUGHPUT  (%) 

97.3 

97.5 

MET 

5.  LOAD  FACTORS:  PEAK  (Discretionary  Trains) 

n.a. 

1.15 

n.a. 

OFFPEAK  (All  Midday  & Night  Trains) 

n.a. 

1.00 

n.a. 

6.  PASSENGER  ON-TIME  PERFORMANCE (%):  DAILY 

95.2 

94.0 

EXCEEDED 

PEAK 

95.3 

(c) 

n.a. 

7.  PASSENGER  ACCIDENTS  (Annual  Rate-Incidents/Million  Trips) 

11.6 

17.7 

EXCEEDED 

8.  AFC  PERFORMANCE  (lnddenta/1,000  Trips) 

0.24 

0.30 

EXCEEDED 

9.  STATION  EQUIPMENT  AVA1LABIUTY(%):  ELEVATORS 

99.8 

97.0 

EXCEEDED 

ESCALATORS 

97.2 

97.0 

MET 

10.  EXPRESS  BUS  ON-TIME  PERFORMANCE  (%) 

97.4 

95.0 

EXCEEDED 

11.  FAREBOX  RATIOS (%):  RAIL 

48.7 

48.0 

EXCEEDED 

EXPRESS  BUS 

16.2 

16.2 

MET 

TOTAL  OPERATION 

46.4 

45.7 

EXCEEDED 

1Z  SYSTEM  OPERA  TING  RATIO  (%) 

51.0 

49.2 

EXCEEDED 

13.  RAIL  COST  PER  PASSENGER  MILE  (Cents) 

22.2 

22.7 

EXCEEDED 

14.  REVENUE  VEHICLE  MILES  PER  EQUIVALENT  BART  EMPLOYEE 

18,160 

16,200 

EXCEEDED 

15.  SYSTEM  UTIUZATION  (%-Passenger  Miles/Revenue  Seat  Mile) 

31.9 

31.5 

EXCEEDED 

16.  EMPLOYEE  LOST  TIME  DUE  TO  INDUSTRIAL  INJURIES  (%) 

0.50 

0.50 

MET 

17.  PAID  SICK  LEAVE  (%-Sick  Hours  Paid/Straight  Time  Hours  Paid) 

3.20 

3.00 

NOTMET 

18.  DBE  PARTICIPATION  (%):  ALL  CONTRACTS 

22.6 

21.0 

EXCEEDED 

FEDERALLY  ASSISTED  CONTRACTS 

26.1 

21.0 

EXCEEDED 

Notes: 

(a)  Key  performance  indicators  appear  in  bokj/italic  type. 

(b)  A standard  is  judged  to  be  met  if  the  ratio  of  actual  to  desired  performance  is  within  0.5%  of  a minimum-threshold  standard 
(e.g.,  Total  Trips,  Passenger  On-Time,  etc.).  The  reciprocal  of  this  calculatbn  is  taken  where  the  standard  is  a maximum 
threshold  (e.g.,  AFC  Performance,  Rail  Cost  Per  Passenger  Mile,  etc.) 

(c)  There  is  no  specified  standard  for  peak  period  passenger  on-time  performance.  However,  BART  Board  policy  calls  for  the 
reporting  of  performance. 
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STATUS  FOR  BART’S  FY  92  PRODUCTIVITY  IMPROVEMENT  PROGRAM  PROJECTS 
BASED  ON  1990  PERFORMANCE  AUDIT  & INTER-OPERATOR/SB-602 
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STATUS  FOR  BART’S  FY  92  PRODUCTIVITY  IMPROVEMENT  PROGRAM  PROJECTS 
BASED  ON  1990  PERFORMANCE  AUDIT  & INTER-OPERATOR/SB-602 
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specified  programs  in  an  effort  to  provide  the  best  possible  travel  environment  for  BART 
customers  and,  too,  as  a marketing  tool  to  win  new  customers. 

First  comes  safety,  a given,  not  an  issue  at  BART.  Operating  procedures  adhere  to 
stringent  industry  standards.  BART’s  Safety  Department  works  closely  with  the  California 
Public  Utilities  Commission  (CPUC)  as  well  as  internally  with  BART  operations, 
maintenance,  engineering,  and  other  departments  to  ensure  continued  compliance  with 
all  prescribed  standards  and  procedures.  Activities  in  FY  92  included  the  Safety 
Department’s  implementation  of  a program  for  more  effective  accident  investigation  and 
follow-up,  continued  safety  training  for  employees  which  equals  or  exceeds  CPUC 
certification  standards,  and  implementation  of  a new  comprehensive  safety  and 
environmental  protection  programs.  In  March  1992,  the  American  Public  Transit 
Association  (APTA)  conducted  a rail  safety  audit  of  BART  operations  in  which  BART  was 
found  to  have  an  above-average  safety  program.  [BART  is  a voluntary  signatory  to  these 
triennial  audits.]  Emergency  preparedness  exercises  are  conducted  on  a regular  basis 
and  involve  local  fire  departments,  first  aid  units,  and  other  emergency  service  providers. 

BART’S  commitment  to  safety  extends  to  law  enforcement,  the  charge  of  its  1 53-member 
sworn  police  force.  From  the  control  of  illegal  parking  to  deterrence  and  investigation  of 
serious  criminal  activities,  BART  Police  use  the  latest  techniques  to  minimize  crimes 
against  persons  and  property  on  trains,  in  stations  and  parking  lots,  and  other  BART 
facilities  and  property. 

Car  maintenance  is  critical  to  providing  service  that  is  both  on  time  and  in  accordance 
with  scheduled  train  capacity.  Stringent  preventative  maintenance  standards,  efficient 
parts  procurement  and  inventory  methods,  and  procedures  and  technical  expertise 
developed  over  the  years  allow  BART  to  have  a sufficient  number  of  operable,  clean,  and 
safe  vehicles  ready  for  service  each  day  of  the  year.  During  FY  92,  BART  made  an 
average  of  466  vehicles  available  for  service  each  day  by  4 a.m.,  versus  a standard  of 
455.  Recent  revisions  to  BART’s  Procurement  Manual  and  new  procedures  implemented 
this  fiscal  year  in  response  to  the  new  procedures  have  helped  BART  limit  out-of-service- 
vehicles  which  are  awaiting  parts  to  a maximum  of  four  per  week.  The  importance  of  this 
is  underscored  by  inclusion  of  the  Procurement  Manual  update  and  other  efforts  to  limit 
cars  out  of  service  awaiting  parts  as  two  Productivity  Improvement  Program  projects  for 
FY  92  (see  Figure  2-3,  Status  for  BART’s  FY  92  PIP  Projects). 

Because  of  the  importance  of  maintaining  service  per  published  train  schedules, 
maintenance  efforts  focus  on  minimizing  incidents  which  cause  train  delays.  Additional 
attention  to  reducing  train  delays  has  been  implemented  this  fiscal  year.  A key  objective 
is  to  increase  the  mean-time-between  service  delays  by  23%,  from  734  car  hours  in  FY 
91  to  900  in  FY  92.  [The  900  car  hour  target  is  equivalent  to  a train  delay  every  25,200 
car  miles,  roughly  the  circumference  of  the  earth  at  the  equator.]  The  actual  level  of 
performance  achieved  during  FY  92  was  such  that  BART  experienced  a train  delay  for 
every  835  car  hours.  Contributing  to  this  13.8%  improvement  over  FY  91  is  BART’s 
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captive  fleet  program  which  was  implemented  early  in  FY  92.  Under  this  program, 
individual  cars  are  assigned  to  specific  maintenance  yards.  This,  in  effect,  assures  better 
control  and  attention  to  vehicle  failures  which  cause  delays  as  yards  take  ownership  of 
cars.  BART  will  continue  to  make  every  effort  to  achieve  the  900  hour  target  as 
modifications  and  improvements  are  made  to  car  doors,  brakes,  and  automatic  train 
control  systems. 

Train  delay  rates  were  favorable  relative  to  BART’s  standards.  During  FY  92,  7.5%  of 
peak  period  trains  experienced  a delay  of  five  minutes  or  more  versus  a standard  of 
8.0%.  Passenger  on-time  performance,  which  measures  the  percentage  of  riders 
completing  their  trips  within  five  minutes  of  schedules  train  run  times,  continues  to  be  in 
excess  of  the  94.0%  standard,  peak  service  at  95.3%  and  95.2%  on  a daily  basis. 

Adequate  car  availability  at  targeted  levels  allows  BART  to  schedule  capacity  when  and 
where  needed.  Factors  which  limit  train  headways  and  allowable  train  lengths  are 
constraints  which  BART  must  contend  with.  Reducing  the  minimum  headway  is  a key 
objective  of  BART’s  Capacity  Expansion  Program  and  represents  a formidable  challenge 
which  is  being  addressed.  Allowable  train  lengths,  on  the  other  hand,  are  governed  by 
two  factors  which  are  unlikely  to  change.  The  first  is  the  CPUC  requirement  of  a 
minimum  three-car  train,  based  on  track  occupancy  detection  specifications.  BART, 
therefore,  must  provide  a minimum  of  a three-car  train  even  though  demand  may  call  for 
fewer  cars,  during  late  night  hours  for  example.  On  the  upper  end,  BART  is  limited  to 
operating  trains  each  consisting  of  no  more  than  ten  cars,  the  length  of  station  platforms. 
Maximum  train  length  combined  with  minimum  allowable  headway  define  the  envelope 
of  capacity  BART  can  achieve.  Breaking  out  of  this  envelop  by  reducing  headways  is  the 
primary  objective  of  BART’s  Capacity  Expansion  Program  (discussed  in  Chapter  3, 
Planned  Service  and  Programs). 

Until  shorter  headways  can  be  achieved,  BART  continually  monitors  passenger  demand 
at  peak  screenlines  and  schedules  available  cars  to  match  the  demand,  when  and  where 
possible  (i.e.,  within  the  headway  and  train-length  constraints).  BART’s  Data  Acquisition 
System  (DAS)  and  automated  train  history  files  are  the  bases  of  the  Passenger  Flow 
Model  (PFM)  which  is  used  in  the  analysis  and  reporting  of  train  occupancy  or  load 
factors.  Load  factors  for  discretionary  trains,  those  consists  which  BART  can  effectively 
alter  within  the  three-to-ten-car  limitation,  have  averaged  0.93  during  the  first  half  of  FY 
92,  versus  a target  of  1 .1 5.  Since  there  are  very  few  discretionary  trams  operating  during 
the  peaks,  this  is  not  the  load  factor  riders  typically  experience.  The  load  factor  for  some 
individual  peak  hour  trains  is  considerably  higher,  typically  in  the  range  of  1.50  for 
transbay  service  and  1.20  on  the  Richmond-Fremont  route.  Short  of  being  able  to 
achieve  a 1.15  load  factor  for  all  peak  trains,  until  shorter  headways  are  possible  and 
more  cars  acquired,  a secondary  objective  is  to  balance  the  loads  among  all  routes. 

Providing  high  quality  service  also  means  keeping  vehicles  free  of  litter  and  graffiti. 
BART’s  Car  Cleaning  Program  has  been  successful  in  minimizing  this  and  includes  over 
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12,000  routine  cleanings  per  month  and  exterior  car-brightening  of  the  entire  fleet  of  589 
cars  every  20  days.  A newspaper  recycling  program  was  implemented  early  in  1992  to 
promote  cleanliness  of  trains  and  stations.  This  program,  co-sponsored  by  the  San 
Francisco  Chronicle,  provides  special  recycling  bins  in  each  station  and  messages 
displayed  on  trains.  BART  maintenance  activities  focus  on  station  cleanliness  by 
performing  routine  cleaning  and  repair  on  a regular  basis.  Under  the  Station 
Rehabilitation  Program,  which  began  in  FY  91 , four  of  the  systems  34  stations  have  been 
reconditioned  by  repainting,  refinishing,  relandscaping,  and  providing  an  overall  facelift 
to  facilities  that  are  entering  their  third  decade  of  service.  These  stations  include: 
Concord,  Fruitvale,  MacArthur,  and  North  Berkeley. 

Efforts  to  provide  the  best  possible  service  at  high  standards  while  achieving  economies 
of  scale  have  led  BART  to  privatize  some  functional  aspects  of  its  operations  where  costs 
of  outside  services  are  less  than  could  be  provided  by  the  District.  On  a contract  dollar 
basis,  BART’S  express  bus  service  (operated  by  Laidlaw  Transit,  Inc.)  constitutes  the 
largest  budget  line  item  under  privatization.  Selected  system  cleaning  and  maintenance 
activities  are  other  functional  areas  for  which  BART  has  entered  into  contracts  with 
outside  providers  for  services.  Figure  2-4  (BART  Privatization,  Services  Provided  Under 
Contract  in  FY  92)  summarizes  the  services  provided  to  BART  under  contract  with  outside 
firms. 


Goal  2:  Deliver  User-Friendly  Service 

The  key  qualifier  in  BART’s  mission,  customer  oriented,  dictates  delivering  the  kind  of 
service  that’s  efficient  and  easy  to  use.  Over  the  past  two  years,  more  emphasis  has 
been  given  to  doing  just  that.  An  important  part  of  this  effort  is  BART’s  participation  in 
the  Metropolitan  Transportation  Commission’s  (MTC)  Regional  Transit  Coordination 
Program  (in  compliance  with  SB-602)  which  seeks  to  improve  the  availability  of  transit 
information,  coordination  of  fares,  and  simplify  inter-operator  transfers.  Most  of  these 
activities  are  presented  under  Goal  7 which  addresses  regional  service  integration. 

Providing  user-friendly  BART  service  means  reducing  or  eliminating  the  barriers  which, 
if  left  unattended,  lead  to  decisions  to  not  use  the  system.  To  help  promote  user-friendly 
service,  new  standards  have  been  set  and  new  training  programs  begun  in  FY  92.  How 
BART  can  best  serve  its  riders  by  improving  customer  relations  is  the  key  focus.  Station 
agents,  BART  Police,  other  front-line  staff,  and  behind-the-scenes  personnel  as  well 
receive  training  on  customer  interaction,  confrontation  avoidance,  and  other  methods  to 
help  staff  respond  in  a positive  and  helpful  way  to  customer  needs  in  a variety  of 
situations. 

When  riders  need  information  or  other  form  of  assistance,  recognition  of  who  to  turn  to 
is  not  always  readily  apparent.  In  response  to  this  concern,  BART  has  set  a new 
standard  which  specifies  that  99%  of  all  station  agents  be  in  uniform  and  wear  a 
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Figure  2-4 


BART  PRIVATIZATION 
SERVICES  PROVIDED  UNDER  CONTRACT 
FY  1992  BUDGET 


EXPRESS  BUS  SERVICE 

$6,608,000 

TRACTION 

995,781 

BART  SHUTTLE  BUS  SERVICE 

595,000 

SEAT  CLEANING 

333,440 

WHEEL  RELINING 

263,000 

WEED  ABATEMENT 

144,000 

GRAFFITI  REMOVAL 

138,600 

ESCALATOR  MAINTENANCE 

133,272 

PARKING  LOT  SWEEPING 

111,240 

ROLLER  BEARINGS 

110,000 

BRAKE  LININGS 

100,000 

WINDOW  WASHING 

42,000 

PIGEON  CONTROL 

39,750 

COMPRESSOR  CRANKSHAFTS 

36,000 

WHEEL  REMOVAL 

18,000 

PEST  CONTROL 

15.260 

TOTAL 

$9,683,343 
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nametag.  Equally  as  important,  is  that  stations  be  adequately  staffed.  An  additional 
standard  was  established  in  FY  92  which  specifies  that  96%  of  all  station  agent  booths 
be  staffed,  or  if  in  the  case  of  a brief  absence,  the  booth  must  have  information  displayed 
which  identifies  when  an  agent  is  expected  to  return. 

The  importance  of  having  information  readily  available  for  customers  use  regarding  BART 
train  and  express  bus  service  schedules,  fares,  transfers,  as  well  as  how  to  connect  with 
other  transit  lines  has  led  to  many  improvements  over  the  years.  Prime  examples  of  this 
are  the  large  train  schedule  display  boards  on  the  train  platform  level  of  each  station  and 
the  information  kiosks  on  station  concourse  levels.  Numerous  brochures  are  made 
available  to  riders  at  bins  located  near  station  agents  booths,  entry/exit  gates,  kiosks,  and 
other  locations.  The  brochures  are  updated  as  needed  and  provide  information 
concerning  how  to  use  the  system,  fares,  destinations  and  important  points  of  interest  the 
system  serves,  and  where  discount  tickets  may  be  purchased.  Most  of  the  brochures  are 
available  in  Cantonese,  Spanish,  and  Tagalog.  BART  is  currently  developing  a standard 
for  maintaining  brochure  stock  and  their  availability  to  riders.  An  additional  information 
item  is  BART’s  Dear  Rider  letter  which  is  aimed  at  communicating  current  BART  related 
events,  including  informing  riders  of  a new  train  schedule,  special  service  (i.e.,  Bay-to- 
Breakers),  or  on  rare  occasions,  providing  explanations  concerning  service  delays  or 
unanticipated  service  revisions.  These  letters  are  normally  produced  once  each  month 
and  are  made  available  at  entry/exit  gates  at  all  stations.  Under  a pilot  program,  the  train 
destination  signs  on  the  platforms  of  downtown  San  Francisco  and  Oakland  stations  have 
been  replaced  with  large  video  display  monitors.  In  addition  to  train  destination 
information,  the  monitors  provide  passengers  with  information  about  BART  and  other 
items  including  news  headlines,  weather,  and  stock  reports.  This  service  is  provided 
through  a contract  with  Metrovision  for  which  BART  receives  revenues  through  the  sale 
of  advertisements  shown  on  the  monitors. 

BART  is  particularly  proud  of  its  ongoing  efforts  to  provide  fully  accessible  transit  to 
persons  with  disabilities.  From  an  early  point  in  its  history,  BART  has  made  every  effort 
to  accommodate  the  needs  of  elderly  and  disabled  persons.  Design  standards  and 
features  of  stations  and  vehicles  are  evidence  of  this  concern  for  providing  a safe  and 
accessible  travel  environment.  Stringent  performance  standards  and  preventative 
maintenance  for  station  elevators  and  escalators  help  keep  this  vital  equipment  in 
operable,  safe  condition  for  all  BART  riders,  but  is  most  critical  in  making  BART  a fully 
accessible  system.  Elevator  availability  is  typically  above  99%  and  during  FY  92 
averaged  99.8%.  By  comparison,  escalator  availability  during  FY  92  averaged  97.2%. 

The  BART  Accessibility  Task  Force  meets  regularly  with  BART  staff  for  the  purpose  of 
identifying  projects  which  may  further  enhance  system  accessibility.  A key  product  of  the 
Task  Force’s  efforts  in  the  past  two  years  has  been  the  formulation  of  a Multi-Year  Master 
Plan  which  identifies  specific  projects  and  improvements.  During  FY  92,  a major  effort 
went  into  reviewing  and  formulating  policy  in  response  to  the  Americans  with  Disabilities 
Act  (ADA)  of  1990.  One  policy  provision  of  ADA  is  that  fixed-route  transit  systems  must 
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develop  a plan  to  provide  complementary  paratransit  service  even  if  the  system  is  fully 
accessible.  BART’s  Complementary  Paratransit  Service  Plan  was  finalized  in  January 
1 992  and  includes  a five-year  timetable  and  budget.  [Additional  details  of  the  plan  are 
present  in  Chapter  3,  Planned  Service  and  Programs.] 


Goal  3:  Empower  Employees  To  Function  As  Owners  Of  BART 

The  quality  of  service  as  experienced  by  BART’s  customers  is  a direct  reflection  of  the 
people  who  deliver  it:  BART’s  2,600+  employees.  For  this  reason,  carrying  out  programs 
to  promote  professional  development  and  taking  responsible  actions  are  an  important  part 
of  how  BART  nurtures  its  human  resources,  and  at  the  same  time,  improves  the  quality 
of  service.  Specific  standards  have  been  developed  for  training  managers,  supervisors, 
and  front-line  employees.  Due  recognition  is  given  with  regard  to  employee  performance, 
suggestions,  service  history,  and  attendance  records. 

In  response  to  one  of  the  1990  Performance  Audit  recommendations  regarding 
attendance,  BART  enhanced  its  capabilities  in  the  area  of  tracking  both  paid  and  unpaid 
absences.  The  development  of  BART’s  Monthly  Absence  Tracking  Report  was  included 
as  a PIP  project  for  FY  92  (see  Figure  2-3,  Status  for  BART’s  FY  92  PIP  Projects).  The 
report  was  first  made  available  in  December  1991  and  will  be  used  to  improve  employee 
scheduling  and  staffing  requirements,  as  well  as  to  gain  a better  understanding  of  the 
level  of  off-duty  time  and  how  it  is  charged.  All  paid  and  unpaid  absence  hours  are 
reported  by  employee,  with  summaries  produced  by  cost  center,  department,  executive 
office,  and  District  totals.  Managers  receive  on  a monthly  basis  portions  of  the  report 
which  are  applicable  to  their  cost  center(s).  Efforts  to  motivate  and  empower  employees 
are  supported  by  programs  discussed  under  Goal  4 which  follows. 


Goal  4:  Provide  An  Environment  Free  Of  Impediments  To  Opportunities  For 

Employees  and  Disadvantaged  Business  Enterprises,  One  Which 
Encourages  Cooperation  And  Develops  A Highly  Motivated 
Organizational  Team  And  Staff 

Related  to  empowering  employees  are  programs  to  promote  career  development  within 
the  organization,  and  others  to  provide  a level  of  disadvantaged  business  enterprise 
(DBE)  involvement  coincident  with  BART’s  affirmative  action  plan  and  objectives. 

With  regard  to  internal  career  development,  BART  conducts  on  a quarterly  basis  career 
seminars  for  employees.  The  purpose  of  these  seminars  is  to  enhance  employee 
knowledge  of  opportunities  at  BART,  as  well  as  communicate  what  training  resources 
and  programs  are  available  and  to  provide  individual  career  counseling.  Other  programs, 
including  BART’s  Employee  Assistance  Program  and  Return-to-Work  Program,  provide 
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employees  with  resources  for  addressing  on-the-job  and  personal  problems  which  may 
impact  job  performance. 

BART’S  Affirmative  Action  Program  is  guided  by  policies  and  specific  targets  with  regard 
to  representation  of  women  and  minorities  within  fifteen  job  categories.  BART’s 
engineering  intern  program  was  implemented  this  fiscal  year  to  help  promote  upward 
mobility  of  women  and  minorities.  An  update  of  BART’s  Affirmative  Action  Plan  for 
achieving  the  current  representation  targets,  and  for  identifying  future  targets,  is  being 
developed  using  1990  U.  S.  Census  Bureau  data.  This  document  is  expected  to  be 
available  during  the  latter  half  of  1992. 

An  important  part  of  BART’s  Affirmative  Action  Program  is  to  provide  opportunities  for 
women  and  minority  owned  business  enterprise  to  participate  in  District  contracts.  BART 
has  had  a long-standing  objective  to  encourage  efforts  to  achieve  21%  minority  business 
enterprise  participation  for  all  District  contracts  which  have  been  determined  to  have 
disadvantaged  business  enterprise  (DBE)  opportunities.  During  FY  92,  actual  DBE 
participation  on  a contract-dollar  basis  was  22.6%  for  all  District  contracts,  and  26.1%  for 
federally  assisted  contracts.  BART  is  also  the  lead  agency  for  the  Regional  DBE 
Utilization  Study,  an  effort  which  has  been  identified  as  a PIP  projects  for  FY  92.  The 
focus  of  this  project  is  to  develop  an  information  base  for  participating  agencies  use  in 
assessing  DBE  programs,  federally  funded  contracting  opportunities,  eligible  DBEs,  and 
results  of  DBE  utilization.  Additional  details  of  this  effort  are  presented  in  Figure  2-3 
(Status  for  BART’s  FY  92  PIP  Projects). 

A related  activity  with  regard  to  Affirmative  Action  is  BART’s  Title  VI  program,  in 
compliance  with  Title  VI  of  the  United  States  Civil  Rights  Act  of  1964.  The  objectives  of 
this  program  are  to  ensure  that  Federal  Transportation  Administration  (FT A)  assisted 
benefits  and  services  are  made  available  and  are  equitably  distributed  without  regard  to 
race,  color,  or  national  origin.  The  most  recent  Title  VI  assessment  submitted  to  FTA  by 
BART  was  in  September  1989.  The  next  update  will  be  completed  and  forwarded  to  FTA 
in  August  1992.  Subsequent  updates  are  planned  every  three  years  thereafter. 


Goal  5:  Develop  BART  Services  And  Facilities  To  Expand  District  Markets  And 

Capture  New  Revenue  Sources 

BART’s  marketing  efforts  have  traditionally  focused  on  offpeak  riders  since  it  is  during  this 
service  period  that  additional  capacity  can  be  made  available  to  accommodate 
substantially  higher  demand.  BART’s  FY  92  Productivity  Improvement  Program  project 
to  Monitor  and  Evaluate  Promotional  Costs  attempts  to  link  promotional  dollars  spent  to 
revenue  gained  as  a result  of  riders  who  use  the  system  because  of  an  advertisement 
they  heard  or  read  (for  additional  details,  see  Figure  2-3,  Status  for  BART’s  FY  92  PIP 
Projects). 
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The  use  of  print  and  broadcast  media  for  advertising  BART  services  has  been  augmented 
by  cooperative  marketing  efforts  with  event  sponsors.  This  has  been  particularly 
successful  for  large  sporting  events  held  at  the  Oakland  Coliseum  including  the  Oakland 
A’s  and  Warriors.  BART’s  share  of  the  attendance  gate  has  continued  to  increase  over 
the  years,  and  is  now  at  about  20%  (i.e.,  20%  of  all  attendees  use  BART  to  go  to  an 
event  at  the  Coliseum).  Special  train  service,  such  as  to  the  annual  Bay-to-Breakers  race 
in  San  Francisco,  and  Shoppers’  Specials  during  the  holiday  season,  have  been 
developed  and  marketed  to  promote  increased  offpeak  system  use  and  additional 
revenue.  [The  farebox  ratio  for  the  1991  Bay-to-Breakers  service  was  149%.]  BART 
marketing  efforts  have  more  recently  focused  on  a program  to  get  new  residents  to  the 
Bay  Area  to  try  BART,  and  hopefully  use  the  system  on  a regular  basis. 

Improving  services  and  tapping  new  revenue  sources  is  extended  to  BART’s  express  bus 
system.  Since  privatization  of  this  part  of  BART  operations  in  1991,  and  route 
streamlining/schedule  coordination  with  rail,  the  farebox  ratio  for  express  bus  service  has 
continued  to  rise.  Whereas  the  express  bus  farebox  ratio  stood  at  10-12%  a few  years 
ago,  the  current  level  is  in  excess  of  16%  (additional  details  with  regard  to  BART’s 
express  bus  service  follow  under  Goal  7,  below). 

Improving  rail  service,  either  by  providing  more  frequent  trains  or  by  extending  lines  to 
areas  not  currently  served,  strikes  at  the  heart  of  BART’s  efforts  as  documented  in  this 
Short  Range  Transit  Plan  and  accompanying  Capital  Improvement  Program.  Headway 
constraints  and  how  best  to  overcome  them  have  been  the  focal  point  of  BART’s  Capacity 
Expansion  Program  for  over  a decade.  The  complexity  and  magnitude  of  the  projects 
which  are  needed  to  provide  more  frequent  service  have  required  a major  effort  of  both 
time  and  resources.  The  addition  of  the  third  track  through  downtown  Oakland  (the  KE 
track),  the  Daly  City  tailtrack  and  maintenance  yard,  the  150  new  C-cars,  and  most 
recently,  the  March  1992  signing  of  a purchase  agreement  with  Morrison-Knudsen  for  80 
more  cars  (with  an  option  to  buy  up  to  an  additional  170  cars,  for  a total  of  250  new  cars) 
are  products  of  this  program.  With  much  work  left  to  complete,  this  effort  continues  with 
the  principle  objective  of  putting  key  system  components  in  place  which  will  enable  the 
current  minimum  scheduled  headway  of  180  seconds  to  be  reduced  to  at  least  135 
seconds,  and  possibly  even  further  to  120  seconds.  Equally  as  important,  is  the 
capability  of  the  new  system  components  to  support  1 1 new  stations  and  32  miles  of 
extensions  which  will  be  phased  into  operations  between  mid  1995  and  2002. 

Capacity  expansion  and  extensions  activities  have  increasingly  become  more 
interdependent  as  the  time  horizon  for  turning  on  new  service  quickly  approaches,  and 
the  details  of  both  efforts  must  be  worked  out  using  a systems  approach.  The  first  three 
extension  projects  are  now  under  construction,  with  groundbreaking  having  taken  place 
in  October  1991  for  the  Dublin/Pleasanton  extension  and  in  May  1992  for  the  Colma 
extension.  Environmental  analyses  and  preliminary  engineering  are  currently  underway 
for  an  extension  from  Fremont  Station  to  Warm  Springs  in  southern  Alameda  County,  and 
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for  an  extension  from  Colma  Station  to  San  Francisco  International  Airport  in  San  Mateo 
County. 

Efforts  related  to  the  implementation  of  extensions  beyond  phase  I have  also  progressed. 
The  West  Contra  Costa  Alignment  Alternatives  Study  is  to  be  completed  in  the  Fall  of 
1992.  The  focus  of  this  effort  is  four  potential  alignments  for  an  extension  to  the  vicinity 
of  Crockett.  BART  is  working  closely  with  the  Port  of  Oakland  for  the  purpose  of 
advancing  a fixed-guideway  connection  to  Oakland  International  Airport.  Steps  have  been 
taken  to  begin  a study  of  turnkey  implementation  of  the  project.  Working  with  local 
agencies  and  planning  committees,  BART  is  also  monitoring  efforts  with  regard  to  phases 
II  and  III  extension  projects  which  are  identified  in  BART’s  Extensions  Staging  Policy  for 
future  implementation  (refer  to  Figure  3-15  in  Chapter  3). 

As  involved  as  BART  is  with  efforts  to  increase  capacity  and  extend  the  system,  this  has 
not  overshadowed  the  need  for  implementing  improvements  to  other  aspects  of  BART 
service.  System  access  is  a prime  example,  where  providing  sufficient  parking  and 
coordinating  services  with  other  transit  providers  is  basic  to  expanding  and  tapping  new 
markets.  Fiscal  year  1992  began  with  plans  to  add  1 ,200  new  parking  spaces  to  BART’s 
July  1,  1991  inventory  of  29,561  parking  spaces  at  stations.  The  paving  of  the  Saint 
Charles  Street  lot  at  Daly  City  Station  (which  opened  in  January  1 992)  added  291  spaces. 
This  in  addition  to  the  opening  of  the  Pleasant  Hill  parking  structure  (1,200  spaces)  in 
May  1992,  resulted  in  exceeding  this  target  (refer  to  Figure  1-3,  BART  Parking  Space 
Inventory).  BART’s  access  program  is  by  no  means  limited  to  parking.  Coordination  of 
transit  services  is  a major  focus  of  attention  and  is  highlighted  in  BART’s  FY  92 
Productivity  Improvement  Program.  The  details  of  this  are  presented  under  Goal  7 which 
addresses  transit  integration. 

Other  BART  programs  focus  on  efforts  to  capture  new  sources  of  revenue.  This  includes 
the  sale  of  excess  land  BART  owns  (which  provided  for  just  over  one  million  dollars  to 
BART’s  capital  budget  in  FY  92),  leasing  of  space  in  stations  for  concessions,  right-of-way 
leasing  for  fiber  optics  facilities,  and  ground  leases  for  joint  development  projects. 
Expansion  of  Concessions  Activities  is  one  of  BART’s  FY  92  PIP  projects  which  was 
identified  as  the  result  of  the  1990  Performance  Audit.  While  the  cancellation  of  the 
concessions  contract  (effective  January  31,  1992)  with  Host  International  was 
unanticipated,  in  FY  92  BART  exceeded  the  Performance  Audit’s  target  of  increasing 
concession’s  revenue  by  10%  over  FY  90.  The  actual  increase  over  FY  90  was  30%, 
with  concessions  revenue  coming  in  at  $1,095,502  versus  $843,230  two  years  ago  (for 
additional  details  see  Figure  2-3,  Status  for  BART’s  FY  92  PIP  Projects). 
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Goal  6:  Secure  And  Manage  Funds  Necessary  To  Maintain  And  Expand  The 

System  And  Operate  BART  According  To  Fiscaily  Sound  Business 
Practices 

Increased  competition  for  limited  local,  state,  and  federal  funding  has  resulted  in  BART 
having  to  take  a more  aggressive  role  in  advocating  and  securing  resources  for 
implementing  needed  capital  improvements.  Rehabilitation  of  the  20-year  old  basic 
system  alone  is  estimated  to  cost  $678  million.  This  is  money  that  will  be  needed  over 
the  next  ten  years  to  keep  the  current  system  in  top  condition.  Implementation  of  all  the 
phase  I extensions  pushes  BART’s  funding  needs  up  an  additional  $2.0  billion  that  will 
be  required  over  the  next  ten  years.  The  process  for  identifying  projects,  developing 
implementation  schedules  based  on  priorities,  and  project  funding  drives  BART’s  capital 
program.  The  companion  document  to  this  Short  Range  Transit  Plan,  BART’s  1992 
Capital  Improvement  Program  (CIP),  discusses  this  process  and  identifies  the  projects 
and  funding  required  for  the  delivery  of  service  improvements  through  the  fiscal  year  2002 
as  described  in  this  document. 

BART’s  Department  of  Government  and  Community  Relations  (G&CR)  oversees  the 
District’s  efforts  with  regard  to  legislative  advocacy  and  procurement  of  capital  program 
funding.  During  FY  92,  G&CR  staff  have  worked  closely  with  the  California  Transit 
Association  and  MTC  to  develop  legislation  for  streamlining  the  administrative  process  for 
state  funding.  At  the  federal  level,  efforts  have  included  the  American  Public  Transit 
Association’s  (APTA)  legislative  conference  and  meetings  with  key  legislators  regarding 
transit  funding.  This  is  particularly  timely  given  the  landmark  Intermodal  Surface 
Transportation  Efficiency  Act  (ISTEA)  of  1991  which  provides  increased  Congressional 
authorizations  for  transit  funding.  BART  is  improving  both  how  its  funding  needs  are 
identified  and  communicated  by  strengthening  the  processes  under  which  its  capital 
program  and  operating  budgets  are  formulated.  This  includes  educating  managers  about 
federal,  state,  and  local  grant  requirements  and  providing  them  with  customized  financial 
reports;  improving  the  CIP’s  project  descriptions,  justifications,  and  funding/cash  flow 
schedules  and  sources;  and  promoting  consistency  and  continuity  in  the  use  of 
information  technology  for  reporting  project  development  and  implementation  status. 
BART’s  Project  Tracking  System  has  been  cited  as  an  important  step  toward  improving 
how  the  implementation  status  of  a complex  capital  program  can  be  accurately  tracked. 
[This  project  was  included  in  BART’s  Productivity  Improvement  Program  for  FY  91.] 

To  ensure  that  BART  utilizes  the  funds  it  does  receive  to  the  public’s  best  advantage  is 
a key  function  of  the  District’s  Department  of  Internal  Audit,  which  was  created  last  fiscal 
year.  During  FY  92,  this  department  undertook  audits  of  all  major  BART  financial 
activities  and  transactions,  as  well  as  conducted  audits  with  respect  to  contracts, 
performance,  fraud,  waste,  and  abuse. 
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Goal  7:  Take  The  Leadership  Role  In  Integrating  Various  Features  Of  Regional 

Transportation  Systems  in  Policy,  Finance,  And  Operations 

With  just  over  71  miles  of  double-mainline  track  currently  and  32  more  to  be  added  in  the 
next  ten  years,  BART  provides  a common  thread  linking  over  a dozen  local  and  long- 
distance ground  transportation  providers.  With  future  connections  to  both  San  Francisco 
and  Oakland  International  Airports,  this  number  quickly  multiplies  by  adding  all  the  airlines 
serving  these  two  facilities.  BART’s  role  in  the  region,  by  its  very  nature,  is  to  join  places 
by  providing  quality,  car-free  accessibility.  BART,  however,  cannot  serve  all  places 
directly  and  is,  therefore,  only  as  strong  as  its  ties  to  where  people  come  from  and  want 
to  go.  Accessibility  \s  the  key,  regardless  of  mode.  While  parking  is  very  important,  for 
the  region  to  maximize  its  investment  in  BART  (as  well  as  for  its  investment  in  all  forms 
of  public  transit)  and  to  achieve  clean  air  standards,  it  is  of  a paramount  concern  that  the 
Bay  Area’s  transit  systems  function  as  an  integrated  whole  to  promote  increased  ridership 
and  reduced  automobile  dependence. 

The  importance  of  this  has  led  BART  to  implement  projects  which  make  using  transit 
easier,  whether  in  regard  to  coordinating  schedules  and  fares  or  providing  or  better 
information  for  transit  connections.  The  Inter-Operator  Coordination/SB-602  section  of 
BART’S  FY  92  Productivity  Improvement  Program  (PIP)  contains  seven  projects  for 
improving  transit  access  to  BART.  Six  of  these  are  transit  centers  for  the  following 
stations:  Bay  Fair,  Concord,  El  Cerrito  del  Norte,  Fruitvale,  Hayward,  and  Walnut  Creek. 
The  transit  center  projects  are  all  similar  in  scope  in  that  each  calls  for  increasing  the 
number  of  bus  loading  zones,  providing  safe  and  fast  circulation  of  buses,  adding 
sheltered  walkways,  and  improving  signs  and  availability  of  information.  [Refer  to  Figure 
2-3,  Status  for  BART’s  FY  92  PIP  Projects.] 

The  remaining  SB-602  PIP  project  is  the  Premium  BARTPIus  Ticket,  which  was 
implemented  in  February  1992.  This  is  a bi-monthly  single  fare  instrument  which  permits 
unlimited  riding  on  participating  transit  systems  which  connect  with  BART,  and  contains 
BART  stored  value  as  well  as  bonus  ride  features  (refer  to  Figure  1-6,  BART  Fare 
Components  and  Ticket  Prices  for  additional  details).  Premium  BARTPIus  is  the  latest 
multi-operator/single-fare  instrument  to  be  implemented,  and  includes  local  and  longer- 
distance  transit  services  in  the  Bay  Area.  Other  multi-operator  tickets  which  were 
implemented  prior  to  Premium  BARTPIus  include  the  monthly  BART/MUNI  Fast  Pass 
(available  since  April  1983)  and  the  bi-monthly  BARTPIus  ticket  (available  since  April 
1991).  Approximately  13%  of  weekday  travel  on  BART  is  made  with  the  BART/MUNI 
Fast  Pass.  An  additional  5%  of  weekday  trips  are  associated  with  the  BARTPIus.  Less 
than  0.1%  of  all  weekday  trips  are  made  with  the  Premium  BARTPIus  owing  to  the 
relative  newness  of  this  fare  instrument  and  its  much  more  limited  market  relative  to  the 
lower  cost  BARTPIus.  Figure  2-5  (Inter-Operator  Fare  Instrument  Ridership,  BART/MUNI 
Fast  Pass  and  BARTPIus/Premium  BARTPIus)  summarizes  the  ridership  data  for  both  the 
BART/MUNI  Fast  Pass  and  BARTPIus  including  Premium  BARTPIus. 
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BART  has  been  diligently  working  to  implement  TransLink  which  will  be  a new  universal 
fare  instrument  valid  on  participating  Bay  Area  transit  systems.  TransLink,  which  will 
have  magnetically  encoded  fare  information  similar  to  BART  tickets,  will  initially  be  placed 
in  service  by  January  1993  on  BART,  BART  express  buses,  and  buses  operated  by 
Central  Contra  Costa  Transit  Authority  (CCCTA).  Expansion  of  this  fare  instrument  will 
be  dependent  upon  its  success  on  this  limited  basis,  and  interest  on  the  part  of  other  Bay 
Area  operators  to  participate  in  the  program. 

BART  is  also  involved  in  the  coordination  and  integration  of  transportation  services  in  the 
Bay  Area  as  evidenced  by  the  District’s  participation  in  emergency  and  energy 
contingency  planning,  including  interim  and  future  efforts  to  improve  and  or  replace 
damaged  and/or  destroyed  freeways  due  to  the  October  1989  Loma  Prieta  Earthquake-- 
(with  Caltrans  as  lead  agency),  and  State  mandated  county  congestion  management 
planning  (with  the  individual  counties  as  lead  agency). 


Goal  8:  Build  Constituencies  At  All  Levels  Of  Government  To  Support  The 

BART  Organization  And  Its  Programs 

As  a publicly  funded  agency,  one  whose  Board  of  Directors  are  locally  elected,  BART  is 
well  positioned  to  receive  and  respond  to  public  concerns  regarding  the  current  state  and 
future  of  the  system. 

In  addition  to  communication  via  Board-related  processes,  BART  has  implemented 
important  programs  aimed  at  both  educating  and  promoting  dialogue  between  the 
organization  and  outside  concerns  be  they  individuals,  special  interest  and  professional 
groups,  small  businesses,  or  large  corporations.  The  BART  Speaker  Bureau  Program 
was  established  in  1990  to  respond  to  requests  for  information,  usually  in  the  form  of 
presentations  before  special  interest  groups.  Specific  interests  and  topics  are  identified 
for  each  individual  request  and  a knowledgeable  BART  staff  member,  drawn  from  a pool 
of  speakers,  is  selected  for  addressing  the  group.  This  program  is  instrumental  in 
communicating  BART  initiatives  and  promoting  support  for  the  system.  Augmenting  the 
Speaker  Bureau  is  a program  which  offers  special  tours  of  the  system.  Depending  upon 
particular  interest,  this  includes  inspection  of  BART  Central  Control,  maintenance  shops, 
and  other  key  system  facilities. 

With  three  extension  projects  now  under  heavy  construction,  communities  are  requesting 
more  information  to  prepare  for  construction-related  changes  and  to  address  their 
impacts.  In  response  to  these  concerns,  BART  is  implementing  a comprehensive 
community  relations  program  in  conjunction  with  the  phase  I extension  projects. 
Community  service  centers  will  be  opened  in  each  extension  corridor  (Castro  Valley, 
North  Concord,  and  Colma)  to  provide  this  level  of  information.  A community  relations 
representatives  dedicated  to  respective  corridors  will  also  be  part  of  the  staff  for  the 
centers. 
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As  stated  under  Goal  6 (secure  and  manage  funds  for  maintenance  and  expansion), 
BART’S  Government  and  Community  Relations  Department  keeps  abreast  of  legislative 
matters  and  formulates  plans  for  advocating  support  for  BART  initiatives. 


EVALUATION  OF  RIDERSHIP 

BART  ridership  grew  at  a modest  pace  over  the  past  year  which  was  marked  by  a net 
loss  of  jobs  in  the  region  due  to  the  recession.  Out  migration  of  employers  from  the 
regional  core,  downtown  San  Francisco  in  particular,  to  suburban  areas  also  continued. 
Despite  the  recession  and  job  shifts,  total  annual  trips  on  the  BART  were  1 .5%  higher  in 
FY  92  versus  the  prior  fiscal  year.  Average  weekday  travel  was  up  0.8%  from  247,456 
trips  to  249,548;  system  use  on  Saturdays  went  up  0.1%  from  an  average  of  108,099  to 
108,179  trips,  with  Sunday’s  average  increasing  3.5%  from  65,779  to  68,111  trips. 

Figure  2-6  (Total  Monthly  Rail  Trips)  identifies  total  monthly  BART  ridership  for  FY  91  and 
FY  92.  Also  identified  is  the  budgeted  ridership  for  FY  92.  As  shown,  total  monthly 
ridership  this  fiscal  year  is  roughly  at  or  above  respective  months  last  year,  with  the 
exception  of  May  1992  which  was  7.5%  below  May  1991.  March  1992,  on  the  other 
hand,  shows  a substantial  gain  of  8.8%  over  March  1991.  Contributing  to  this  increase 
was  BART  travel  to  the  Oakland  Coliseum  for  the  World  Figure  Skating  Championships 
which  were  held  over  a five-day  period  in  March  1992.  For  this  event,  BART  provided 
extra  capacity  by  lengthening  scheduled  trains  and  placing  additional  trains  in  service. 
Total  trips  on  BART  during  FY  92  amounted  to  72,987,888.  This  is  0.7%  under  a 
budgeted  figure  of  73,524,613  trips. 

Showing  a similar  trend  to  rail  ridership  is  that  for  total  trips  on  BART  express  buses. 
Figure  2-7  (Total  Monthly  Express  Bus  Trips)  identifies  the  monthly  ridership  for  this 
service.  In  all  months  except  December  and  May,  the  relationship  of  FY  91  to  FY  92 
levels  mirrors  that  for  rail.  For  December  and  May,  this  pattern  is  reversed  with  FY  91 
being  higher.  Rail  ridership  showed  a gain  in  December  1991,  due  primarily  to  holiday 
shopping  and  the  extra  train  service  provided.  December  1991  express  bus  ridership, 
however,  was  substantially  below  December  1990’s.  Express  bus  ridership  was  1.9% 
higher  in  FY  92  compared  to  FY  91  (2,104,219  trips  in  FY  92  versus  2,065,947  in  FY  91). 

Figure  2-8  (Average  Weekday  Rail  Trips)  identifies  average  weekday  rail  ridership  by 
month  for  FY  91  and  FY  92  and  the  FY  92  forecast.  Similar  trends  are  evident  as  for 
total  trips  noted  above.  During  FY  92,  weekday  ridership  averaged  249,548  trips  versus 
a forecast  of  252,760  (98.7%  achievement).  The  split  between  peak  and  offpeak  system 
use  is  shown  in  Figure  2-9  (Average  Weekday  Peak  Period  Rail  Trips)  and  Figure  2-10 
(Average  Weekday  Offpeak  Rail  Trips).  Of  note  are  the  offpeak  ridership  gains  made  in 
December  1 991  and  March  1 992  relative  to  the  same  months  one  year  earlier.  Increased 
marketing  of  BART’s  Shoppers’  Specials  trains  provided  on  the  five  Sundays  between 
Thanksgiving  and  Christmas  (with  direct  transbay  service  on  three  routes  versus  regular 
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Sunday  service  of  one  transbay  route)  contributed  to  this  gain.  Stepped  up  marketing 
efforts  which  have  focused  on  Oakland  Coliseum  events  are  key  factors  in  these  gains. 

During  FY  92,  BART  ridership  for  the  four-hour  peak  period  (two  hours  during  the  morning 
commute  plus  the  two  hours  in  the  afternoon)  averaged  1 1 9,082  trips,  or  47.7%  of  typical 
weekday  ridership.  Offpeak  ridership  on  weekdays  in  FY  92  averaged  130,466  trips,  or 
52.3%  of  average  weekday  system  use.  Compared  to  forecast,  peak  and  offpeak  BART 
ridership  in  FY  92  was  98.6%  and  99.0%  of  fiscal  year  forecasts,  respectively. 

Weekend  BART  use  continues  to  make  substantial  gains,  particularly  for  Sunday  travel 
(refer  to  Figure  2-1 1 , Average  Saturday  Rail  Trips;  and  Figure  2-12,  Average  Sunday  Rail 
Trips).  Marketing  efforts  promoting  offpeak  travel  and  special  service  for  major  Bay  Area 
events  have  contributed  to  this  favorable  trend.  Saturday  ridership  during  FY  92 
averaged  108,179  trips,  or  98.6%  of  a forecast  of  109,740.  Sunday’s  average  was 
68,1 1 1 , or  4.7%  above  a forecast  of  65,044  trips. 

Of  special  note  is  the  gain  made  with  respect  to  MUNI  Fast  Pass  travel  on  BART. 
Despite  a 7.1%  increase  in  the  Fast  Pass  price,  from  $28  to  $30  effective  August  1991 , 
BART  trips  made  with  the  Fast  Pass  continued  showed  gains  over  FY  91  on  a month-to- 
month  basis  through  March  1992.  This  is  seen  in  Figure  2-13  (Average  Weekday  Fast 
Pass  Trips),  Figure  2-14  (Average  Saturday  Fast  Pass  Trips),  and  Figure  2-15  (Average 
Sunday  Fast  Pass  T rips)  which  summarize  Fast  Pass  ridership  data  for  average  weekday, 
Saturday,  and  Sunday.  It  should  also  be  noted  that  MUNI  implemented  a 1 3.3%  increase 
for  its  single  payment  cash  fare,  which  went  from  a base  of  750  to  850,  also  beginning 
in  August  1991 . Experience  has  shown  that  the  use  of  the  Fast  Pass  on  BART  is  directly 
related  to  the  disparity  between  the  MUNI’s  base  fare  and  the  price  of  the  Fast  Pass. 
MUNI  fare  increases  which  favor  a shift  to  increased  Fast  Pass  purchases  and  use 
(because  the  Fast  Pass  is  made  to  be  an  increasingly  better  buy),  result  in  higher  levels 
of  intra-San  Francisco  BART  ridership  with  this  fare  instrument. 


EVALUATION  OF  DEMAND  VERSUS  CAPACITY 

[The  analysis  in  the  following  section  is  based  on  BART’s  train  schedule  which  was  in 
effect  prior  to  June  22,  1992.] 

One  of  BART’S  basic  service  objectives  is  to  provide  adequate  capacity  such  that  the  ratio 
of  onboard  passengers  to  seats  (i.e.,  load  factor)  averages  1.15  during  peak  periods. 
Efforts  to  achieve  this  objective  are  often  precluded  by  headway  constraints,  which  dictate 
maximum  train  frequencies,  in  conjunction  with  BART’s  ten-car  maximum  allowable  train 
length.  The  net  result  is  additional  capacity  cannot  be  provided,  even  when  cars  are 
available,  until  headways  can  be  reduced.  This  is  precisely  the  objective  of  BART’s 
Capacity  Expansion  Program.  In  advance  of  implementing  higher  frequency  and  capacity 
service,  trains  are  sized  to  achieve  the  1 .15  load  factor  objective  for  discretionary  trains. 
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These  are  trains  that  are  less  than  ten-cars  long  and  can  be  lengthened  as  demand 
warrants. 

The  recent  acquisition  of  150  C-cars  has  enabled  BART  to  add  capacity  under  current 
headway  constraints  by  lengthening  trains  up  to  the  ten  car  limit.  How  the  new  C-cars 
have  been  used  to  provide  added  capacity  is  best  revealed  by  looking  at  the  peak  period 
screenline  crossings  for  all  cars  in  operation.  [The  maximum  screenline  crossings  are 
West  Oakland-Embarcadero  stations  for  the  three  transbay  routes  and  Lake  Merritt- 
Fruitvale  stations  for  the  Richmond-Fremont  route.]  Three  years  ago  with  a fleet  of  439 
A-  and  B-cars,  the  number  of  vehicles  scheduled  to  pass  through  the  maximum 
screenlines  during  the  afternoon  peak  period  was  353  (313  cars  on  transbay  routes  and 
40  cars  on  the  Richmond-Fremont  route).  Currently,  with  150  more  cars,  BART  is  able 
to  provide  397  cars  (346  transbay  plus  51  Richmond-Fremont).  These  44  additional  cars 
represent  a 12.5%  increase  in  capacity,  and  are  equivalent  to  inserting  five  new  trains  in 
BART’S  schedule.  Because  all  peak  hour  trains  have  been  near  or  at  the  ten-car  limit  for 
over  a decade,  most  of  the  new  C-car  capacity  has  been  added  to  trains  which  pass 
through  the  maximum  screenlines  during  the  balance  of  the  peak  period,  or  45  minutes 
just  before  and  after  the  peak  one  hour.  Spreading  of  peak  demand,  a phenomenon 
wherein  people  adjust  their  departure  times  from  home  and  work  to  take  advantage  of 
better  travel  conditions,  has  resulted  in  greater  growth  in  demand  for  the  balance  of  the 
peak  period  relative  to  the  peak  hour.  BART  has  responded  by  adding  and  adjusting 
capacity  during  these  travel  times  to  accommodate  this  higher  demand  at  the  policy  1.15 
load  factor. 

Figure  2-16  (Morning  Peak  Period  Load  Factors)  and  Figure  2-17  (Afternoon  Peak  Period 
Load  Factors)  summarize  on  a quarterly  basis  load  factors  by  route  for  all  morning  and 
afternoon  peak  period  trains  in  operation.  As  seen,  peak  period  load  factors  are  fairly 
consistent  on  a seasonal  basis  but  vary  by  route  as  well  as  by  time  of  day  (i.e.,  morning 
versus  afternoon  commute  periods).  Load  factors  during  the  morning  peak  period  tend 
to  be  somewhat  lower  than  those  in  the  afternoon. 

These  averages  are  for  all  trains  during  the  entire  peak  period.  [This  interval  of  time 
corresponds  to  a complete  train  cycle,  or  the  time  it  takes  a train  to  travel  from  a yard  and 
make  one  full  loop  on  its  designated  route-approximately  2V2  hours.]  Load  factors  during 
the  peak  one  hour  are  considerably  higher  as  shown  in  Figure  2-18  (Morning  Peak  Hour 
Load  Factors)  and  Figure  2-19  (Afternoon  Peak  Hour  Load  Factors).  Detailed  demand 
and  capacity  data  for  the  morning  and  afternoon  peak  periods  are  presented  in  Figure  2- 
20  (Morning  Peak  Period  Load  Factors  For  All  Trains,  October-December  1991)  and 
Figure  2-21  (Afternoon  Peak  Period  Load  Factors  For  All  Trains,  October-December 
1991).  Note  that  the  reported  load  factors  are  based  on  capacity  actually  provided.  For 
comparison  purposes,  scheduled  capacity  is  also  shown. 
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Figure  2-20 

MORNING  PEAK  PERIOD 
LOAD  FACTORS  FOR  ALL  TRAINS  ^ 
OCTOBER  - DECEMBER  1991 


TRANSBAY  FROM  WEST  OAKLAND 

PkHimwou'ik 

Tll^  INfTERVAL  TRAINS  a 


OF  P£A^  TRAIN  Cff  L£ 

(0632-0707)  A 1o!o 


6.0 

6.1 

101.7% 

22.0 

22.1 

100.5% 


100.0% 

40.0 

38.8 
96.9% 

170.0 
168.4 
99.0% 

96.0 
95.4 
993% 

58.0 

57.8 
99.6% 

54.0 
54.6 

1013% 

208.0 
207.8 
99.9% 


TOTAL  TBAY 
(0632-0707) 

(0808-0859) 

TOTAL  PEAK  PERIOD  TRAIN  CYCLE 
C/DC  S 18.0  176.0 

(0632-0859)  A 18.0  175.0 

% 100.0%  99.4% 

F/DC  S 11.0  108.0 

(0632-0859)  A 11.0  107.8 


993% 

378.0 


3,600 

3,600 

100.0% 

2,880 

2,790 

96.9% 

12340 

12,123 

99.0% 


6,912 

6,867 

99.3% 


3,888 

3,933 

1013% 

14,976 

14,958 

99.9% 


7,776 

7,758 


27316 

27,081 

99.5% 


TOWARDS  DOWNTOWN  SAN  FRANOSCO  FROM 

PkHmwouik 

TIME  INTERVAL  TRAINS  CARS  SEATS  PASS’GRS  FACTOR 


13.0  122.0  8,784 

12.6  118.5  8,532 

96.9%  97.1%  97.1% 


,0.0  0.70S 

(0634-0718)  A 17.1  158.1  11,385 

(0819^1)  % 100.6%  116.4%  116.4% 


_ ...  257.9  18,569 

(0634-0901)  A 29.7  276.6  19,917 

% 99.0%  107.3%  107.3% 


NOTES: 

‘ Based  on  representative  weekday  data  for  ridership 
•*  Data  in  rows  designated  by  'S’  are  scheduled,  ‘A‘ 


SOUTH  AND  WESTBOUND  FROM  ASHBY/ROCKRIDGE 


TOdUlWCXJIk 
TIME  INTERVAL 

PEAK  HOUR: 
CA5C 

S 

TRAINS 

8.0 

CARS 

80.0 

SEATS 

5,760 

PASS'GRS 

■■LOAD 

FACTOR 

(0654-0753) 

RrDC 

A 

% 

S 

8.0 

100.0% 

4.0 

79.6 

99.5% 

40.0 

5,733 

99.5% 

2,880 

6,441 

1.12 

(0653to752) 

F/R 

A 

% 

S 

3.9 

97.5% 

4.0 

38.8 

96.9% 

15.0 

2,790 

96.9% 

1,080 

2,435 

0.87 

(0721-0820)  A 4.0 

% 100.0% 

BALANCE  OF  PEAK  TRAIN  CYCLE 
DDC  S 10.0 

15.4 

102.5% 

96.0 

1,107 

102.5% 

6,912 

608 

0.73 

(0619to653) 

(0754-0846) 

R/DC 

A 

% 

S 

10.0 

100.0% 

6.0 

95.4 

993% 

54.0 

6,867 

99.3% 

3,888 

6,408 

0.93 

(0618-0652) 

(0753to846) 

F/R 

A 

% 

S 

6.1 

101.7% 

6.0 

54.5 

100.9% 

24.0 

3,924 

100.9% 

1,728 

2,961 

0.75 

(0640-0720)  A 5.9 

(0821-0907)  % 98.3% 

TOTAL  PEAK  PERIOD  TRAIN  CYCL 
C/DC  S 18.0 

23.8 

99.0% 

E 

176.0 

1,710 

99.0% 

12,672 

898 

053 

(0619-0846) 

R4X) 

(0618-0846) 

A 

% 

S 

18.0 

100.0% 

10.0 

175.0 

99.4% 

94.0 

12,600 

99.4% 

6,768 

12,849 

1.02 

F/R 

(0640-0907) 

A 

% 

S 

10.0 

100.0% 

10.0 

93.3 

993% 

39.0 

6,714 

993% 

2,808 

5,396 

0.80 

A 

% 

9.9 

99.0% 

39.1 

100.3% 

2,817 

100.3% 

1,706 

0.61 

NORTHBOUND  FROM  FRUITVALE 


PEAK  HOUR: 
F/DC 

(0657-0756) 


TRAINS  CARS  SEATS  PASS'GRS 


5.0  50.0  3,600 

5.1  51.3  3,690 

102.0%  102.5%  102.5% 


(0719-0818)  A 4.9 

% 98.0% 

BA^E  OF  PEAK  TRAIN  CYCLE 


29.0 

28.3 

97.4% 


2,088 

2,034 

97.4% 


21.0  1,512 

21.0  1,512 

100.0%  100.0% 


108.0  7,776 

11.0  107.8  7,758 

100.0%  99.8%  99.8% 

10.0  50.0  3,600 

9.9  49.3  3,546 

99.0%  98.5%  98.5% 


and  train  operations  (for  all  peak  period  trains  at  their  maximum  toad  points), 
actual,  and  *%“  is  the  percent  of  scheduled  service  delivered. 
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TRANSBAY  FROM  EMBARCADERO 


PEHmWUUIb 

^OAD"" 

ITIMEINIEaVAL 

'PEAK  HOUR: 

TRAINS 

CARS 

SEATS 

PASS-GRS 

FACTOR 

OOC 

S“ 

7.0 

70.0 

5,040 

(1630-1729) 

A” 

6.9 

68.8 

4,950 

6,043 

122 

%•• 

98.6% 

982% 

9827. 

F/DC 

S 

6.0 

60.0 

4,320 

(1630-1729) 

A 

5.8 

57.4 

4,131 

4,968 

120 

% 

96.7% 

95.6% 

95.67. 

R/DC 

S 

4.0 

38.0 

2,736 

(1630-1729) 

A 

4.0 

38.1 

2,745 

3,109 

1.13 

% 

100.0% 

1005% 

10057, 

TOTAL  TBAY 

S 

17.0 

168.0 

12,096 

(1630-1729) 

A 

16.7 

1645 

11,826 

14,120 

1.19 

% 

98.2% 

97.8% 

97.87. 

RAI^CF  OF  PEAK  TRAIN  CYCLE 

80.0 

5,760 

(1545-1629) 

A 

8.0 

795 

5,724 

6,831 

1.19 

(1730-1812) 

% 

100.0% 

99.47. 

99.47. 

F/DC 

S 

5.0 

48.0 

3512 

(1545-1629) 

(1730-1812) 

A 

4.9 

45.5 

3276 

3,844 

1.17 

% 

98.0% 

98.9% 

98.97. 

R/DC 

S 

6.0 

52.0 

3,744 

(1545-1629) 

A 

6.0 

53.0 

3,816 

3,848 

1.01 

(1730-1812) 

% 

100.0% 

101.97. 

101.97. 

TOTAL  TBAY 

S 

19.0 

178.0 

12,816 

(1545-1629) 

A 

18.9 

178.0 

12,816 

14,523 

1.13 

(1730-1812) 

% 

995% 

100.07. 

100.07. 

TOTAL  PEAK  PERIOD  TRAIN  CYCLE 

C/DC 

S 

15.0 

150.0 

10,800 

(1545-1812) 

A 

14.9 

148.3 

10,674 

12,874 

121 

% 

995% 

98.87. 

98.8% 

F/DC 

S 

11.0 

106.0 

7,632 

(1545-1812) 

A 

10.7 

102.9 

7,407 

8,812 

1.19 

% 

975% 

97.1% 

97.17. 

R/DC 

S 

10.0 

90.0 

6,480 

(1545-1812) 

A 

10.0 

91.1 

6,561 

6,957 

1.06 

% 

100.0% 

101.3% 

10157. 

TOTAL  TBAY 

S 

36.0 

346.0 

24,912 

(1545-1812) 

A 

35.6 

342.3 

24,642 

28,643 

1.16 

% 

98.9% 

98.97. 

98.97. 

TOWARDS  DALY  CITY  FROM  CIVIC  CENTER 

PbRIOU/HOUIb 

LOAD 

,UME  INTERVAL 

TRAINS 

CARS 

SEATS 

PASS'GRS 

FACTOR 

PEAK  HOUR; 

All  ROUTES 

S 

12.0 

120.0 

8,640 

(1630-1729) 

A 

12.0 

120.0 

8,640 

7,436 

0.86 

% 

100.0% 

100.07. 

100.07. 

BALANCE  OF  PEAK  TRAIN  CYCLE 

TlrRWfES  S 18.0 

152.0 

10,944 

(1545-1629) 

A 

18.1 

157.1 

11,313 

7,808 

0.69 

(1730-1812) 

% 

100.6% 

103.47. 

103.47. 

TOTAL  PEAK  PERIOD  TRAIN  CYCLE 

ALL  ROUTES 

S 

30.0 

272.0 

19,584 

(1545-1812) 

A 

30.1 

277.1 

19,953 

15244 

0.76 

% 

100.37. 

101.97. 

101.97. 

NORTH  AND  EASTBOUND  FROM  MACARTHUR 


PbHIUlYHUUIb 

LOAD 

TIME  INTERVAL 

TRAINS 

CARS 

SEATS 

PASS’GRS 

FACTOR 

PEAK  HOUR: 
COC 

S 

7.0 

70.0 

5,040 

(1647-1746) 

A 

6.9 

68.8 

4,950 

5,829 

1.18 

7. 

98.67. 

9827. 

9827. 

FWX> 

S 

4.0 

38.0 

2,736 

(1647-1746) 

A 

3.9 

37.1 

2,673 

2,935 

1.10 

% 

97.57. 

97.7% 

97.77. 

F/R 

S 

5.0 

19.0 

1,368 

(1631-1730) 

A 

4.9 

19.4 

1,395 

1,081 

0.77 

7. 

98.07. 

102.07. 

102.07. 

BALANCE  OF  PEAK  TRAIN  CYCLE 

C/DC 

S 

8.0 

80.0 

5,760 

(1602-1829) 

A 

7.6 

75.8 

5,454 

6,394 

1.17 

(1747-1829) 

7. 

95.07. 

94.77. 

94.77. 

R/DC 

S 

6.0 

52.0 

3,744 

(1602-1829) 

A 

6.0 

52.8 

3,798 

3,460 

0.91 

(1747-1829) 

7. 

100.07. 

101.47. 

101.47. 

F/R 

S 

5.0 

18.0 

1296 

(1546-1630) 

A 

5.1 

19.1 

1,377 

829 

0.60 

(1730-1814) 

% 

102.07. 

106.37. 

106.37. 

TOTAL  PEAK  PERIOD  TRAIN  CYCLE 

C/DC 

S 

15.0 

150.0 

10,800 

(1602-1829) 

A 

14.5 

144.5 

10,404 

12223 

1.17 

7. 

96.77. 

96.37. 

96.37. 

R/DC 

(1602-1829) 

S 

10.0 

90.0 

6,480 

A 

9.9 

89.9 

6,471 

6,395 

0.99 

7. 

99.07. 

99.97. 

99.97. 

F/R 

(1546-1814) 

S 

10.0 

37.0 

2,664 

A 

10.0 

38.5 

2,772 

1,910 

0.69 

7. 

100.07. 

104.17. 

104.17. 

SOUTHBOUND  FROM  LAKE  MERRITT 


PERmnOUTE 
TIME  INTERVAL 

TRAINS 

CARS 

SEATS 

PASS’GRS 

load- 

factor 

PEAK  HOUR: 

F/DC 

S 

6.0 

60.0 

4,320 

(1643-1742) 

A 

5.8 

57.4 

4,131 

4,657 

1.13 

% 

96.77. 

95.67. 

95.67. 

F/R 

S 

5.0 

29.0 

2,088 

(1633-1732) 

A 

4.0 

22.9 

1,647 

1,550 

0.94 

7. 

80.07. 

78.97. 

78.97. 

BALANCE  OF  PEAK  TRAIN  CYCLE 

F/DC 

S 

5.0 

46.0 

3,312 

(1558-1642) 

A 

5.1 

47.8 

3,438 

3,701 

1.08 

(1743-1825) 

7. 

102.07. 

103.87. 

103.87. 

F/R 

S 

5.0 

22.0 

1,584 

(1547-1632) 

A 

6.0 

27.6 

1,989 

1,753 

0.88 

(1733-1816) 

7. 

120.07. 

125.67. 

125,67. 

TOTAL  PEAK  PERIOD  TRAIN  CYCLE 

F/DC 

S 

11.0 

106.0 

7,632 

(1558-1825) 

A 

10.9 

105.1 

7,569 

8,358 

1.10 

7. 

99.17. 

99.27. 

9927. 

F/R 

S 

10.0 

51.0 

3,672 

(1547-1816) 

A 

10.0 

50.5 

3,636 

3,303 

0.91 

7. 

100.07. 

99.07. 

99.07. 

NOTES: 

* Based  on  representative  weekday  data  for  ridership  and  train  operations  (for  all  peak  period  trains  at  their  maximum  bad  points). 
**  Data  in  rows  designated  by  "S"  are  scheduled.  "A"  are  actual,  and "%“  is  the  percent  of  scheduled  sen/ice  delivered. 
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EVALUATION  OF  FINANCIAL  PERFORMANCE 


BART’S  $21 9.9  million  operating  budget  for  fiscal  year  1 992  is  summarized  in  Figure  2-22 
(BART  FY  92  Operating  Budget  Performance  Summary).  This  income  and  expense 
statement  was  formulated  on  the  basis  of  policy  choices  and  clearly  identifiable, 
quantifiable  management  objectives.  The  approach  underscored  the  importance  of 
making  tradeoffs  and  establishing  priorities  for  resource  use  by  emphasizing  results  and 
strengthening  accountability.  The  FY  92  operating  budget  carried  forward  from  the  prior 
fiscal  year  some  high-visibility  programs  (i.e.,  new  initiatives)  which  have  a direct  and 
tangible  benefit  to  BART  riders.  These  include:  station  rehabilitation,  A-  and  B-car 
rehabilitation,  and  increased  station  staffing.  The  budget  reflected  BART’s  major  themes: 
customer  service,  extensions  support,  system  rehabilitation,  operating  efficiencies,  and 
employee  development.  Key  budget  parameters  relative  to  the  prior  fiscal  year  included: 
additional  cars  and  trains  online  (reflecting  operational  requirements  of  the  Daly  City 
turnback),  4.4%  increase  in  annual  car  hours,  and  continuation  of  fares  at  1986  levels 
(BART’S  last  fare  increase  was  on  January  1,  1986). 

An  evaluation  of  how  well  BART  performed  relative  to  its  FY  92  operating  budget  is 
presented  below.  As  an  overview,  refer  to  Figure  2-22  (BART  FY  92  Operating  Budget 
Performance  Summary)  which  summarizes  BART’s  actual  income/expense  relative  to 
budget  for  FY  92. 


Passenger  and  Other  Operating  Revenues 

Revenue  from  passenger  fares  includes  both  rail  and  BART  express  bus.  Rail  fare 
revenue  in  FY  92  was  $98.49  million  versus  a budgeted  $100.12  million  (1.6%  under 
budget).  Contributing  to  this  unfavorable  performance  were  higher  use  of  discounted 
senior/student/handicapped  tickets  relative  to  budget.  The  budgeted  discounts  for  these 
tickets  in  FY  92  were  $13.37  million  versus  an  actual  of  $15.11,  or  $1.34  million 
unfavorable.  Use  of  BART  senior/student/handicapped  tickets  by  non-qualifying  persons 
has  been  the  focus  of  efforts  to  curb  their  illegal  use.  Fare  revenue  from  BART  express 
bus  passengers  was  3.2%  under  budget  in  FY  92  ($1.04  million  actual  versus  $1.07 
million  budgeted). 

During  FY  92,  revenue  from  sources  other  than  passenger  fares  amounted  to  $9.74 
million,  or  25.8%  above  a budget  level  of  $7.74  million.  The  primary  reason  for  this  was 
non-budgeted  interest  earnings  from  the  1 991  revenue  bonds  which  were  issued  after  the 
adoption  of  the  FY  92  budget.  Total  interest  earnings  were  50.1%  above  budget  ($6.48 
million  actual  versus  $4.31  million  budgeted).  The  $2.16  million  favorable  interest 
earnings  offset  unfavorable  advertising  revenue  ($1.10  million  actual  versus  $1 .20  million 
budgeted),  and  unfavorable  revenue  from  fines  and  forfeitures  ($0.34  million  actual  versus 
$0.61  million  budgeted).  Despite  the  January  1992  cancellation  by  Host  International  of 
its  contract  with  BART  for  retail  stores  in  stations,  concessions  income  in  FY  92  came 
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Figure  2-22 

BART  FY  92  OPERATING  BUDGET  PERFORMANCE  SUMMARY 


BUDGET 

ACTUAL 

$ VAR 

% VAR 

REVENUES 

GROSS  PASSENGER  REVENUE 

$ 114.960.5 

$ 114,635.2 

$ (325.3) 

(0.3) 

DISCOUNTS  AND  DEDUCTIONS 

(13,769.0) 

(15,105.0) 

(1.336.0) 

(9.7) 

NET  PASSENGER  REVENUE 

101,191.5 

99,530.2 

(1,661.3) 

(1.6) 

OTHER  OPERATING  REVENUE 

7,741.9 

9,741.3 

1 .999.4 

25.8 

TOTAL  NET  REVENUE 

108,933.4 

109,271.5 

338.1 

0.3 

LABOR  EXPENSES 

HOURLY  REGULAR  TIME 

103,144.0 

97,866.2 

5,277.8 

5.1 

HOURLY  OVERTIME 

5,334.0 

7.063.2 

(1,729.2) 

(32.4) 

SUBTOTAL  HOURLY 

108,478.0 

104,929.4 

3,548.6 

3.3 

SALARIED  REGULAR  TIME 

55,826.8 

55,350.1 

476.7 

0.9 

SALARIED  OVERTIME 

1,106.4 

1 ,590.9 

(484.5) 

43.8 

SUBTOTAL  SALARIED 

56,933.2 

56,941.0 

(7.8) 

0.0 

TEMPORARY  HELP  (AGENCY) 

295.4 

930.7 

(635.3) 

(215.1) 

GROSS  LABOR 

165,706.6 

162,801.1 

2,905.5 

1.8 

CAPITALIZED  LABOR 

(11,983.7) 

(11,548.0) 

(435.7) 

(3.6) 

OTHER  LABOR  CREDITS 

(697.3) 

(1.058.6) 

361.3 

51.8 

NET  LABOR 

153,025.6 

150,194.5 

2,831.1 

1.9 

COST  CENTER  EXPENSES 

MATERIAL  USAGE 

1,482.5 

1,871.9 

(389.4) 

(26.3) 

PROFESSIONAL  & TECHNICAL 

7,830.5 

8,188.7 

(358.2) 

(4.6) 

TRAVEL 

507.8 

337.4 

170.4 

33.6 

MISCELLANEOUS 

7,848.6 

7,275.9 

572.7 

7.3 

SUBTOTAL  COST  CENTERS 

17,669.4 

17,673.9 

(4.5) 

0.0 

DIRECT  PROGRAM  EXPENSE 

MATERIAL  USAGE 

7,456.0 

9,359.6 

(1,903.6) 

(25.5) 

RENTAL  & MAINT.  CONTRACTS 

5,191.7 

4,273.4 

918.3 

17.7 

PROFESSIONAL  & TECHNICAL 

2,189.0 

592.1 

1,596.9 

73.0 

EXPRESS  BUS  SERVICE 

6,608.0 

6,396.2 

211.8 

3.2 

SHUTTLE  BUS  SERVICE 

595.0 

167.0 

428.0 

71.9 

BUS  TRANSFER  AGREEMENTS 

5,553.8 

5,562.1 

(8.3) 

(0.1) 

ELECTRIC  POWER 

22,166.9 

18,426.5 

3,740.4 

16.9 

OTHER  UTILITIES 

1,053.4 

1,090.8 

(37.4) 

(3.6) 

SUBTOTAL  PROGRAMS 

50,813.8 

45,867.7 

4,946.1 

9.7 

TOTAL  NON  LABOR 

68,483.2 

63,541.6 

4,941.6 

7.2 

TOTAL  OPERATING  EXPENSES 

221,508.8 

213,736.1 

7,772.7 

3.5 

OPERATING  SURPLUS/(DEFICIT) 

(112,575.4) 

(104,464.6) 

8,110.8 

7.2 

FINANCIAL  ASSISTANCE 

SALES  TAX  REVENUE 

110,528.3 

105,492.7 

(5,035.6) 

(4.6) 

PROPERTY  TAX  REVENUE 

10,308.5 

11,145.6 

837.1 

8.1 

OTHER  FINANCIAL  ASSISTANCE 

2,049.8 

2,087.0 

37.2 

1.8 

DEBT  SERVICE  ALLOCATIONS 

(10,191.2) 

(13,236.1) 

(3,044.9) 

(29.9) 

CAPITAL  ALLOCATIONS 

(120.0) 

(1,024.9) 

(904.9) 

(754.1) 

TOTAL  FINANCIAL  ASSISTANCE 

112,575.4 

104,464.3 

(8,111.1) 

(7.2) 

NET  OPERATING  RESULT 

$ 0.0 

$ (0.3) 

$ m. 

100.0% 

FAREBOX  RATIO 

45.68% 

46.57% 

OPERATING  RATIO 

49.18% 

51.12% 

PASSENGER  MILES 

918,394.0 

911,843.0 

RAILCOST  PER  PASSENGER  MILE 

22.7c 

22. 1C 

* UNFAVORABLE  VARIANCES  IN  BRACKETS 
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within  5.2%  of  achieving  budget  ($1.10  million  actual  versus  $1 .16  budgeted).  Remaining 
non-passenger  revenue  line  items  were  favorable  relative  to  budget.  These  include:  fiber 
optics  revenue,  rent  on  buildings  and  other  property,  and  parking  revenue  (Lake  Merritt 
Station  only). 


Labor  and  Non-Labor  Expense 

Net  labor  expense  during  FY  92  was  $153.02  million  versus  $150.19  million  budgeted. 
BART’S  total  staffing  at  the  end  of  June  1992  was  2,699  authorized  positions  (operating 
and  capitalized,  full-  and  part-time).  Of  these  positions,  47  were  vacant  at  the  end  of  the 
fiscal  year.  Figure  2-23  (BART  Position  Control  Status  Report,  Month  Ending  June  1992) 
summarizes  the  status  of  BART’s  workforce  relative  to  authorized  positions.  While 
bottom-line  labor  expense  was  favorable,  over-time  expense  was  34.4%  above  budget 
($8.65  million  versus  $6.44  million  budgeted).  This  is  due  to  vacancies  which,  for  the 
most  part,  averaged  3%  during  the  fiscal  year. 

Non-labor  expense  for  FY  92  was  6.4%  below  budget.  A key  budget  line  items 
contributing  to  this  favorable  performance  is  electric  power  which  was  16.9%  under 
budget  ($18.43  million  actual  versus  $22.17  million  budgeted). 

Financial  Assistance  and  Capital  Allocations  (from  operating  sources) 

BART’S  budgeted  sales  tax  revenue  for  FY  92  reflects  assumptions  made  in  the  Spring 
of  1991  regarding  the  extent  and  duration  of  the  recession.  Time  has  proven  the  budget 
forecasts  to  be  optimistic  relative  to  the  events  which  actually  took  place.  Loss  of  jobs, 
a decline  in  per  capita  income,  and  other  unfavorable  trends  for  key  economic  indicators 
reflect  the  pervasiveness  of  belt  tightening  at  all  levels.  Reduced  spending  translated  into 
lower  sales  tax  revenue,  BART  included.  During  FY  92,  BART  received  $5.04  million 
less  in  sales  tax  revenue  than  forecast  ($105.49  million  actual  versus  $110.53  million 
budgeted).  Compared  to  this  unfavorable  level,  property  tax  receipts  came  in  8.1%  above 
budget  ($11.15  million  actual  versus  $10.31  budgeted).  BART  also  received  a $2.07 
million  STA/TDA  allocation  from  MTC  during  the  last  quarter  of  FY  92. 

Allocations  from  BART’s  operating  budget  for  servicing  long-term  debt  were  29.9% 
unfavorable  to  budget  reflecting  the  repayment  schedule  for  the  1991  revenue  bonds 
which  were  issued  after  adoption  of  the  FY  92  budget.  [Repayment  of  the  1991  revenue 
bonds  began  in  September  1991 .]  Debt  service  allocation  in  FY  92  amounted  to  $13.24 
million  versus  a budgeted  level  of  $10.12  million.  BART  also  allocated  $0.45  million  to 
capital  projects  from  operating  sources,  versus  a budgeted  capital  allocation  expense  of 
$0.12  million. 

Net  of  debt  service  and  other  capital  allocations,  total  financial  assistance  to  BART 
amounted  to  $105.04  million  versus  $112.58  million  budgeted. 
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Figure  2-23 

POSITION  CONTROL  STATUS  REPORT 
AS  OF  JUNE  1992 
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Net  Operating  Result  and  Financial  Indicators 

Above  budget  revenues  (+  $0.34  million)  and  below  budget  expense  (-  $7.20  million) 
offset  unfavorable  net  financial  assistance  (-  $7.54  million).  This  helped  BART  to  achieve 
a balanced  budget  for  FY  92. 

As  a result  of  this  favorable  financial  statement,  budgeted  levels  for  all  of  BART’s  key 
financial  indicators  were  exceeded  in  FY  92.  This  includes  the  rail  farebox  ratio  (48.7% 
actual  versus  48.0%  budgeted),  the  system  operating  ratio  (51 .0%  actual  versus  49.2% 
budgeted),  and  the  rail  cost  per  passenger  mile  (22.20  actual  versus  22.70  budgeted). 
Figure  2-24  (Rail  Farebox  Ratio),  Figure  2-25  (System  Operating  Ratio),  and  Figure  2-26 
(Rail  Cost  Per  Passenger  Mile)  present  BART’s  record  for  achieving  budgeted  levels  for 
these  three  key  financial  indicators. 

Of  note  is  the  progress  made  with  respect  to  improving  the  financial  performance  for 
BART  express  bus  operations.  Four  years  ago,  the  FY  88  farebox  ratio  for  this  service 
stood  at  8.5%.  Today,  after  streamlining  of  routes,  better  inter-modal  coordination,  and 
privatization  of  the  express  bus  contract  (at  a lower  cost  than  previously  with  AC  Transit), 
the  farebox  ratio  has  nearly  doubled  to  16.2%. 


EVALUATION  OF  KEY  CAPITAL  PROGRAM  ELEMENTS 

BART’s  Capital  Improvement  Program  (CIP)  document  is  published  annually  and  contains 
financial  and  implementation  status  information  regarding  proposed  future  District  capital 
projects.  Without  duplicating  the  information  presented  in  the  CIP,  the  purpose  of  this 
section  is  to  highlight  the  key  projects  needed  to  expand  BART  service.  This,  in  effect, 
will  set  the  stage  for  Chapter  3 which  presents  BART’s  planned  service  improvements 
over  the  next  ten  years. 

BART’s  efforts  to  increase  system  capacity  and  for  bringing  extensions  online  are  based 
on  plans  which  have  been  developed  and  updated  for  more  than  a decade,  and  are  well 
documented.  The  projects  required  for  BART  to  expand  service  fall  into  three  basic 
groups.  These  address:  car  requirements,  headway  reduction,  and  expansion  of  online 
trains  including  extensions.  Projects  within  each  of  these  groups  are  summarized  in 
Figure  2-27  (Key  Capital  Program  Projects  Required  For  Expanded  Service)  and  are 
discussed  below. 


Current  Fleet  And  Programmed  New  Car  Procurement 

BART’s  current  fleet  of  revenue  vehicles  consists  of  589  cars:  136  A-cars  (with  cab 
controls),  303  B-cars  (without  cab  controls),  and  150  C-cars  (with  cab  controls).  Based 
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Figure  2-27 


KEY  CAPITAL  PROJECTS 
IN  SUPPORT  OF  EXPANDED  SERVICE 


VEHICLE  RELATED  PROJECTS 

• Current  contract  for  80  new  cars 

• Two  options  for  170  more  cars 

• Car  rehabilitation  & A/B  conversions 

HEADWAY  RELATED  PROJECTS 

• WTC/SPM  modifications 

• Advanced  automatic  train  control  system 

EXTENSION  RELATED  PROJECTS 

• Next  generation  central  control  system 

• Systemwide  radio  network 

• Train  destination  identification  enhancement 

• A-line  train  control  resignaling 

• Traction  power  increase 
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on  current  service  requirements,  which  include  /asfer  service  as  of  June  1992  and 
achievement  of  the  1.15  peak  period  load  factor  objective,  BART  needs  a total  of  526 
cars  to  provide  weekday  service.  Of  these  cars,  398  are  used  to  form  revenue-service 
online  trains,  55  cars  are  held  as  ready  spares,  and  73  cars  are  in  preventative 
maintenance  (in  accordance  with  BART’s  standards  of  10%  of  non-cab  and  15%  of  cab- 
control  cars  held  in  preventative  maintenance).  In  addition  to  these  526  cars,  BART  has 
40  A-cars  which  cannot  be  used  currently,  since  A-car  requirements  are  a function  of  the 
number  of  online  trains.  [A  maximum  of  two  A-cars  can  be  used  per  train.  For  planning 
purposes,  an  average  of  1.75  A-cars  per  train  has  been  assumed  in  order  to  maximize 
use  of  C-cars  for  improved  operational  flexibility].  The  remaining  23  cars  in  BART’s  fleet 
are  not  needed  at  this  time  but  will  be  pressed  into  service  as  demand  dictates. 

The  need  for  additional  cars  is  based  on  future  ridership  growth  as  is  discussed  in 
Chapter  3.  This  includes  the  current  new  car  contract  with  Morrison-Knudsen,  signed  in 
March  1992,  which  calls  for  the  delivery  of  80  vehicles  between  March  and  December 
1 995  at  the  rate  of  about  25  cars  each  calendar  quarter.  The  first  option  for  70  additional 
cars  (20  of  which  are  C-cars  with  cab  controls  and  50  B-cars  without  cab  controls)  may 
be  exercised  such  that  there  is  no  or  little  interruption  of  the  car  delivery  schedule  from 
the  original  80-car  order.  A second  option  may  be  exercised  for  100  more  cars,  all  of 
which  are  B-cars,  without  cab  controls.  Should  both  of  these  options  be  exercised, 
BART’s  fleet  would  grow  by  250  cars  to  a total  of  839  vehicles  by  September  1997. 


Programmed  Projects  Needed  To  Reduce  Headways 

Under  the  District’s  Capacity  Expansion  Program,  key  projects  have  been  implemented 
since  the  late  1970s  which  have  enabled  BART  to  reduce  headways  and  increase  the 
number  of  online  cars  and  trains.  These  projects  are  well  documented  in  prior  year 
SRTP/CIPs  and  include  the  addition  of  the  KE  track,  Daly  City  turnback  and  yard,  and  C- 
cars.  As  of  June  1992,  the  system  can  support  an  average  minimum  service  schedule 
headway  of  180  seconds,  or  20  trains  per  hour  in  one  direction.  Higher  service  levels 
(i.e.,  higher  frequency  service  at  reduced  train  headways)  are  not  possible  until  the 
system  throughput  enhancement  plan  (STEP)  is  complete.  Once  the  projects  under  this 
plan  in  place,  now  scheduled  for  December  1994,  BART  will  be  able  to  operate  at  a 
minimum  service  schedule  headway  of  135  seconds,  or  24  trains  per  hour  in  one 
direction.  One  additional  project,  the  brake  rate  algorithm  modifications,  is  scheduled  for 
completion  by  October  1992.  This  project  is  not  critical  for  achieving  a 135  second 
headway  but  is  being  implemented  to  smooth  out  the  speed  profiles  to  provide  for 
improved  train  performance  (including  a more  comfortable  ride)  under  closer  headway 
operations. 

Implementation  of  service  at  headways  below  135  seconds  is  under  investigation  as  part 
of  the  advanced  train  control  project,  which  would  allow  BART  to  operate  at  a minimum 
scheduled  headway  of  120  seconds. 
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Implementation  of  service  at  headways  below  135  seconds  is  under  investigation  as  part 
of  the  advanced  train  control  project,  which  would  allow  BART  to  operate  at  a minimum 
scheduled  headway  of  120  seconds. 


Programmed  Projects  Needed  To  Expand  Online  Trains  And  Operate  Extensions 

Part  of  BART’S  Capacity  Expansion  Program  is  the  implementation  of  projects  to  allow 
the  system  to  operate  with  substantially  more  online  trains  than  is  currently  possible.  This 
addresses  higher  density  train  operations  on  the  existing  71 -mile  system  as  well  as 
accommodating  additional  trains  associated  with  extensions. 

The  newly  implemented  central  control  system  (CCS)  was  a major  milestone  toward  this 
objective.  Three  key  projects  will  enable  BART  to  expand  service  above  the  current 
maximum  of  about  50  online  trains.  These  projects  are  the  systemwide  radio  network 
(scheduled  for  completion  by  July  1995),  the  train  destination  identification  enhancement 
(July  1995  completion),  and  the  next  generation  central  control  system  (NXTGEN, 
September  1997  completion). 

The  implementation  of  these  projects  supports  the  planned  start  of  service  for  BART’s 
phase  one  extensions.  The  status  for  each  of  these  extensions  is  summarized  in  Figure 
2-28,  (Phase  I BART  Extensions,  Programmed  Start  Of  Service).  As  shown,  three  of  the 
phase  I extensions  are  scheduled  to  open  for  service  within  a four  month  period  starting 
in  July  1995:  North  Concord  (July),  Colma  (September),  and  East  Dublin  (October). 
Extensions  to  West  Pittsburg  and  to  Warm  Springs  are  currently  scheduled  to  open  in 
March  1997  and  March  1998,  respectively.  Finally,  the  remaining  three-station  extension 
south  of  Colma  to  San  Francisco  Airport  is  slated  to  open  by  June  2002. 

Car  requirements  for  these  extensions  have  been  considered  in  the  new  car  procurement 
schedule,  which  includes  two  options  beyond  the  current  commitment  for  80  new  cars 
(see  Current  Fleet  and  New  Car  Procurement,  above).  Considerations  for  adding  trains 
on  the  system,  including  those  for  extensions,  are  also  being  addressed  as  discussed, 
above.  In  addition  to  the  projects  already  identified,  are  two  other  projects  which  will 
support  direct  Dublin/San  Francisco  service  (i.e.,  a new  fifth  route).  This  requires  that  the 
portion  of  the  system  between  Lake  Merritt  and  Bay  Fair  stations  be  upgraded,  which  is 
the  purpose  of  the  A-line  train  control  resignaling  and  traction  power  increase  projects. 
These  programmed  projects  are  both  scheduled  for  completion  by  July  1995,  three 
months  in  advance  of  the  planned  start  of  service  to  East  Dublin  station. 


2-48 


Figure  2-28 


PHASE  I BART  EXTENSIONS 
PROGRAMMED  START  OF  SERVICE 
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CHAPTER  3 


PLANNED  SERVICE 


AND  PROGRAMS 


RIDERSHIP  FORECAST 

BART’S  service  plan  and  capital  program  are  based  on  expectations  of  future  ridership. 
Forecasts  used  in  this  SRTP  are  consistent  with  those  presented  in  last  year’s  Plan. 
Ridership  projections  are  based  on  a forecasting  model  developed  by  Manuel  Padron  & 
Associates  (MPA)  as  part  of  BART’s  SRTP  and  Extensions  Service  Planning  (ESP) 
efforts.  MPA’S  base  assumptions  are  consistent  with  those  used  by  MTC  and  ABAG  for 
population  and  employment  growth  and  for  regional  travel.  Population  and  employment 
projections  used  in  forecasting  BART  ridership  are  summarized  in  Figure  3-1  (Regional 
Population  Forecasts)  and  Figure  3-2  (Regional  Employment  Forecasts). 

The  MPA  model  forecast  identified  ridership  figures  for  each  fiscal  year.  These  fiscal  year 
ridership  figures  serve  as  the  basis  for  quarterly  forecasts  which  were  developed  and  are 
more  closely  linked  to  the  opening  of  each  extension  and  other  service  improvements. 
This  refinement  is  essential  for  analyzing  service  improvements  versus  demand.  [Refer 
to  Appendix  A:  BART  Service  Expansion  and  Key  System  Components,  Headway 
Reduction  and  Extensions  which  presents  the  details  of  the  analysis  for  formulating  the 
service  plan  with  regard  to  demand,  car  requirements,  load  factors,  headway  reduction, 
and  car  storage  requirements.]  One  important  variance  relative  to  the  MPA  forecast  is 
noted.  The  implementation  phasing  of  the  San  Francisco  Airport  extension  is  such  that 
it  is  to  be  in  service  for  only  one  month  in  FY  2002.  As  such,  the  MPA  average  weekday 
ridership  forecast  of  378,000  trips  for  FY  2002  is  assumed  to  be  an  end 
point  in  the  fiscal  year  and  not  the  average  for  the  entire  year.  The 
average  weekday  ridership  for  FY  2002  in  this  SRTP  is  projected  to  be  351,000  trips. 
This  is  consistent  with  results  of  an  analysis  performed  to  cross-check  the  incremental 
ridership  associated  with  the  extension  to  San  Francisco  Airport,  which  includes  stations 
at  South  San  Francisco,  Tanforan,  and  the  Airport  (service  to  Colma  Station  is  to  start  in 
September  1995).  Results  of  this  analysis  reveal  an  incremental  ridership  on  an  average 
weekday  basis  of  30,000  trips  and  is  consistent  with  prior  forecasts. 


Regional  Population  Growth 

Assumptions  for  regional  population  include  constant  year-to-year  growth  throughout  the 
current  ten  year  period,  and  a tapering  effect  sometime  after  2010.  The  1990  population 
base  used  in  the  MPA  forecasting  model  for  the  nine-county  Bay  Area  is  6.0  million.  By 
the  year  2000,  population  in  the  nine  counties  is  projected  to  grow  to  6.8  million,  or  1 3.2% 
above  1990s.  In  comparison,  the  population  for  the  current  three-county  BART  District 
is  projected  to  grow  1 1 .4%  from  a 1990  base  of  2.8  million  to  3.1  million  in  2000.  Within 
the  BART  District,  the  highest  percentage  gain  in  population  is  projected  for  Contra  Costa 
county,  18.2%  in  the  decade.  In  the  same  period,  Alameda  county’s  population  is 
expected  to  increase  10.5%,  while  San  Francisco’s  gain  is  5.2%. 
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REGIONAL  POPULATION  FORECASTS 
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Region  Total  6,023,575  6,434,292  6,820,069 


REGIONAL  EMPLOYMENT  FORECASTS 
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Region  Total  3,048,342  3,379,063 


Regional  Employment  Growth 


Employment  projections  used  in  the  MPA  model  for  forecasting  BART  ridership  show  a 
20.0%  increase  in  the  number  of  jobs  in  the  nine-county  Bay  Area  between  1990  and 
2000,  from  a base  of  3.0  million  jobs  to  3.7  million.  The  three  BART  counties  are 
expected  to  experience  somewhat  lower  growth,  at  18.5%,  from  a base  of  1 .4  million  jobs 
to  1 .7  million  in  2000.  This  is  primarily  due  to  a relatively  low  12.2%  growth  forecast  for 
San  Francisco  versus  24.0%  for  Contra  Costa  county  and  21.9%  for  Alameda  county. 


Other  BART  Ridership  Influencing  Factors 

Other  key  assumptions  used  by  MPA  for  forecasting  BART  ridership  include  consideration 
for  BART  fares,  travel  times  (highway  and  BART),  station  access,  and  start  of  extensions 
service.  Base  ridership  forecasts  were  developed  using  current  BART  fares  throughout 
the  ten  year  planning  period.  Travel  times  assumed  faster  BART  run  times,  which  took 
effect  in  June  1992,  and  degradation  of  auto  travel  times  reflecting  increased  highway 
congestion.  The  implicit  assumptions  regarding  access  to  BART  include  a continuation 
of  the  current  relationship  between  the  supply  and  demand  for  station  parking.  It  is  also 
assumed  that  transit  services  operated  by  other  Bay  Area  agencies  which  interface  with 
BART  will  continue  at  current  levels  except ior  BART  express  bus  service.  It  is  assumed 
that  service  on  portions  of  BART  express  routes  which  coincide  with  BART  extensions 
will  be  discontinued  when  rail  service  begins.  Assumptions  regarding  the  start  of  service 
for  each  of  the  phase  I extensions  includes  the  schedule  as  identified  in  Figure  2-28 
(Phase  I BART  Extensions,  Programmed  Start  of  Service)  in  Chapter  2.  For  planning 
purposes,  an  exferna/ station  is  assumed  for  the  San  Francisco  Airport  extension  which 
is  programmed  to  open  by  June  2002.  Additionally,  the  extension  to  Dublin/Pleasanton 
is  assumed  to  open  in  October  1995  with  two  stations:  Castro  Valley  and  East  Dublin. 
The  West  Dublin  Station  is  assumed  to  be  a non-operational  s/7e// which  is  assumed  to 
open  in  FY  1998. 


Average  Weekday  Ridership 

Average  weekday  ridership  for  the  current  ten  year  planning  timeframe  is  projected  to 
increase  by  about  50%,  from  252,000  trips  as  of  the  end  of  FY  92  to  378,000  trips  by  the 
end  of  FY  2002  when  all  phase  I BART  extensions  are  in  service  (refer  to  Figure  3-3, 
Actual  and  Forecast  Weekday  Trips).  As  stated  in  the  introduction  to  the  ridership 
forecast  section,  the  assumed  June  2002  opening  of  the  San  Francisco  Airport  extension 
(i.e.,  only  one  month  in  the  entire  2002  fiscal  year)  results  in  an  average  weekday 
ridership  for  FY  2002  of  351 ,000  trips,  substantially  lower  than  the  June  2002  average 
with  the  extension  to  the  Airport.  This  sharp  increase  is  apparent  in  Figure  3-3  (Actual 
and  Forecast  Weekday  Trips)  between  the  third  and  fourth  quarters  of  FY  2002. 
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Figure  3-3 

ACTUAL  & FORECAST  WEEKDAY  TRIPS 
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QUARTER  & FISCAL  YEAR 


Based  on  the  forecast  of  average  weekday  ridership,  estimates  were  made  for  maximum 
screenline  peak  period  trips.  [Peak  period  \s  defined  as  a two  and  one-half  hour  round- 
trip  train  run  time;  the  time  required  for  a train  to  travel  from  a yard  to  the  opposite  end 
of  the  line  and  return  to  the  same  yard.]  As  shown  in  Figure  3-4  (Actual  and  Forecast 
Maximum  Screenline  Peak  Period  Trips),  the  number  of  passengers  on  an  average 
weekday  passing  through  the  maximum  load  points  during  the  peak  period  32,000  as  of 
the  end  of  FY  1992.  With  the  Airport  extension  open  at  the  end  of  FY  2002,  this  volume 
of  peak  passengers  is  forecast  to  increase  50%  to  48,000.  This  peak  period  level 
of  ridership  effectively  defines  the  capacity  BART  will  need  to  provide  by 
the  close  of  FY  2002  with  all  phase  I extensions  in  service. 


RAIL  SERVICE  EXPANSION 

The  plan  for  expanding  rail  service  is  summarized  in  Figure  3-5  (BART  Service 
Expansion,  Headway  Reduction  and  Extensions).  Rail  service  expansion  will  take  place 
over  the  next  ten  years  such  that  sufficient  BART  capacity  may  be  provided  to  meet 
anticipated  ridership  at  the  1.15  policy  load  factor  for  peak  operations.  The  phasing  of 
capacity  expansion  projects  and  other  key  system  improvements  support  the  achievement 
of  BART’S  load  factor  objective.  Within  this  framework,  BART  will  be  providing  more 
service  by: 

1.  Rehabilitating  the  existing  fleet  and  procuring  a sufficient  number  of  new 
vehicles  to  meet  growth  in  demand  including  cars  needed  for  extensions. 

2.  Completing  projects  to  allow  the  minimum  scheduled  headway  to  be  reduced 
below  the  current  level  so  that  higher  frequency  train  service  can  be  provided. 

3.  Completing  projects  to  allow  the  system  to  handle  more  trains  at  any  one  time 
than  is  currently  possible;  and  in  tandem  with  this,  completing  extensions  to 
serve  new  markets  in  the  East  Bay,  South  Bay,  and  Peninsula. 

BART’S  service  expansion  plan,  as  presented  in  Figure  3-5  (BART  Service  Expansion, 
Headway  Reduction  and  Extensions),  is  discussed  below  as  it  relates  to  each  of  these 
areas. 


Fleet  Expansion  And  Car  Storage  Requirements 

The  current  contract  with  Morrison-Knudsen  will  provide  80  new  vehicles  which  are  to  be 
delivered  between  March  1995  and  December  1995  (refer  to  Evaluation  of  Key 
Capital  Program  Elements,  Current  Fleet  and  Programmed  New  Car  Procurement 
section  in  Chapter  2).  This  contract  and  the  two  options  BART  may  exercise  for  up  to 
a total  of  250  new  vehicles  is  based  on  a previously  conducted  analysis  of  system  needs. 
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Figure  3-4 

MAXIMUM  SCREENLINE  PEAK  PERIOD  TRIPS 
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QUARTER  & FISCAL  YEAR 


Figure  3-5 

BART  SERVICE  EXPANSION 
HEADWAY  REDUCTION  AND  EXTENSIONS 
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TO  ACHIEVE  SERVICE  LEVELS 
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1 1.  PL/timetable  change  (faster  service). 

2.  Brake  rate  algorithm  modifications. 

3.  Central  control  display  board  modifications. 

4.  Yard  improvement  project  (car  storage). 

5.  M-lineS7EP. 

6.  CuTent  contract,  first  5 of  80  new  cars  arrive. 

7.  NXTGEN  (portbns  required  for  extensbns). 

8.  Train  destinatbn  bentifbatbn  enhancement 

9.  Systemwbe  Radb  Network. 

10.  A-Line  train  control  resignalling. 

1 1 . A-Line  tractbn  power  increase. 

12.  Servbe  to  North  Concord  begins. 

13.  Car  rehabilitatbn  begins  Aug  95  (see  #25). 

14.  Service  to  Colma  begins. 

15.  Sen/be  to  East  Dublin  begins. 
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20.  Service  to  West  Pittsburg  begins. 
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23.  Service  to  Warm  Springs  begins. 

24.  Advanced  ATC  for  120  sec  headways. 
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This  car  procurement  is  shown  graphically  in  Figure  3-6  (New  Transit  Car  Acquisitions) 
and  in  tabular  form  with  key  milestones  identified  in  Figure  3-7  (Planned  Fleet  Expansion 
and  Vehicle  Related  Projects).  The  status  of  the  fleet,  as  service  is  expanded  and 
service  requirements  change,  is  presented  in  Figure  3-8  (Status  of  Cars  In  Fleet).  The 
15%  cab-control/10%  non-cab  control  preventative  maintenance  standard  is  assumed  to 
be  constant  throughout  the  ten  year  period,  as  is  the  55  cars  held  as  online  ready  spares. 
Cars  in  for  rehabilitation  average  between  20  and  30  throughout  the  program,  which  is 
to  begin  in  August  1995  and  end  in  June  1999.  Online  car  requirements  are  a function 
of  demand.  The  status  for  all  remaining  vehicles  in  the  fleet  are  a function  the  fleet  size, 
which  determines  how  many  cars  are  held  in  inventory  and  not  needed  at  any  point  in 
time.  An  additional  factor  is  the  number  of  online  trains  which  determines  A-car 
utilization.  Current  plans  call  for  the  conversion  of  80  A-cars  to  B-cars  during  the  first  part 
of  the  car  rehabilitation  program.  Since  A-cars  have  restricted  use  as  lead  or  trail 
vehicles,  these  conversions  will  provide  added  operational  flexibility  as  well  as  allow 
BART  to  make  greater  use  of  the  existing  fleet.  Current  analysis  underscores  the  need 
for  250  new  vehicles  to  meet  demand  at  BART’s  1.15  peak  period  load  factor  objective: 

Uninterrupted  Car  Delivery  Schedule:  Should  BART  exercise  the  second  option  under 
an  uninterrupted  car  delivery  schedule,  the  District  will  have  to  maintain  an  inventory 
of  vehicles  substantially  greater  than  it  needs.  This  is  apparent  in  Figure  3-9  (New  Car 
Buy  Versus  Excess/Deficit  Cars).  It  appears  that  procuring  150  new  cars  within  the 
context  of  the  current  contract  and  first  option  (with  the  last  car  to  be  delivered  by 
October  1996)  would  satisfy  BART’s  vehicle  needs  through  FY  1998.  Additional  cars 
would  be  needed  to  meet  growth  in  demand  after  this  time,  and  all  250  new  cars  will  be 
needed  when  service  to  San  Francisco  Airport  begins  in  June  2002. 

1.15  Load  Factor  Standard:  Maintaining  a 1.15  peak  period  load  factor  standard  is 
feasible  through  the  ten  year  planning  period  as  shown  in  Figure  3-10  (Actual  and 
Forecast  Average  Peak  Period  Load  Factors).  The  timing  of  new  car  deliveries  beginning 
in  March  1 995  provides  sufficient  capacity  for  BART  to  achieve  the  policy  load  factor  even 
with  the  removal  of  between  20  and  30  cars  for  rehabilitation  beginning  in  August  1995. 

Car  Storage  Requirements:  Figure  3-1 1 (Car  Storage  Capacity  Versus  Needs)  identifies 
BART’s  car  storage  capacity  versus  needs  throughout  the  ten  year  planning  period.  As 
shown,  BART’s  car  storage  needs  are  currently  just  under  the  available  capacity  with  51 6 
cars  needing  overnight  storage  versus  521  usable  storage  spaces.  The  number  of  stored 
cars  is  equal  to  the  total  fleet  less  cars  in  for  preventative  maintenance  and  cars  in  for 
rehabilitation  (cars  in  for  preventative  maintenance  are  assumed  to  be  located  inside 
shops  and  cars  in  for  rehabilitation  are  to  be  physically  removed  from  BART  property). 
The  number  of  usable  storage  spaces  is  equal  to  80%  of  the  total  spaces  in  the  four 
existing  yards  (651  x 0.8  = 521).  This  factor  ensures  that  sufficient  free  space  is 
available  for  necessary  yard  moves  (i.e.,  train  formation  and  car  distribution).  As  shown 
in  Figure  3-1 1 (Car  Storage  Capacity  Versus  Needs),  the  additional  car  storage  spaces 
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Figure  3-6 

NEW  TRANSIT  CAR  ACQUISITIONS 
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NEW  CARS/QUARTER  — - TOTAL  NEW  CARS 


Figure  3-7 

PLANNED  FLEET  EXPANSION  AND  VEHICLE  RELATED  PROJECTS 


PROJECT 

COMPLETION 

DATE 

Jul93 
Mar  95 

Dec  95 

Jun96 

Sep  96 
Sep  96 

Sep  97 
Jun99 

UNFINISHED  PROJECTS  REQUIRED 
TO  ACHIEVE  SERVICE  LEVEL 

Proiect  Numbers  Correspond  To  Those  Presented  In 
1 Tfesdway  Reduction  and  ExtenstorK"  Chart  | 

— (Current  fleet) 

4.  Yard  improvement  project  (for  car  storage). 

6.  First  5 new  cars  under  current  contract  for  80  arrive. 

1 3.  Car  rehab  starts  Aug  95  (20-30  cars  out  through  Jun  99). 

1 6.  Current  contract,  first  80  new  cars  amVe. 

1 7.  First  50  new  cars  under  1 st  option  for  70  arrive. 

1 8.  First  option,  70  new  cars  arrive  (1 50  total). 

1 9.  First  5 new  cars  under  2nd  option  for  1 00  arrive. 

21 . Second  option,  1 00  new  cars  arrive  (250  total). 

25.  Car  rehabilitation  complete. 

TOTAL  FLEET 

589 

594 

619 

624 

649 

674 

689 

714 

739 

764 

789 

809 

839 

DATE 

End  of  Quarter 
Or  Other 
Key  Milestone 

Jun  92 
Mar  95 
Jun  95 
Sep  95 
Dec  95 
Mar  96 
Jun  96 
Sep  96 
Dec  96 
Mar  97 
Jun  97 
Sep  97 
Jun  99 

PLANNED  FLEET  ADDITIONS 

Assumes  250-Car  Buy  Between  Mar  95-Sep  97 
Uninterrupted  Delivery  @ 25  Cars  Per  Quarter 

CUMMULATIVE 

0 

5 

30 

55 

80 

105 

130 

155 

180 

205 

230 

250 

250 

1 INCREMENTAL 

0 

5 

25 

25 

25 

25 

25 

25 

25 

25 

25 

20 

0 
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Includes  cars  added  for  extensbns. 


Figure  3-8 

STATUS  OF  CARS  IN  FLEET 
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Figure  3-9 

NEW  CAR  BUYS  vs  EXCESS/DEFICIT  CARS 
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TOTAL  NEW  CARS  — - EXCESS/(DEFICIT) 


Figure  3-1 0 

AVERAGE  PEAK  PERIOD  LOAD  FACTORS 
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Figure  3-1 1 

CAR  STORAGE  CAPACITY  vs  NEEDS 
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QUARTER  & FISCAL  YEAR 


provided  by  extension  tail  tracks-portrayed  as  steps  on  the  solid  line  in  the  chart--is 
sufficient  to  accommodate  the  planned  fleet  expansion  under  an  uninterrupted  car  buy. 


Reduction  Of  Headways  To  Allow  For  Higher  Capacity 

Figure  3-12  (Planned  Phasing  of  Reduced  Headway  Service  and  Required  Projects) 
identifies  the  planned  schedule  for  implementing  higher  frequency  train  service, 
predicated  on  the  capability  of  operating  at  headways  which  are  lower  than  today’s.  This 
phasing  plan  is  based  on  the  foregoing  analysis  of  demand  and  implementation  of  key 
projects  required  for  reducing  headways.  As  shown,  completion  of  the  system  throughput 
enhancement  plan  project,  or  STEP  (formerly  called  wayside  train  control/system 
performance  modifications,  or  WTC/SPM)  in  December  1994  will  permit  BART  to  operate 
at  a minimum  service  headway  of  135  seconds,  down  from  an  average  of  180  seconds 
currently.  This  translates  to  an  increase  in  capacity  of  30%,  from  a maximum  of  20  trains 
per  hour  in  one  direction  to  26.  Analysis  of  ridership  indicates,  however,  that  a lower 
level  of  service  could  serve  the  forecast  peak  demand.  For  this  reason,  it  is  planned  that 
BART  will  begin  to  operate  at  a minimum  scheduled  headway  of  150  seconds  by 
December  1994  upon  completion  of  STEP.  It  is  planned  that  a maximum  20  transbay 
trains  per  hour  will  be  operated  initially  at  this  headway  (i.e.,  50  minutes  of  service  at  150 
second  headways).  Up  to  four  transbay  trains  per  hour  are  to  be  added  under  this 
service  level  as  demand  warrants.  An  advantage  of  the  start  of  150  second  service  in 
December  1994  is  that  it  allows  ample  time  for  BART  to  refine  the  higher  service  level 
schedule  in  advance  of  when  service  to  Colma,  North  Concord,  and  East  Dublin  begins 
(between  July  and  October  1995).  Additionally,  this  phasing  provides  a place  holder  ior 
the  possible  start-up  of  direct  Dublin/San  Francisco  service,  should  the  decision  be  made 
to  add  this  new  route. 

The  next  service  level  calls  for  the  implementation  of  135  second  scheduled  headway 
service.  Since  no  additional  projects  are  required,  the  decision  to  start  this  higher  service 
level  would  be  at  the  discretion  of  BART  given  ridership  growth  and  the  need  to  provide 
more  capacity.  The  analysis  for  this  SRTP  shows  that  1 35  second  service  will  be  needed 
by  September  1996  as  shown  in  Figure  3-12  (Planned  Phasing  of  Reduced  Headway 
Service  and  Required  Projects).  Going  to  this  service  level,  BART  would  be  operating 
at  a maximum  26  transbay  trains  per  hour. 

With  continued  growth  in  ridership,  as  the  result  of  extensions  and  service  improvements, 
current  analysis  shows  that  a 120  second  minimum  scheduled  headway  will  be  needed 
by  September  1998.  The  key  project  for  achieving  this  level  of  service  is  the  advanced 
automatic  train  control  (ATC)  project  which  is  currently  scheduled  for  completion  by  July 
1 998.  With  this  project  in  place,  BART  will  be  able  to  operate  30  transbay  trains  per  hour 
in  one  direction.  This  is  76%  more  capacity  than  is  provided  as  of  June  1992.  Based  on 
the  ridership  forecast,  a maximum  of  28  transbay  trains  per  hour  provides  a sufficient 
level  of  capacity  to  meet  the  1.15  peak  period  load  factor  standard. 
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Rgure3-12 

PLANNED  PHASING  OF  REDUCED  HEADWAY  SERVICE 
AND  IMPLEMENTATION  OF  REQUIRED  PROJECTS 
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Expansion  Of  Online  Trains  And  Extensions 

BART’S  central  control  system  (CCS)  at  its  Lake  Merritt  headquarters  and  wayside 
equipment  located  along  the  trackway  and  stations  provide  automated  control  and 
supervision  of  train  movements.  Improvements  to  this  system  were  recently  completed 
for  the  purpose  of  accommodating  higher  service  levels  and  resulting  higher  number  of 
trains  which  will  needed.  Three  projects  remain  to  be  completed  before  BART  can 
expand  the  number  of  online  trains.  Figure  3-13  (Planned  Expansion  of  Online  Trains 
and  Required  Projects)  identifies  these  projects  and  shows  the  planned  build-up  of  train 
service. 

The  central  control  display  board  modifications,  which  is  to  include  the  Daly  City  turnback 
and  yard  and  future  extensions,  is  to  be  installed  and  ready  for  service  by  December 
1992,  two  years  in  advance  of  the  planned  start  of  49  train  service  and  extensions  in 
1995. 

Efforts  are  underway  to  replace  the  existing  supervisory  control  and  data  acquisition 
(DAS)  systems.  The  next  generation  control  system  project,  or  NXTGEN,  will 
accommodate  expansion  of  train  service  on  the  existing  system  and  allow  for  the  addition 
of  extension  service.  Portions  of  NXTGEN  required  for  extensions  are  to  be  completed 
by  mid  1995.  Other  portions  of  the  project,  those  calling  for  replacement  of  obsolete 
equipment  which  do  not  relate  directly  to  extensions,  are  to  be  completed  by  the  latter 
part  of  1997. 

The  current  communication  system  limits  operation  of  greater  than  about  50  trains  on  the 
system  at  any  one  time.  The  systemwide  radio  network  project  addresses  this  problem 
and  is  scheduled  to  be  completed  by  July  1 995,  only  a few  months  in  advance  of  the  start 
of  57  train  service  with  the  addition  of  extensions  to  Colma,  North  Concord,  and  East 
Dublin. 

The  start  of  service  on  the  extension  to  East  Dublin  may  result  in  the  addition  of  a new 
transbay  route.  Consideration  in  terms  of  headways  have  been  made  to  accommodate 
this  fifth  route,  should  the  decision  be  made  to  implement  it.  At  a minimum,  however,  is 
the  need  to  increase  the  traction  electrical  power  capacity  and  resignal  the  train  control 
system  between  Bay  Fair  and  Lake  Merritt  stations  so  that  East  Dublin  bound  and 
departing  trains  may  use  this  portion  of  the  Fremont  line.  This  is  based  on  a planned 
route  between  East  Dublin  and  an  East  Bay  station  north  of  Bay  Fair  yet  to  be  identified. 
Both  these  projects  are  slated  for  completion  by  July  1995,  three  months  in  advance  of 
the  start  of  East  Dublin  service. 

The  final  key  project,  which  will  allow  BART  to  operate  with  all  the  planned  phase  I 
extensions  and  other  service  improvements,  is  the  train  destination  identification 
enhancement  project.  This  will  expand  the  number  of  train  identifiers  and  possible 


3-18 


Rgure3-13 

PLANNED  EXPANSION  OF  ONLINE  TRAINS  * 
AND  IMPLEMENTATION  OF  REQUIRED  PROJECTS 
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PLANNED 

START 

DATE 

Jul  92 
Dec  94 
Sep  95 
Oct  95 
Sep  96 
Mar  97 
Mar  98 
Sep  98 
Jun  02 

PLANNED 

MAXIMUM 

ONLINE 

TRAINS 

43 

49 

50 
57 
61 
63 
67 
71 
75 
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routings  such  that  more  than  60  trains  can  be  operated  at  any  one  time.  With  a 
December  1994  scheduled  completion  date,  this  project  will  be  in  place  well  in  advance 
of  the  planned  start  of  61  train  service  in  September  1996. 

The  completion  of  the  key  projects  identified  above  (as  related  to  adding  cars,  reducing 
headways,  and  expanding  online  train  capacity),  supports  the  implementation  timetable 
for  BART’S  phase  I extensions  and  future  consideration  for  the  implementation  of 
extensions  in  phases  II  and  III  (see  Figure  3-14,  BART  Extension  Staging  Policy). 


SUPPORTING  PROGRAMS 

BART’S  FY  1992  Capital  Improvement  Program  (CIP),  a companion  document  to  the 
SRTP,  identifies  projects  the  District  will  be  implementing  over  the  next  ten  years  to 
maintain  and  improve  the  quality  and  quantity  of  rail  service  BART  can  provide.  The 
projects  fall  into  five  basic  categories.  These  are:  safety  and  security,  system 

rehabilitation,  service  improvements,  operational  efficiencies  and  capital  administration, 
and  extension  related  projects.  [For  details  of  these  projects,  refer  to  CIP.] 

In  addition  to  programmed  capital  projects,  BART  is  also  focusing  on  the  research  and 
development  of  new  technologies  to  improve  systemwide  operational  efficiency. 
Examples  of  this  effort  include  an  advanced  automatic  train  control  (ATC)  system, 
superconducting  magnetic  energy  storage,  microprocessing  systems  to  quickly  restore 
train  operations  after  ATC  failure,  and  applications  of  artificial  intelligence  for  maintenance 
diagnostics. 

In  support  of  improving  access  to  stations,  BART  research  and  development  efforts  will 
be  looking  into  the  concepts  of  multi-user  vehicles  and  the  electric  station  cars. 
The  latter  concept  envisions  the  installation  of  recharging  mechanisms  at  stations  for 
electric  cars,  which  could  be  either  single-  or  multi-user  vehicles.  BART’s  R&D  efforts  will 
monitor  emerging  technologies  for  the  purpose  of  identifying  possible  applications  which 
could  have  a positive  impact  on  service  and  the  environment.  The  District  is  committed 
to  providing  the  kind  of  service  which  supports  federal  and  state  mandates  for  achieving 
clean  air  standards. 

In  advance  of  what  new  technologies  may  hold  for  how  people  get  to  and  from  stations 
in  the  future,  BART  will  be  improving  system  accessibility  by  implementing  important 
projects  which  have  been  developed  and  identified  as  part  of  the  MTC-regional  planning 
process.  These  include  the  completion  of  transit  centers  at  stations,  implementation  of 
TransLink  (a  new  multi-operator  regional  pass),  continuing  to  refine  and  improve  the 
schedule/fare  coordination  with  local  operators  which  interface  with  BART,  and  expanding 
station  parking  (see  Figure  3-15,  Current  and  Planned  Parking  Spaces  at  Existing  and 
Planned  Rail  Stations). 
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Figure 

BART  EXTENSIONS  STAGING  POLICY  ' 


PHASE 

INSIDE  CURRENT  DISTRICT  OR 
UNDER  FUNDING  AGREEMENTS 

1.  North  Concord-West  Pittsburg  ® 

Irvington- Warm  Springs  ® 

Castro  Valley  - Dublin 

MUNI  Metro  Extension  Project 

Colma-Tanforan-San  Francisco  Airport  ® 

II. 

Pittsburg- West  Antioch-East  Antioch 
Pleasanton-West  Livermore-East  Livermore  ® 
San  Francisco  ® 

San  Pablo-Hilltop 
Oakland  Airport  Connector  ^ 

III. 

San  Francisco  ® 

Pinole-Hercules/Rodeo-Crockett 
San  Ramon  Corridor 

NOTES: 

1 . The  several  segments  shown  under  each  Roman  numeral  are  understood  to  be  implemented  concurrently,  to  the  extent  that  funding 
is  available.  BART  will  be  the  operator  for  any  new  heavy  or  light  rail  transit  starts  or  extensions  within  the  three  BART  counties. 

2.  To  be  extended  east  beyond  West  Pittsburg  as  funding  permits,  per  SB  1715  of  1988. 

3.  Third  station  may  be  constructed  only  with  funds  additional  to  those  identified  in  MTC  Resolution  1876  (as  revised  in  1989). 

4.  The  San  Francisco  Project  is  identified  through  coordination  with  the  City  and  County  of  San  Francisco  as  the  MUNI  Metro  Extension 
to  the  CALTRAIN  Depot  South  of  Market. 

5.  Agreement  of  February  28,  1990  with  SamTrans  to  proceed  with  SFO  extension,  subject  to  BART  project  approval. 

6.  Specific  San  Francisco  Project  to  be  identified  through  coordination  with  the  City  and  County  of  San  Francisco.  Section  29034.5 
of  the  California  Public  Utilities  Code  lists  an  extension  of  District  services  and  facilities  to  the  northwest  section  of  the  City  and 
County  of  San  Francisco  as  a District  service  commitment. 

7.  A people-mover,  or  some  other  mode  of  travel,  to  the  Oakland  Airport  to  be  established  before  or  at  the  same  time  as  an  extension 
of  BART  to  the  San  Francisco  Airport. 

8.  Funding  from  Proposition  116  shall  not  be  allocated  to  the  Warm  Springs  Extension  (WSX)  until  funding  for  the  Dublin-Pleasanton 
Extension  has  been  guaranteed. 


PHASE 

OUTSIDE  CURRENT  DISTRICT  ® 

1.  Milpitas 

II. 

Millbrae-Menlo  Park 

Milpitas-San  Jose 

III. 

Menlo  Park-San  Jose 

9.  Subject  to  a satisfactory  cost-sharing  arrangement  with  San  Mateo  and  Santa  Clara  Counties  and  project  approval  by  BART. 
Pursuant  to  Section  29034.5  of  the  California  Public  Utilities  Code,  only  non-District  funds  may  be  spent  by  the  District  for  the 
purpose  of  extending  services  and  facilities  outside  of  District’s  January  1, 1971  boundaries  until  the  District  meets  specified  service 
commitments  within  the  1971  boundaries. 


3-21 


Figijre3-15 

CURRENT  AND  PLANNED  PARKING  SPACES 
AT  EXISTING  AND  PLANNED  RAIL  STATIONS 


ACTUAL 

NEW  SPACES 

TOTAL  SPACE 

SPACES  AS  OF 

JULY  1992  TO 

PROJECTED  B' 

EXISTING  STATIONS 

JUNE  1992 

JUNE  2002 

JUNE  2002 

SAN  FRANCISCO  UNE:  DALY  CITY 

2,228 

0 

2,228 

GLEN  PARK 

55 

0 

55 

WESTCAKLAND(a) 

424 

0 

424 

SUBTOTAL 

2,707 

0 

2,707 

FREMONT  UNE:  FREMONT 

2,494 

0 

2,494 

UNION  CITY(b) 

1,218 

0 

1,218 

SOUTH  HAYWARD 

1,307 

0 

1,307 

HAYWARD 

1,061 

650 

1,711 

BAY  FAIR 

1,903 

0 

1,903 

SAN  LEANDRO 

1,295 

0 

1,295 

COUSEUM 

1,059 

0 

1,059 

FRUITVALE  (b) 

1,103 

0 

1,103 

LAKE  MERRITT 

205 

0 

205 

SUBTOTAL 

11,645 

650 

12,295 

RICHMOND  UNE:  RICHMOND 

796 

0 

796 

EL  CERRITO  DEL  NORT 

2,516 

250 

2,766 

EL  CERRITO  PLAZA  (c) 

795 

250 

1,045 

NORTH  BERKELEY 

840 

0 

840 

ASHBY 

626 

0 

626 

MACARTHUR 

609 

0 

609 

SUBTOTAL 

6,182 

500 

6,682 

CONCORD  UNE:  CONCORD 

1,975 

600 

2,575 

PLEASANTHILL 

3,245 

0 

3,245 

WALNUT  CREEK 

1,518 

775 

2,293 

LAFAYETTE 

1,521 

0 

1,521 

ORNDA 

1,380 

0 

1,380 

ROCKRIDGE  (b) 

889 

0 

889 

SUBTOTAL 

10,528 

1,375 

11,903 

EXISTING  STATIONS  TOTAL 
EXTENSION  STATIONS 

31,062 

2,525 

33,587 

DUBUNUNE:  CASTRO  VALLEY  0 

\WEST  DUBLIN  0 

EAST  DUBLIN  0 

SUBTOTAL  0 

PITTSBURG  UNE;  NORTTI  CONCORD  0 

WEST  PITTSBURG  0 

SUBTOTAL  0 

WARM  SPRINGS  UNE;  IRVINGTON  0 

WARM  SPRINGS  0 

SUBTOTAL  0 

WEST  BAY  UNE:  COLMA  0 

HICKEY  0 

TANFORAN  0 

SFOINTERMODAL  0 

SUBTOTAL  0 

EXTENSION  STATIONS  TOTAL  0 


1,200 

1,400 

3.000 
5,600 

2.050 

2.000 

4.050 
1,200 

2.300 
3,500 
1,400 

1.300 
650 
2,325 
5,675 
18,825 


1,200 

1,400 

3.000 
5,600 

2.050 

2.000 

4.050 
1,200 

2.300 
3,500 
1,400 

1.300 
650 
2,325 
5,675 
18,825 


SYSTEM  GRAND  TOTAL  31,062  21,350  52,412 

a.  A Mure  pivlung  pfofocl  i*  tubied  lo  rmavaluation  and  identiticalion  ol  a funding  source. 

b.  Contra  Coata  County  Meoiura  C provides  funding  lor  parking  expansbn  in  the  Ciy  of  El  Cerrita  BART  and  the  City  are  studying  which  station 
trrprovements  are  needed  most.  For  ilustrotive  purposes,  a SOO-spooe  parking  project  is  shown  as  being  split  between  both  El  Ceirlo  stations. 

a No  plarw  are  dentilied  lor  Union  City,  Fruitvaie,  and  Rockrbge  stations. 
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In  addition  to  these  focus  areas,  BART  will  be  implementing  its  Accessibility  Program 
which  responds  to  new  federal  regulations  under  the  Americans  With  Disabilities  Act 
(ADA).  The  program  reflects  BART’s  commitment  to  provide  accessible  services  and  has 
come  about  through  numerous  years  of  cooperative  planning  between  the  District  and  the 
BART  Accessibility  Task  Force,  other  transit  agencies,  and  representatives  of  various 
community  organizations.  BART’s  Accessibility  Plan  is  embodied  in  several  plans  and 
documents.  Details  concerning  this  important  program  may  be  found  in  the  following 
documents:  Multi-Year  Master  Plan  for  BART  Accessiblity  Program  (June  1990),  BART 
Complementary  Paratransit  Service  Plan  or  CPSP  (January  1992),  BART  Key  Station 
Plan  (July  1992),  and  BART  CIP  For  FYs  1993-2002  (September  1992). 
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CHAPTER  4 


FISCAL  YEAR  FORECASTS 


AND  FINANCIAL  PLAN 


BART’S  SRTP  financial  plan  focuses  on  the  District’s  operating  budget  for  the  period  FY 
1993  through  FY  2002.  All  sources  of  revenue  and  expense  are  considered,  as  well  as 
sources  of  financial  assistance.  The  starting  point  for  the  financial  projections  is  BART’s 
FY  1993  operating  budget.  This  is  the  focus  of  the  next  section.  Subsequent  discussion 
identifies  the  assumptions  upon  which  the  out-year  forecasts  are  based. 


FISCAL  YEAR  1993  OPERATING  BUDGET 

BART’S  operating  budget  for  FY  1993  is  summarized  in  the  far  left  portion  of  Figure  4-1 
(Ten  Year  Financial  Forecast).  This  financial  statement  recognizes  four  key  budget 
influencing  factors.  First,  ridership  and  related  revenue  from  passenger  fares  are 
expected  to  be  only  marginally  above  levels  achieved  in  FY  1992,  reflecting  flattened 
ridership  growth  within  the  recessionary  period.  Second,  labor  costs  match  rising 
expense  as  called  for  under  the  July  1992  contracts  with  the  two  largest  unions 
representing  BART  labor.  Third,  a slight  easing  of  the  economic  recession  is  expected 
to  result  in  somewhat  better  sales  tax  receipts  over  FY  1992  but  still  below  the  level 
achieved  in  FY  1991.  Fourth,  principal  payments  on  revenue  bonds  recommence  in  FY 
1993  and  result  in  increased  debt  service  which  must  be  absorbed  by  the  operating 
budget. 

Despite  these  externai  pressures,  BART  has  adopted  an  operating  budget  for  FY  1993 
with  no  fare  increase,  service  reductions,  layoffs,  or  deficits.  Measures  taken  to  balance 
BART’S  FY  1993  operating  budget  include  the  formulation  of  cost  containment  strategies 
and  project  and  program  options  and  tradeoffs.  Further,  a reorientation  of  schedules  is 
included  with  resources  reapplied  to  position  the  organization  to  avoid  deficit  spending 
and  assure  that  highest  priority  objectives  are  achieved.  These  objectives  fall  under  the 
categories  of:  service  enhancement,  system  expansion  and  reinvestment,  systemwide 
cost  containment,  safety  and  security  measures,  and  staff  skill  development. 

Ongoing  efforts  will  continue  to  enhance  and  expand  accurate  and  timely  reporting 
systems  which  track  performance.  The  standards  against  which  BART  performance  is 
measured  are  contained  in  the  updated  set  of  program  objectives  for  FY  1993.  These 
are  identified  in  Appendix  B (FY  1993  BART  Program  Objectives).  BART’s  FY  1993 
operating  budget  supports  achievement  of  the  objectives,  and  is  based  on  the  following 
service  parameters  and  assumptions. 


FY  1993  Service  Parameters  and  Assumptions 

Service  will  be  improved  in  FY  1993  despite  cost  reduction  measures.  Train  run  times 
will  be  faster  (an  improvement  which  took  effect  on  June  22,  1992)  and  the  same 
frequency  of  rail  service  is  to  be  provided  relative  to  the  prior  fiscal  year.  The  new  train 
schedule  incorporates  timed  meets  at  MacArthur  and  1 2th  Street  stations  during  two-route 
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X service  (i.e.,  night  service  and  all  day  Sunday)  to  minimize  passenger  waiting.  Also, 
there  is  to  be  a significant  BART  police  presence  on  trains,  particularly  during  night 
service.  The  FY  1993  operating  budget  also  supports  vehicle  reliability  improvements. 


FY  1993  Ridership  and  Revenues 

BART’S  FY  1993  operating  budget  assumes  continuation  of  the  recession  with  a recovery 
taking  hold  no  sooner  than  mid-fiscal  year.  Ridership  under  this  economic  condition  is 
assumed  to  grow  by  about  1%  over  FY  1992,  or  to  73.3  million  riders.  The  budget  also 
assumes  increased  revenue  from  the  BART/MUNI  Fast  Pass  agreement  due  to  BART 
ridership  growth  within  San  Francisco  (for  Fast  Pass  trips),  and  an  increase  in  the  price 
of  the  Fast  Pass  from  $30  to  $32  which  became  effective  August  1 992. 

Interest  earnings,  which  include  interest  earned  on  revenue  bonds,  are  budgeted  at  $6.6 
million,  an  increase  of  $2.3  million  relative  to  the  FY  1992  budget.  Other  operating 
revenue  shows  a budgeted  decrease,  from  $3.4  million  to  $3.0  million,  due  mainly  to  the 
cancellation  of  the  Host  International  concessions  contract.  In  response  to  this,  efforts 
in  FY  1993  will  focus  on  realizing  greater  revenue  from  existing  sources  (i.e.,  pay 
telephones,  other  concession,  fiber  optics,  rentals,  leases,  fines,  forfeitures,  etc.)  and 
identifying  new  sources  of  non-fare  revenue. 


FY  1993  Staffing 

The  FY  1 993  operating  budget  supports  BART’s  emphasis  on  improving  skills  and  overall 
employee  development.  A philosophy  of  employee  empowerment  will  continue  to  be 
stressed  and  backed  by  programs  which  reward  excellent  performance.  As  a cost 
containment  measure,  close  attention  will  be  given  to  use  of  overtime  and  the  rate  of 
employee  absenteeism.  BART’s  operating  staff  headcount  is  budgeted  at  2,471, 
unchanged  from  last  fiscal  year. 


FY  1993  Operating  Expense 

Net  operating  labor  costs  are  budgeted  to  rise  1.4%  over  the  FY  1992  budget  despite  the 
4.1%  wage  increase  (in  accordance  with  the  July  1992  labor  contract).  Revising 
employee  health  care  coverage  to  all-HMO  services  is  the  key  factor  responsible  for  this 
cost  savings.  Additional  cost  savings  in  FY  1993  versus  last  fiscal  year  are  to  be  realized 
by  the  restructuring  of  BART  express  bus  routes  and  discontinuance  of  the  AC  Transit 
transfer  payment.  The  FY  1993  operating  budget  contains  no  allocations  to  capital. 
[Allocations  from  operating  sources  made  last  fiscal  year  to  rehabilitation  programs  for  A- 
and  B-cars  and  for  stations  are  discontinued  in  FY  1993.  These  programs  are  now 
funded  through  capital  program  sources.]  The  budget  does,  however,  contain  a 
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substantial  $8.0  million  increase  over  the  FY  1 992  budget  for  debt  service.  This  reflects 
the  repayment  schedules  for  the  1990  bond  issue. 


FY  1993  Financial  Assistance 

Property  tax  receipts  in  FY  1993  are  expected  to  be  $12.0  million,  an  increase  of  $1.7 
million  over  the  prior  fiscal  year.  Sales  tax  assistance  is  budgeted  at  $1 08.5  million  in  FY 
1 993,  slightly  higher  than  FY  1 992’s  actual  of  $1 05.5  million.  As  a result  of  the  recession, 
sales  tax  assistance  is  still  expected  to  be  0.5%  less  than  the  $109.0  million  achieved  in 
FY  1991. 


FY  1993  Key  Financial  Indicators 

BART’S  FY  1993  Operating  budget  is  balanced  at  fares  which  have  not  increased  since 
1 986.  The  cost  containment  measures  and  focus  of  BART’s  overall  program  is  expected 
to  result  in  the  achievement  of  key  financial  indicators  at,  or  better,  than  those  levels  for 
FY  1992.  The  budgeted  rail  farebox  ratio  is  46.8%,  up  from  45.6%  last  fiscal  year. 
Similarly,  the  system  operating  ratio  is  budgeted  this  fiscal  year  at  51.8%  versus  49.5% 
last  year;  and  the  rail  cost  per  passenger  mile  shows  a favorable  decrease  from  22.70 
last  year  to  22.30  in  the  current  year’s  budget. 


FINANCIAL  FORECASTS  FOR  FY  1994  THROUGH  FY  2002 

Forecasts  of  expense,  revenue,  and  financial  assistance  were  developed  based  on  prior- 
year  work  completed  for  the  1991  SRTP  and  the  FY  1993  budget  process.  Further,  the 
financial  forecast  was  developed  on  the  basis  of  providing  full  service  (i.e.,  current  levels 
of  off-peak  service  would  be  maintained  and  provided  on  extension  segments  as  they 
come  on  line  and  additional  peak  period  service  would  be  operated  systemwide  as  called 
for  in  Chapter  3).  Strategies  which  call  for  reduced  or  curtailed  service  were  not  included 
in  this  analysis.  These,  however,  have  not  been  excluded  as  potential  budget-balancing 
actions  which  may  need  to  be  investigated  in  the  future.  The  detailed  line-item  forecast 
is  presented  in  Figure  4-1  (Ten  Year  Plan  Financial  Forecast). 


Operating  Expense 

Operating  expense  projections  for  the  nine  out-years  were  made  with  the  BART  Operating 
and  Maintenance  Cost  Model  which  was  developed  for  the  extensions  service  planning 
effort,  and  recently  updated  and  revised  for  SRTP  planning  purposes.  Fiscal  year 
expense  is  estimated  in  current  year  dollars  and  is  based  on  forecasts  for  25  key 
operating  parameters  for  each  of  the  nine  forecast  years.  Cost  relationships  are  based 
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primarily  on  the  Pi'  1991  budget.  Adjustments  were  made  to  reflect  the  FY  1993 
operating  budget  and  more  recent  operating  experience.  Expense  forecasts  reflect  the 
service  improvements  discussed  in  previous  chapters  of  this  document.  The  assumed 
annual  inflation  factors  used  for  estimating  components  of  expense  are  based  on  Bay 
Area  price  increases  and  forecasts  and  include: 

1.  Labor  expense  is  inflated  at  5.0%  throughout  the  ten  year  period.  The 
financial  plan  also  includes  a resumption  of  PERS  contributions  which  are 
assumed  to  start  in  FY  1997  at  $12.2  million  ($10.0  million  inflated  at  5,0% 
beginning  in  FY  1993). 

2.  All  non-labor  costs  are  inflated  at  5.0%.  The  one  exception  is  electric  power 
which  is  inflated  at  6.0%. 

3.  Express  bus  expense  is  based  on  the  current  Laidlaw  contract,  and  assumes 
a 5.0%  annual  inflation  factor  for  agreements  after  the  current  contract 
expires  in  December  1993.  It  is  assumed  that  efficiency  improvements  are 
made  in  FY  1993  such  that  a 10%  savings  is  realized.  Express  bus  service 
is  assumed  to  be  discontinued  when  parallel  extension  rail  service  begins. 
A 25%  express  bus  service  cutback  is  assumed  to  take  place  in  FY  1996 
when  rail  service  to  North  Concord  and  East  Dublin  begins.  An  additional 
15%  reduction  is  assumed  in  FY  1997  when  rail  service  to  West  Pittsburg 
begins. 

4.  Purchased  transportation  (i.e.,  transfer  payments)  is  based  on  the  FY  1993 
budget  and  is  assumed  to  grow  at  the  same  rate  as  sales  tax  assistance 
(3.5%). 

5.  The  anticipated  effect  of  implementing  the  service  called  for  in  the  BART 
Complementary  Paratransit  Service  Plan  in  response  to  ADA  regulations  has 
been  included  in  the  ten  year  financial  forecast:  $1 .0  million  in  FY  1 994,  $2.3 
million  in  FY  1995,  $3.6  million  in  FY  1996,  and  $4.3  million  in  FY  1997  (the 
first  year  of  full  ADA-CPSP  service).  A 5.0%  inflation  factor  is  assumed  for 
years  beyond  FY  1997. 

6.  Expense  of  servicing  the  debt  associated  with  the  1 991  revenue  bonds  does 
not  impact  the  operating  budget.  The  revenue  generated  by  these  bonds  has 
been  shown  as  an  income  item  and  is  included  under  interest  revenue.  This 
is  offset  by  an  equal  expense  amount  and  is  included  under  debt  service 
allocation. 

Based  on  the  above  assumptions  combined  with  the  planned  expansion  of  service,  total 
operating  expense  (Figure  4-2,  Annual  Operating  Expense)  is  projected  to  increase  at  an 
average  rate  of  8.5%  annually,  from  $213.0  million  in  FY  1993  to  $442.3  million  in  FY 
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Figure  4-2 

ANNUAL  OPERATING  EXPENSE 
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2002.  This  is  6.2%  less  than  the  $471 .5  million  estimate  for  FY  2002  identified  in  last 
year’s  SRTP.  [The  higher  estimate  made  last  year  was  based  on  a maximum  average 
peak  hour  load  factor  of  1.15.  This  is  more  stringent  than  the  currently  adopted  policy 
which  calls  for  a maximum  average  load  factor  of  1 .1 5 during  the  entire  peak  period,  each 
of  which  lasts  two  and  one-half  hours.] 

Since  labor  costs  constitute  approximately  three-quarters  of  BART’s  total  operating 
expense,  this  important  line  item  is  shown  separately  in  Figure  4-2  (Annual  Operating 
Expense).  This  expense,  which  is  forecast  to  increase  at  an  average  annual  rate  of  7.9% 
reflects  both  the  effects  of  inflation  as  well  as  staffing  increases  required  to  support  higher 
service  levels.  On  an  operating  equivalent  employee  basis,  BART’s  workforce  is  forecast 
to  grow  by  about  a third,  from  2,471  operating  positions  in  FY  1993  to  3,274  positions  in 
FY  2002.  In  addition  to  these  operating  positions,  are  approximately  250  positions  which 
are  needed  to  support  BART’s  capital  program.  Fiscal  year  operating  staff  requirements 
are  shown  in  Figure  4-3  (Equivalent  Operating  Employees).  When  matched  against  gains 
in  passenger  miles  (at  current  fares),  FY  2002  shows  an  11.3%  increase  in  the  number 
of  annual  passenger  miles  per  equivalent  employee  versus  the  FY  1993  budget  (Figure 
4-4,  Passenger  Miles  Per  Equivalent  Operating  Employee). 

Note  that,  as  shown  in  Figure  4-2  (Annual  Operating  Expense),  express  bus  expense  is 
forecast  to  decrease  from  $6.5  million  in  FY  1993  to  $5.6  million  in  FY  2002,  reflecting 
revised  express  bus  service  as  rail  extensions  are  brought  on  line. 


Passenger  Revenue 

Model  output  with  respect  to  demand  (Figure  4-5,  Total  Annual  Rail  Ridership)  and 
average  net  rail  fare  per  trip,  which  is  currently  $1.36,  provide  the  bases  for  estimating 
passenger  revenue  for  each  fiscal  year  in  the  current  ten  year  period.  Gross  rail  fare 
revenue  and  discounts  are  estimated  using  the  historical  relationships  among  these  fare 
components.  Express  bus  revenue  is  based  on  1991  SRTP  estimates,  and  includes  the 
effect  of  service  revisions  required  when  extensions  come  on  line.  Additionally,  ADA- 
CSPS  service  is  assumed  to  recover  15%  of  this  expense  item  through  passenger  fares 
and  has  been  added  to  BART’s  overall  revenue  forecast. 

To  establish  a basis  for  discussing  future  revenue  needs  and  other  budget-balancing 
measures,  forecasts  for  passenger  revenue  were  developed  at  current  fares.  On  this 
basis,  net  passenger  revenue  starts  out  at  the  FY  1993  budgeted  level  of  $100.6  million 
and  increases  at  an  average  annual  rate  of  4.5%  (due  to  ridership  growth  and  increasing 
average  fares  as  extensions  come  on  line)  to  $149.3  million  in  FY  2002. 
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Figure  4-3 

EQUIVALENT  OPERATING  EMPLOYEES 
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Figure  4-4 

PASSENGER  MILES/EQUIV.  OP.  EMPLOYEE 
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Figure  4-5 

TOTAL  ANNUAL  RAIL  RIDERSHIP 
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Non-Fare  Revenue 


Non-fare  operating  revenue  sources  include  interest  on  investments  and  miscellaneous 
other  operating  revenues  which  come  from  agreements  and/or  fees  for  concessions, 
advertising,  fiber  optics,  rentals,  parking,  fines  and  forfeitures,  and  joint  development. 
This  and  other  non-fare  operating  revenue  sources  are  assumed  to  generate  interest  at 
a conservative  5.0%  rate. 


Financial  Assistance 

The  largest  source  of  financial  assistance  currently  available  to  BART  is  the  75%  share 
the  District  receives  of  the  V20  sales  tax  in  the  three-BART  counties.  Starting  at  the  lower 
base  of  $108.5  million  for  FY  1993  (0.5%  lower  than  FY  1991  actual  receipts),  reflecting 
the  impact  of  the  recession,  it  is  projected  that  BART  can  expect  to  receive  $147.8  million 
in  FY  2002.  This  assumes  a conservative  3.5%  annual  increase  over  the  ten  year  period. 

Financial  assistance  through  property  taxes  in  the  three-BART  counties  is  forecast  to 
increase  at  an  average  annual  rate  of  7.5%.  This  is  based  on  historical  trends  for  BART 
property  tax  receipts,  which,  on  average,  have  increased  between  6%  and  11%  annually. 
At  the  assumed  rate  and  starting  at  the  budgeted  $12.0  million  in  FY  1993,  BART  is 
projected  to  receive  $23.0  million  in  property  tax  assistance  in  FY  2002. 

The  only  other  source  of  operating  budget  financial  assistance,  one  which  contributes  less 
than  $1.0  million  annually,  is  from  State  Transportation  Development  Act  (TDA)  funds. 
Projected  levels  of  TDA  are  based  on  BART’s  budgeted  FY  1993  amount  of  $0.5  million 
from  this  source,  at  5.0%  growth  per  year.  Note  that  no  State  Transit  Assistance  (STA) 
is  forecast  to  be  available  for  operating  purposes  throughout  the  ten  year  period.  This 
source  of  funds  has  been  assumed  to  support  BART’s  capital  program. 

BART  accounting  practices  inciude  taking  debt  service  allocations  and  other  capital 
allocations  net  of  financial  assistance.  Following  in  this  practice,  BART’s  debt  service 
allocation  is  a fixed  amount  based  on  repayment  schedules  for  revenue  bonds.  [This 
does  not  include  the  original  General  Obligation  Bonds  which  are  funded  through  capital 
program  sources.]  Based  on  the  schedules  for  the  1990  and  1991  revenue  bonds,  debt 
service  allocations  from  the  operating  budget  start  out  at  $18.3  million  in  FY  1993  and 
grow  slightly  each  year  to  $20.4  million  in  FY  2002.  As  previously  noted  in  point  6 of  the 
Operating  Expense  section  in  this  chapter,  the  expense  of  servicing  the  debt  of  the  1991 
revenue  bonds  is  offset  by  the  interest  earned  on  these  bonds.  There  is  no  net  impact, 
therefore,  of  these  bonds  on  BART’s  operating  budget. 

Annual  financial  assistance  net  of  debt  service  allocations  is  shown  in  Figure  4-6  (Annual 
Financial  Assistance  Net  of  Debt  Service  Allocations). 
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Financial  Result 


The  operating  budget  forecast  financial  result  is  equal  to  the  operating  deficit  (a  negative 
value  equal  to  total  operating  revenue  less  total  operating  expense)  plus  financial 
assistance.  As  shown  in  Figure  4-7  (Annual  Revenue  Gap,  Total  Income  Less  Expense), 
BART’S  financial  outlook  under  current  fares  and  existing  sources  of  revenue  starts  out 
balanced  in  FY  1993  with  revenue  gap  appearing  as  soon  as  FY  1994,  at  $0.7  million, 
growing  to  $128.9  million  by  FY  2002. 

For  planning  purposes,  the  additional  new  revenue  needed  to  close  this  gap  and  balance 
BART’S  operating  budget  through  the  ten  year  period  is  assumed  to  come  from  a variety 
of  sources.  This  amount  is  shown  in  Figure  4-1  (Ten  Year  Forecast)  and  is  identified  as 
Additional  New  Revenue.  Sources  for  generating  the  amounts  shown  on  this  line  item 
will  need  to  be  identified,  and  will  be  the  focus  of  the  1993  Short  Range  Transit  Planning 
cycle. 


Financial  Performance  Indicators 

BART’S  operating  ratio  for  during  the  current  planning  period  is  shown  in  Figure  4-8 
(System  Operating  Ratio).  Year-to-year  gains  for  the  operating  ratio,  from  52%  in  FY 
1993  to  66%  in  FY  2002,  reveal  increased  reliance  on  passenger  fares  and  other 
operating  income  to  support  planned  operations.  Conversely,  projected  financial 
assistance  (sales  and  property  tax,  in  particular)  is  expected  to  cover  a declining  share 
of  operating  expenses  as  BART  service  is  expanded  and  extended. 

BART’S  rail  cost  per  passenger  mile  (Figure  4-9,  Rail  Cost  Per  Passenger  Mile)  is 
forecast  to  increase  from  a budgeted  22.30  in  FY  1993  to  31.60  by  FY  2002.  This  is 
equal  to  an  average  annual  growth  rate  of  3.9%,  which  is  below  the  assumed  5.0%  rate 
of  inflation.  This  means  that,  on  a unit  cost  basis,  BART  is  forecast  to  achieve  greater 
efficiency  as  the  system  expands  and  ridership  increases  (Figure  4-1 0,  Average  Weekday 
Ridership). 
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Figure  4-7 

ANNUAL  REVENUE  GAP 
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Figure  4-8 

SYSTEM  OPERATING  RATIO 
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Figure  4-9 

RAIL  COST  PER  PASSENGER  MILE 
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Figure  4-10 

AVERAGE  WEEKDAY  RIDERSHIP 
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Prociuce  audio/visual  programs  with  a focus  on  6.  Produce  1 1 audio/visual  programs  with  a good  6.  2 programs  in  production, 
training  and  safety.  or  better  client  satisfaction  rating. 
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PROGRAM  3.  Protect  and  enhance  BART's  real  property  assets  through  sound  property  management  practices,  the  sale  of  excess  land,  and  management  of  revenue  leases  and 
concessions  in  accordance  with  Board  policies  and  State  and  Federal  law.  Monitor  and  control  the  impact  of  development  across  or  around  BART  property  through  permits  and 
contractual  agreement. 
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Participate  in  monthly  CMA  meetings,  6.  Obtain  Flexible  Congestion  Relief  funding,  6.  In  progress, 

technical  and  regional  subcommittees  and  AB  434  funding,  and  federal  flexible 

workshops.  funding  under  ISTEA. 
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that  call  in  for  general  information,  trip  information  in  a timely  manner.  and  automated  trip  planning  system  is  being 

planning  information,  and  for  connection  with  developed.  Completion  date  is  scheduled 

BART  Staff.  lor  June.  1993. 
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Conductcnminalinvestigations/targetedcriminal  3.  a.  Achieve  an  overall  closure  rate  of  28%  for  3.  a.  The  closure  rate  for  the  month  was  34%  for 

activity.  Part  I reported  crimes  (major  crimes).  Last  the  Part  I crimes.  This  is  well  above  the  28% 


Program  IV.  Create  a district  parking  facility  program  designed  to  reduce  the  number  of  serious  criminal  incidents  in  District  parking  facilities. 
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Audit  construction  contractor  payments,  6.  Conduct  an  additional  10  contract  and  claims  6.  This  objective  will  be  met. 

overhead  rates  and  claims  on  BART  capital  audits  as  well  as  4 follow-up  reviews  covering 

projects.  Perform  "before  the  fact"  reviews  District  construction,  maintenance  and 

prior  to  capital  overhead  rates  being  established.  operations  contracts  with  third  parties. 


Program  1.  Provide  a safe  environment  for  BART  patrons  through  a program  of  safety  inspections,  accident  investigations,  and  statistical  analysis  for  trend  determination  an 


Maintain  and  analyze  yard  statistics  on  6.  Reduce  the  incident  rate  of  yard  collisions,  6.  There  was  one  derailment  during  the  month  of 

collisions,  derailments  and  split  switches.  derailments  and  split  switches  by  50%;  from  4.5  July. 

incidents  per  thousand  yard  car  moves  in  FY  92 
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OPERATIONS  ADMINISTRATION  & FACILITIES  MANAGEMENT 


Develop,  monitor  and  audit  test  equipment  6.  Develop  and  maintain  program  and  schedule  for  6.  Equipment  calibration  program  has  been 

calibration  and  the  District’s  vehicle  replacement  repair  and  calibration  of  District’s  test  equipment  developed.  Mechanical  contract  to  be  awarded 

program.  by  January  1993,  and  for  the  District’s  vehicle  this  month.  Schedules  yet  to  be  completed. 

replacement  by  June  1993.  Vehicle  replacement  program  status  in  review,  to 

ensure  all  procurements  for  current  year  remain 


Provide  facilities  repairs,  construction,  painting  7.  Respond  to  trouble  calls  within  48  hours  and  7.  All  Emergency  Trouble  calls  have  been  responded 

and  plumbing  services.  Develop  and  manage  emergency  calls  within  4 hours.  Assure  90%  of  to  within  4 hours  and  Non-Emergency  Trouble 

maintenance  contracts  for  work  which  cannot  be  the  maintenance  contracts  and  preventative  calls  within  48  hours.  One  maintenance  project 

performed  by  District  personnel.  maintenance  projects  are  on  schedule.  has  been  delayed. 
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Provide  Engineering  Support  to  assure  15.  Develop  and  implement  structural  review 
system  structural  integrity.  program. 


Provide  training  and  career  opportunities  1 6.  Assign  each  second-year  Intern  to  an 
within  the  District's  Engineering  approp-riate  Engineering  Division  to 

Department.  function  as  an  Assist  Engineer.  Complete 

recruiting  for  a second  intern  class  by  June 
30,  1993. 
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Program  /.  Maintain  Automatic  Fare  Collection  {AFC)  Equipment. 
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Repair  supplied  parts.  Complete  97  percent 
of  scheduled  maintenance  on  time. 


Program  IV.  Secondary  Repair  of  Automate  Fare  Coilection,  Communications.  Wayside  and  Revenue  Vehicle  Components. 
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PROGRAM  //.  Improve  safety  and  reliability  performance  by  enhancing  employees'  skill  levels  through  training. 
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Perform  receiving  and  repaired  compo-  9.  Perform  506  inspections  of  all 

nent  inspections.  parts  received  and  550  inspec- 

tions of  all  repaired  components. 


FY93  PROGRAMS,  ACTIVITIES,  OBJECTIVES  & PERFORMANCE  MEASURES 
POWER  & WAY  MAINTENANCE  DEPARTMENT 
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POWER  & WAY  MAINTENANCE 
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schedule  and  route  change  proposals  based  on  implement  at  least  four  schedule  changes  and  one 

survey  results,  public  and  operator  input  and  in  route  change  on  contract  bus  routes  in  FY  93. 

response  to  input  from  public  officials. 


Analyze  passenger  on-time  performance  and  6.  Compared  to  FY  92,  improve  passenger  on-time  Passenger  on-time  performance  for  July  was  91.7 

institute  corrective  actions  such  as  improved  delay  performance  by  at  least  0.1  percent.  Passenger  on  percent. 

management  in  Central,  additional  troubleshooting  time  performance  was  96.2  percent  for  FY  92. 

training  for  Train  Operators  and  schedule 

revisions,  to  improve  performance. 
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budgeted  levels;  perform  daily  scheduled  cleaning  Survey  (PES),  improve  the  average  FY  93  rating  Environment  Survey 

activities  at  all  stations  and  perform  heavy  station  by  at  least  10  percent  over  the  FY  92  rating  for  September, 

cleaning  on  the  prescribed  cycles.  station/bathroom  cleanliness. 


12.  Maintain  System  Service  worker  staffing  at  the  12.  Adhere  to  the  prescribed  station  scrub  crew  heavy  With  the  implementation  of  a new  floor  care  process, 
budgeted  levels;  develop  and  monitor  adherence  to  cleaning  cycle  at  least  97  percent  of  the  time.  this  program  is  currently  under  review;  however, 

a schedule  for  heavy  station  cleaning  and  ensure  preliminary  results  indicate  a measurable  improvement, 

that  all  necessary  supplies  for  station  cleaning 
activities  are  available  when  needed. 
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Provide  Train  Operators  with  clear  guidelines  and  25.  For  FY  93,  achieve  a 98  percent  PES  rating  for  Awaiting  the  results  of  the  1st  quarter  Passenger 
expectations  regarding  the  making  of  arrival  Train  Operators  making  arrival  announcements.  Environment  Survey  scheduled  for  the  first  week  of 
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activity  objective  performance  measure,  august  1992 


DEVELOPMENT  PROJECT  CONTROL  & ADMINISTRATION 

ACTIVITY  MEASURE  PROGRAM  PERFORMANCE.  TULY  1992 

PROGRAM : Development  and  control  of  the  Extension  Program’s  budget,  claims,  scheduling,  documentation,  quality  assurance  and  owner-controlled  insurance  program,  preparation 

of  utility  agreements,  and  administration  of  the  Development  Department. 

T and  monitor  the  Extension  Proeram  1.  Issue  Project  Control  summary,  detailed  and  1.  All  reports  have  been  completed  and  issued. 
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system.  85%  review  documents  are  due  on 
August  3. 

f.  This  contract  was  advertised  on  May  8. 
Automatic  Fare  Collection  Proposals  are  due  on  August  25. 

Equipment  - 10% 


Manage  the  following  trackwork  and  traction 
power  procurement  contracts  to  completion 
% shown  below  by  June  30,  1993: 
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Agent’s  Booths  - November  1992  a.  The  design  is  in  progress.  This  contract  is 

scheduled  to  be  advertised  on  November  9, 
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DUBLIN/PLEASANTON  EXTENSION 
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Hopyard  Road  Bridge  (6A)  Contract  No. 

08YA-140  - 80%  - Notice  to  Proceed  to  be  given  in  September 

Structures,  San  Lorenzo  & East  Castro  1992. 

Valley  Blvd.  (4D)  Contract  No.  - Contract  scheduled  to  be  advertised  in  late 

08YA-120  - 33%  August  1992. 


Confd  - Highway  Widening  & Trackway,  - PS&E  submittal  scheduled  for  October  1992. 

Foothill  Rd.  to  End  of  DPX  (6)  Contract  No.  Contract  scheduled  to  be  advertised  in  March 

08YC-150-15%  1993. 

Castro  Valley  Station  & Parking  Lot  (1)  - Final  submittal  scheduled  for  October  1992. 
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PITTSBURG/ ANTIOCH  EXTENSION 
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Southern  Pacific  Transportation  Co.  presented  in  the  Environmental  Impact 

City  of  Fremont  Report  with  the  City  of  Fremont.  Other 

Six  utility  companies  agreements  will  be  initiated  after  the 

project  is  adopted. 
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EXTENSION  PLANNING 
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West  Contra  Costa  County  Extension  (WCCX)  and  Description  for  WCCX  Alternatives  as  well 

as  the  Transportation  Impacts  and  Environmental 
Screening  Reports.  Participated  in  WCCTAC 


ENVIRONMENTAL  COMPLIANCE  3.  ENVIRONMENTAL  COMPLIANCE  3.  ENVIRONMENTAL  COMPLIANCE 
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Manage  Districtwide  Capital  Projects  Reports. 
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expenditures  on  capital  projects.  Review  and  processing  ot  project  cnange  oroers,  preparation  oi  projei^i  uuuucio,  y.ay,va, 
plans  and  grant  funding  reports. 

Monitor  and  control  the  District's  Capital  5.  Issue  Cost  Performance  Report  (CPR  710)  5.  Completed  on  8/14. 

Programs  and  funding  utilizing  the  Financial  and  exception  reports  on  or  before  the 

Management  System  (FMS).  10th  working  day  each  month. 
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SAN  FRANCISCO  BAY  AREA 
RAPID  TRANSIT  DISTRICT 


DOCJ  DEPTo 

my  1 9 1S33 

SAN  FRANCISCO 
PUBLIC  LIBRARY 


SHORT  - RANGE  TRANSIT  PLAN 

JULY  1993  THROUGH  JUNE  200$  (FY  94  - FY  03) 


Adopted  by  the  District  Board  of  Directors 
on  October  28, 1993 


SAN  FRANCISCO  BAY  AREA  RAPID  TRANSIT  DISTRICT 


SHORT-RANGE  TRANSIT  PLAN 

FISCAL  YEARS  1994  - 2003 


The  preparation  of  this  report  has  been  financed  in  part  through  a grant  from  the  United  States 
Department  of  Transportation,  Federal  Transportation  Administration  under  the  Urban  Mass 
Transportation  Act  of  1964,  as  amended  and  passed  through  the  Metropolitan  Transportation 
Commission.  This  report  has  been  prepared  in  conformance  with  MTC  guidelines  for  Short- 
Range  Transit  Plans  as  revised  in  March  1990. 

The  contents  of  this  report  reflect  the  views  of  BART  which  is  responsible  for  the  facts  and  the 
accuracy  of  the  data  presented  herein.  The  contents  do  not  necessarily  reflect  the  original  views 
or  policy  of  the  U.S.  Department  of  Transportation.  This  report  does  not  constitute  a standard, 
specification,  or  regulation. 

All  projects  discussed  are  subject  to  state  and  federal  environmental  review  as  required  by  law. 
Specific  projects  and  project  funding  are  subject  to  approval  by  the  BART  Board  of  Directors, 
ftojects  that  do  not  yet  satisfy  these  requirements  are  proposed  projects. 


October  28, 1993 
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SAN  FRANCISCO  BAY  AREA  RAPID  TRANSIT  DISTRICT 


BOARD  OF  DIRECTORS 

Nello  Bianco 
President 

Margaret  K.  Pryor 
Vice  President 

Michael  Bemick 

James  Fang 

John  Glenn 

Sherman  Lewis 

Roy  Nakadegawa 

Dan  Richard 

Wilfred  T.  Ussery 


Frank  J.  Wilson 
General  Manager 


Bay  Area  Rapid  Transit  District 
Department  of  Planning 
800  Madison  Street 
Oakland,  California  94607 
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EXECUTIVE  SUMMARY 


Each  year,  BART  updates  its  Short  Range  Transit  Plan  (SRTP)  and  Capital  Improvement 
Plan  (CIP),  reassessing  the  key  assumptions  and  revising  them  as  necessary  to  provide  a blueprint 
for  the  next  ten  years.  This  exercise  is  required  by  both  the  Metropolitan  Transportation 
Comnaission  (MTC)  and  the  Federal  Transit  Administration  (FTA)  in  support  of  pending  capital 
grant  applications.  However,  even  absent  these  requirements,  BART  considers  the  ten-year  plan 
process  to  be  good  business  practice. 

Future  financial  challenges  for  the  ten-year  SRTP  operating  budget,  beginning  with  the 
start  of  Eastbay  extension  service,  have  been  anticipated  for  several  years.  Another  major 
requirement  for  which  the  District  must  secure  funding  is  the  rehabilitation  of  its  physical  plant 
including  440  of  its  5 89- vehicle  revenue  fleet.  The  new  federally  mandated  Americans  with 
Disabilities  Act  (ADA)  paratransit  service  represents  yet  another  challenge  which  BART  must 
fit  into  its  future  operating  budget.  Finally,  after  20  years  of  dynamic  growth  of  ridership,  BART 
demand  on  its  core  system  is  now  likely  to  have  matured  to  the  point  where  future  ridership 
growth  rates  more  closely  match  slower  regional  population  and  employment  growth.  Revenues 
linked  to  this  slower  growth  are  unlikely  to  keep  pace  with  the  cost  of  operating  the  BART 
system.  For  these  reasons,  the  1993  SRTP/CIP  update  has  been  considerably  more  than  a routine 
exercise. 

Capital  financial  planning  and  programming  guidelines  of  MTC  and  FTA  call  for  each 
transit  agency  in  this  region  to  demonstrate  through  its  ten-year  plan  that  future  operating  budgets 
can  be  balanced,  i.e.,  that  the  financial  capacity  needed  to  sustain  future  operations,  including  use 
of  these  new  grant-funded  capital  assets,  is  likely.  These  guidelines  have  been  in  effect  for 
several  years.  However,  in  view  of  the  growing  demand  for  capital  funds  and  the  failure  of  fund 
sources  to  expand  with  these  needs,  MTC  has  advised  all  operators  that  these  guidelines  will  be 
stringently  observed  in  reviewing  each  agency’s  SRTP/CIP  submittal. 

In  anticipation  of  this  review  and  given  the  recognized  economic  challenges  facing  the 
organization  in  the  near  future,  BART  management  and  the  Board  of  Directors  spent  considerably 
more  time  this  year  in  developing  the  recommended  SRTP/CIP  financial  plan  than  in  previous 
years.  The  SRTP  and  CIP,  especially  the  future  financial  plan  input,  were  reviewed  extensively 
by  the  Board  of  Directors  at  six  meetings  of  the  Administration  Committee  between  August  3rd 
and  September  28th,  1993.  During  these  discussions,  there  was  also  public  comment  on  these 
plans. 


BART’s  proposed  service  expansion  program  follows  closely  the  previously  defined  plan. 
Critical  projects  needed  to  support  implementation  of  shorter  peak  period  headways  (more 
frequent  train  service)  will  be  completed  on  the  core  system  as  needed  prior  to  implementation 
of  the  planned  Eastbay  rail  extensions.  As  a result,  BART  riders  will  see  a jump  in  transbay 
peak  hour  capacity  from  17  trains  currently  to  22  trains  in  December  1995  when  BART’s  fifth 
route,  between  Dublin  and  San  Francisco,  becomes  operational.  During  this  same  interval,  BART 
will  increase  access  capacity  by  2,000  spaces  through  construction  of  three  parking  garages  at 
Concord,  Walnut  Creek  and  Hayward.  New  extension  stations  will  add  19,800  spaces. 


The  SRTP  is  presented  in  more  detail  as  follows.  The  Introduction  discusses  more  fully 
the  financial  challenges  facing  BART  and  highlights  needed  changes  in  regional  fund  allocation 
policy  to  help  BART  deliver  future  service  on  the  extensions.  The  main  body  of  the  SRTP 
comprises  four  chapters.  Chapter  1 presents  an  overview  of  the  BART  organization,  its  mission, 
major  components  of  BART’s  capital  plant,  service  description  and  current  fare  structure. 
Chapter  2 contains  an  evaluation  of  performance  relative  to  District  goals  and  objectives. 
Planned  service  improvements,  and  programs  based  on  demand  projections  and  latest  capital 
project  implementation  schedules  are  identified  in  Chapter  3.  A financial  plan  supporting  BART 
operations  including  these  service  improvements  is  presented  in  Chapter  4. 

The  companion  Capital  Improvement  Program  (CIP)  presents  a complete  listing  of  250 
projects  which  BART  would  implement  if  adequate  funding  were  available.  The  $4.27  billion 
cost  of  the  program  is,  however,  beyond  the  level  of  funding  which  can  reasonably  be  assumed 
to  become  available  over  the  next  ten  years.  Therefore,  in  accordance  with  MTC’s  development 
of  the  Regional  Transportation  Plan  (RTP),  BART  has  divided  its  capital  program  into  two 
"tracks."  Track  One  contains  those  projects  which  are  most  critical  to  the  system  in  terms  of 
rehabilitation,  accommodation  of  patronage  growth  to  350,000  daily  trips  over  the  next  decade, 
and  certain  new  services  such  as  the  FastTrak  commuter  rail  program  being  proposed  as  a 
candidate  project  in  the  RTP  process.  BART  considers  the  Track  One  program  to  be  realistically 
fundable  within  the  region’s  constraint  for  the  next  ten  years.  Track  Two  comprises  proposed 
BART  projects  which  most  likely  wiU  not  be  fundable  in  this  time  frame  without  significant  new 
resources  becoming  available. 

Development  of  the  RTP  has  underscored  the  funding  shortfall  facing  all  operators  in  this 
region.  BART’s  situation  is  not  unique.  As  outlined  in  detail  m Chapter  4 of  the  SRTP,  BART 
plans  to  take  difficult  steps  to  reduce  a significant  proportion  (jf  its  anticipated  operating  budget 
shortfall  and  also  to  generate  new  funds  with  which  to  fund  Its  rehabilitation  program.  BART 
will  implement  aggressive  cost  containment  efforts,  augmenting  those  already  begun  in  the  FY 
94  budget.  Additionally,  BART  plans  to  raise  fares  on  a multi-year  basis. 

To  complement  these  efforts,  BART  will  need  regional  support.  Specifically,  BART  will 
actively  seek  dedicated  funding  sources  to  support  new  and  expanded  services.  This  will  include 
a share  of  the  regional  operating  assistance  program  during  the  start-up  of  the  extension  program. 
A careful  review  and  realignment  of  regional  fund  allocation  policy  are  essential.  In  addition, 
BART  will  work  closely  with  MTC  to  develop  permanent  new  funding  sources  to  support  BART 
as  well  as  other  transit  operators  in  the  region.  This  effort  is  critical  if  BART,  its  riders  and  the 
communities  BART  serves,  are  to  realize  the  expansion  of  BART  capacity  called  for  in  this  plan. 
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INTRODUCTION 


Shaping  BART’s  Future  Today: 
The  Need  for  Re-examination  of 
Regional  Transit  Policy  Issues 


OVERVIEW 

BART  is  now  in  its  third  decade  of  service  to  the  Bay  Area.  We’re  carrying  record  numbers  of 
passengers  through  the  four  counties  and  16  cities  which  are  served  by  the  BART  District,  while 
continuing  to  make  progress  on  our  ambitious  programs  to  expand  and  enhance  service  to  the  74 
million  annual  passenger  trips  in  the  region  which  depend  on  us.  Although  we’ve  been  faced 
with  unprecedented  fiscal  challenges  in  recent  years,  BART  has  managed  to  squeeze  every  ounce 
of  efficiency  possible  out  of  our  operating  budget.  At  the  same  time,  we’ve  been  able  to  deliver 
significant  service  improvements  to  our  customers. 

BART  has  prepared  its  annual  update  of  the  Short  Range  Transit  Plan  (SRTP),  a financially- 
constrained  program  that  forecasts  the  District’s  operating  and  capital  needs  over  the  next  10 
years.  As  part  of  this  fiscal  planning,  BART  took  a hard  look  at  its  performance  record  and 
weighed  options  for  meeting  projected  long-term  requirements. 

BART  IN  PEAK  PERFORMANCE 

BART’s  record  of  efficiency  in  operations  and  service  to  patrons  is  unparalleled  in  the  region. 
We  have  avoided  fare  increases  for  seven  and  a half  years  by  containing  growth  in  operating 
costs  to  levels  well  below  inflation,  attracting  new  riders,  and  benefitting  from  sales  tax  growth 
during  good  economic  times.  An  independent  FY  1990  - 92  performance  audit  of  BART 
commissioned  by  the  Metropolitan  Transportation  Commission  (MTC)  confirmed  this  when 
it  gave  the  District  exceptionally  high  marks  overall.  The  report  concludes  that  BART  met 
or  exceeded  the  vast  majority  of  its  established  standards  for  service  delivery  and 
operational  performance,  and  that  it  registered  favorable  performance  trends  during  this 
period. 

Listed  below  are  highlights  of  the  MTC  audit  as  well  as  other  performance  trends 
monitored  by  BART.  These  represent  some  of  our  top  benchmarks  for  success. 

• BART  trains  operate  on-time  a remarkable  96  to  97  percent  of  the  time. 

• BART’s  cost  per  passenger  mile  has  remained  steady  over  the  past  five  years  with 
only  a one  percent  per  year  average  increase  from  21  cents  per  passenger  mile  in 
FY  1987  to  22  cents  per  passenger  mile  in  FY  1992.  The  change  in  the  Bay  Area 
Consumer  Price  Index  over  the  same  period  was  21.5  percent  or  about  4.3  percent 
per  year. 


Operating  ratio,  or  the  percentage  of  operating  expenses  covered  by  revenues,  is 
an  impressive  50  percent,  well  above  other  transit  operators  in  the  region  and  20 
percent  higher  than  the  national  average. 

Since  FY  1988,  service  has  grown  by  39  percent,  from  31  million  car  miles  to  43 
million  car  miles. 

In  FY  1988,  BART  carried  58  million  passengers  trips.  By  the  end  of  FY  1993, 
that  number  grew  to  just  under  74  million,  a 27  percent  increase.  Average 
weekday  ridership  is  now  in  excess  of  253,000  passenger  trips. 

Despite  an  aging  revenue  vehicle  fleet  which  is  one  of  the  oldest  in  the  country, 
BART  has  increased  its  key  maintenance  indicator.  Mean  Time  Between  Failure, 
from  518  car  hours  in  FY  1990,  to  929  car  hours  in  FY  1993,  a 79  percent 
increase. 

We’ve  ended  each  year  with  a balanced  budget  and  since  FY  1989  have  been  able 
to  reinvest  over  $40  million  in  year  end  operating  surpluses  in  the  initial  fmancing 
of  our  much  needed  system  rehabilitation  and  expansion  programs. 

To  improve  customer  service  BART  took  a leadership  role  in  working  with  other 
transit  agencies  to  develop  coordinated  joint  ticketing  programs  which  make 
combined  bus/BART  trips  more  convenient  and  affordable.  BART  Plus,  MUNI 
FastPass,  and  Translink  allow  customers  to  use  a single  discounted  ticket  on  both 
the  bus  and  BART. 

We  introduced  a newer,  faster  and  more  efficient  schedule  with  "timed  transfers"  - 
the  first  major  schedule  change  in  12  years. 

We  are  well  underway  with  our  extensions  program  having  committed  more  than 
$800  million,  and  our  system  rehabilitation  program  is  poised  and  ready  to  go. 

We’ve  added  2,650  new  parking  spaces,  and  another  2,000  more  are  under 
constmction. 

We  are  on  the  leading  edge  of  R & D breakthroughs  in  the  industry  with 
programs  underway  in  Advanced  Automatic  Train  Control,  electric  cars,  suspended 
light  rail  technology,  and  superconducting  magnetic  energy  storage  to  name  a few. 
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LOOKING  AHEAD,  BART  FACES  A SET  OF  NEW  PROBLEMS  - HERE’S  WHY 


As  mentioned  above,  nearly  half  of  BART’s  operating  budget  is  paid  for  by  fares,  which  makes 
our  farebox  ratio  one  of  the  highest  in  the  nation.  The  rest  of  the  operating  expense  budget  is 
covered  by  75  percent  of  the  1/2  cent  sales  tax  revenues  dedicated  to  transit  in  the  three  BART 
counties.  (A  very  small  portion  of  our  operating  budget  also  comes  from  BART  property  tax  and 
other  financial  assistance.)  BART  receives  less  than  V4  of  1%  (or  $500,000)  of  the  $207 
million  in  operating  subsidies  which  are  annually  distributed  by  MTC  in  the  Bay  Area 
region.  That  means  that  99.75%  of  regional  subsidy  support  goes  to  all  other  transit 
systems  except  BART. 

Given  BART’s  operating  sources  (fares  and  sales  tax  revenues)  the  District  has  been  hard  hit  by 
unfavorable  economic  trends.  The  sustained  recession,  persistent  high  unemployment  and 
consumer  reluctance  to  spend  have  all  had  a deadly  impact  on  our  revenue  base.  These  are 
the  factors  that  have  forced  some  operators  to  cut  service,  lay  off  employees,  increase  fares, 
and  worst  of  all,  defer  critical  maintenance  and  system  investments.  Fortunately,  BART 
has  so  far  been  able  to  keep  its  expense  base  well  in  check,  stretch  operating  dollars  to  keep 
pace  with  critical  services,  and  provide  enhanced  services  where  possible.  Compared  to  a 
few  years  ago,  we  now  feature  faster  travel  times  and  evening  service  timed  transfers,  improved 
security  and  expanded  police  presence.  Our  facilities,  though  aging,  are  kept  clean  and  neat.  In 
fact,  a recent  independent  public  opinion  poll  gave  BART  a 75  percent  favorable  approval  rating, 
the  second  highest  score  among  the  five  utilities  evaluated. 

Aggressive  management  has  also  helped  the  District  cope  with  the  impact  of  the  economic 
downturn  by  keeping  the  lid  on  operating  cost  increases.  Over  the  last  three  years,  BART’s 
annual  operating  budgets  have  only  increased  by  about  two  percent  in  the  aggregate  while 
inflation  rose  by  11  percent.  From  FY  91  - 93,  BART’s  total  operating  staff  decreased  from 
2,479  to  2,471,  while  administrative  personnel  remained  steady  at  17  percent  of  total  operating 
employees. 

While  BART  has  successfully  controlled  growth  in  expenses  to  levels  below  the  rate  of  inflation, 
our  historically  strong  financial  picture  is  weakening.  Slowed  revenue  growth  due  to  the 
recession  combined  with  extraordinary  new  capital  and  operating  costs  are  no  match  for  BART’s 
stringent  cost  controls  alone.  There  are  no  longer  operating  surpluses  to  contribute  to  capital. 
We  can  no  longer  afford  to  divert  critically  needed  revenues  to  other  transit  systems.  The 
following  two  critical  issues  now  upon  us  significantly  impact  our  financial  requirements  during 
the  remainder  of  this  decade. 

• System  Rehabilitation  is  Urgently  Needed 

To  continue  at  peak  performance,  the  District  must  now  move  swiftly  to 
rehabilitate  its  aging  facilities  and  fleet.  The  BART  system  once  represented  the 
cutting  edge  of  transit  technology.  But  twenty  years  have  dulled  that  edge.  Each 
BART  car  has  logged  more  than  one  million  niiles  and  nearly  one  billion  people 
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have  passed  through  the  system’s  faregates,  ridden  the  escalators,  and  waited  at 
weather-worn  stations.  Our  tracks,  switching  equipment,  and  electronic  controls 
have  supported  more  than  one  billion  miles  of  safe  operation.  BART  is  no  spring 
chicken.  As  a middle-aged  transit  agency,  rigorous  check-ups  and  a little  minor 
surgery  are  required  to  keep  BART  in  tip  top  shape. 

Today,  BART  carries  more  than  253,000  passenger  trips  each  week  day,  and  we 
expect  to  carry  40  percent  more  once  the  Extensions  are  completed  in  a few  years. 
But,  the  combination  of  increasing  patronage  and  aging  equipment  could  cripple 
BART’S  reliability.  It  is  essential  that  we  accelerate  the  system  rehabilitation 
program  now  before  the  spiraling  effects  of  age  and  delayed  reinvestment  take 
their  toll.  Even  the  recent  MTC  audit  of  BART  strongly  recommended  that 
BART  advance  the  system  rehabilitation  program,  which  they  describe  as 
many  years  behind  that  of  comparable  transit  agencies  around  the  country. 

B art’s  system  rehabilitation  program  carries  a hefty  price  tag:  at  least  $1  billion 
over  ten  years.  Nevertheless,  neither  BART  nor  the  region  can  afford  to  defer  the 
business  of  ensuring  the  safety  and  reliability  of  the  BART  system,  as  well  as  the 
protection  of  its  substantial  investment  in  BART,  now  valued  at  $7  - $8  billion. 

New  and  Expanded  Services  are  Being  Delivered 

As  if  system  rehabilitation  alone  weren’t  enough,  BART  is  also  faced  with  the 
need  to  identify  a new  source  of  revenue  to  support  operating  service  for  our  $2.5 
billion  extensions  program.  We  expect  to  be  operating  our  first  portions  of  this 
expansion  to  the  basic  BART  system  as  early  as  July,  1995.  As  noted  above, 
patron  fares  are  only  expected  to  cover  half  our  operating  costs.  As  previously 
stated,  the  other  half  of  our  revenue  source  for  our  basic  system  operation  is  made 
up  primarily  by  the  cent  sales  tax  revenues.  The  problem  is  that  BART 
receives  a fixed  amount  of  sales  tax  revenue  in  each  county.  As  BART  raises  the 
level  of  service  in  each  county,  by  extending  service  to  the  new  areas,  the  sales 
tax  revenue  source  remains  fixed  at  levels  in  existence  prior  to  the  opening 
of  the  new  service.  Therefore,  this  presents  a significant  financial  problem 
until  BART  can  absorb  these  expanded  service  levels  into  its  core  system  over 
time. 

When  the  extensions  come  on  line,  BART’s  core  system  will  have  grown  by  50 
percent  or  roughly  35  miles.  Yet,  our  revenue  sources  necessary  to  operate 
service  will  remain  stagnant  and  may  even  decline  if  the  recession  persists. 

Another  new  and  significant  factor  in  BART’s  projected  operating  budget 
deficit  is  the  cost  of  complying  with  the  new  Americans  with  Disabilities  Act 
(ADA)  mandates.  BART  is  required  to  provide,  in  cooperation  with  other  transit 
agencies,  comparable  paratransit  service  to  those  who  cannot  access  the  BART 
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system.  BART  is  obligated  to  provide  this  service,  estimated  at  over  $4  million 
a year,  even  though  new  funds  will  not  be  made  available  to  the  District  for  this 
purpose.  BART  has  worked  hard  to  make  the  system  accessible  to  all  people,  and 
fully  supports  implementation  of  the  ADA  requirements.  However,  we  must  be 
provided  the  resources  with  which  to  carry  out  this  important  mandate. 

WHAT  BART  IS  DOING  TO  MEET  THESE  CHALLENGES 

First  of  all,  BART  has  vigorously  pursued  and  will  exhaust  every  viable  "belt-tightening"  strategy 
to  ensure  that  we  remain  an  efficient  and  well-run  organization.  We  will  leave  no  stone  unturned 
as  we  push  for  increased  operational  efficiencies  in  both  the  short-term  and  the  long-term.  The 
recently  adopted  FY  1994  operating  budget  is  an  example  of  this.  The  District  successfully 
closed  a $7.5  million  operating  deficit  for  FY  1994  in  large  measure  by: 

• Instituting  a $1.5  million  level  of  reductions  in  staffing  and  administrative 
expenses. 

• Reducing  the  use  of  outside  consultants; 

• Reducing  power  costs  by  $1  million  through  vigorous  pursuit  of  favorable  rate 
adjustments; 

• Implementing  service  adjustments  for  weekend  and  express  bus  contract  service 
with  minimal  impact  on  convenience  to  our  riders. 

Over  the  long-term,  BART  is  planning  for  a number  of  further  cost-cutting  measures  as 
part  of  the  SRTP  deficit  reduction  package.  Key  elements  include: 

• Adopting  a two-percent  across-the-board  reduction  in  all  expenses  through  further 
belt-tightening  and  productivity  increases  (equivalent  to  approximately  $8  million 
in  FY  1995  cost  reductions). 

• Potential  reduction  of  special  fare  discounts  to  more  reasonable  levels  of  discount. 

• Changes  to  the  FastPass  revenue  sharing  program  for  service  in  San  Francisco. 

To  recap,  despite  a strict  level  of  control  over  expenses,  BART  is  confronted  with  flat 
revenues,  sharply  escalating  capital  costs  due  to  the  need  to  rehabilitate  the  system,  and 
unfunded  operating  costs  associated  with  the  start-up  of  the  extensions  and  ADA 
compliance.  BART  has  implemented  aggressive  cost  containment  measures  and,  in  spite  of 
these  tough  economic  times,  has  managed  to  provide  service  improvements  to  our 
customers.  However,  the  bottom  line  is  that  we  are  left  with  significant  funding  shortfalls  that 
cannot  be  ignored.  After  exhausting  internal  efficiencies  and  stringent  cost  controls,  BART  must 
look  for  new  ways  to  raise  additional  revenues  as  well  as  look  to  others  for  assistance. 
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WHAT  BART  NEEDS  FROM  OTHERS 


Dedicated  Funding  Source  to  Support  New  and  Expanded  Services 

BART  applauds  Congress’  historic  step  in  enacting  ADA  which  extends  mobility 
and  accessibility  rights  to  persons  with  disabilities.  BART’s  philosophy  from  the 
beginning  has  been  to  serve  all  citizens  of  the  Bay  Area  and  so  the  system  was 
built  to  be  accessible.  As  a result,  few  capital  retrofits  will  need  to  be  made,  but 
the  comparable  paratransit  service  required  under  ADA  will  cost  the  District  over 
$4  million  a year.  BART  is  committed  to  championing  the  drive  to  secure  an 
ADA  fund  source.  We  are  eager  to  obtain  the  resources  with  which  to  carry 
out  our  obligation. 

BART  wiU  also  need  help  from  the  region  for  a limited  period  of  time,  to  cover 
the  start-up  operating  costs  of  the  extensions  while  we  make  plans  for  long-term 
self-sufficiency.  Once  service  begins  on  the  extensions,  BART  must  begin  to 
receive  a share  of  transit  operating  subsidies  currently  allocated  to  all  other 
regional  operators.  In  order  to  provide  for  a transitioning  of  the  costs  of  our 
Extensions  Program  into  our  baseline  budget,  BART  will  require  a share  of 
the  regional  operating  assistance  program  during  the  early  years  of  start-up 
operations. 

BART  believes  that  a reallocation  of  the  $207  million  in  annual  operating 
subsidies  to  provide  a more  equitable  level  of  funding  for  BART  should  not  be 
an  impossible  task.  BART  has  weathered  the  storm  longer  than  others  without 
benefit  of  a multitude  of  operating  subsidies.  Not  only  has  BART  not  received 
these  subsidies,  but  we  have  subsidized  AC  Transit  and  MUNI  in  the  past  under 
an  MTC  required  transfer  payment  program,  and  we  are  currently  required  to 
divert  $5.5  million  for  this  purpose.  In  addition,  25%  of  the  14  cent  sales  tax  or 
$36  million  is  annually  allocated  to  AC  Transit  and  MUNI  for  their  use.  The 
region  can  no  longer  afford  to  drain  a financially  strong  transit  agency  to  the 
point  of  insolvency,  but  instead,  must  look  to  equitable  revenue  sharing 
policies  and  more  appropriately  MTC  must  expand  the  amount  or  financial 
support  available  to  all  transit  systems  in  this  region. 

BART  will  be  working  closely  with  MTC  to  develop  permanent  funding 
sources  to  support  BART  as  well  as  the  other  transit  operators  in  the  region. 
Among  the  possibilities  to  be  explored  include  additional  funding  from  bridge  tolls 
and  gas  taxes,  as  well  as  return  to  BART  of  the  25  percent  of  the  1/2  cent  sales 
tax.  Further,  the  General  Obligation  bonds  which  supported  the  original 
construction  of  the  system,  paid  from  a property  tax  assessment  in  the  three 
county  BART  District,  are  defeased  in  FY  1999.  We  will  be  exploring  the 
feasibility  of  maintaining  a comparable  level  of  ongoing  funding  for  BART  after 
the  bonds  are  paid. 
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Fair  Share  Contribution  to  System  Rehabilitation  Financing 


The  magnitude  of  BART’s  system  rehabilitation  program  makes  it  imperative  that 
multi-level  funding  commitments  be  secured.  The  responsibility  for  maintaining 
the  integrity  of  the  BART  system  must  be  borne  by  the  District  as  well  as  from 
appropriate  local,  state,  and  federal  capital  funding  programs.  After  all,  as  the 
regional  rail  operator,  BART  is  a shared  asset  and  a shared  responsibility. 
Congestion  management  agencies  in  the  BART  counties,  MTC,  the  California 
Transportation  Commission  and  the  Federal  Transit  Administration  all  have  a role 
to  play.  BART  is  prepared  to  pay  its  fair  share  of  the  system  rehabilitation 
program.  But,  it  would  be  unrealistic  and  unfair  to  expect  BART  patrons, 
through  fare  revenues  generated  by  the  District,  to  shoulder  the  entire 
amount  of  the  system  rehabilitation  program.  BART  will  work  with  all  parties 
to  help  create  a multi-faceted  funding  program  to  supplement  the  revenues  that 
BART  expects  to  be  able  to  contribute. 

WHAT  WE  NEED  TO  DO  TO  SUPPORT  OURSELVES 

BART  approaches  the  task  of  generating  additional  revenues  from  our  customers  only  as 
a last  resort.  Furthermore,  we  do  so  to  cover  the  critical  capital  needs  of  the  rehabilitation 
program  and  possibly  for  funding  shortfalls  necessary  to  support  BART’s  new  and 
expanded  service  levels  detailed  in  this  SRTP  not  to  expand  current  labor  costs.  The  District 
has  maximized  cost  efficiencies  and  controlled  growth  in  expenses,  but  must  now,  after  seven 
and  a half  years,  face  the  prospect  of  generating  new  revenues.  Even  the  MTC  audit  found  that 
BART’s  farebox  ratio  had  declined  slightly  over  the  three  year  period  as  inflation  ate  into  this 
revenue  efficiency  standard. 

BART  can  expect  its  share  of  the  $1  billion  system  rehabilitation  program  to  be  about  one- third 
of  the  total  or  approximately  $300  million.  The  balance  will  have  to  come  from  regional,  state 
and  federal  matching  funds.  Generally,  these  matching  funds  aren’t  available  until  the  local 
agency  puts  up  its  share. 

Options  for  generating  additional  revenues  will  be  evaluated  and  discussed  in  an  open  forum  with 
ample  opportunity  for  public  input.  The  Board  of  Directors  will  strive  to  achieve  the  delicate 
balance  between  raising  revenues  to  reinvest  in  the  system  and  encouraging  ridership  growth. 
We  must  be  careful  not  to  create  disincentives  to  transit  use  as  we  move  forward  with  this 
process.  BART  is  perhaps  the  region’s  best  hope  for  getting  people  out  of  their  cars  and  into 
congestion-free,  environmentally-ftiendly  transit.  We  intend  to  maintain  and  improve  upon  our 
position  as  the  region’s  trunk-line  transit  system.  To  support  these  objectives,  our  riders,  the 
users  of  the  system,  may  need  to  help  provide  us  with  our  share  of  the  necessary  resources. 
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BART  ORGANIZATION 
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The  San  Francisco  Bay  Area  Rapid  Transit  District  was  created  by  the  California  State 
Legislature  in  1957,  in  response  to  Bay  Area  growth  and  transportation  needs.  Initial  efforts 
focused  on  establishing  the  organization  for  the  purpose  of  fulfilling  the  BART  District  charter, 
which  calls  for  the  construction,  operation,  and  maintenance  of  a rapid  transit  system  in  the  Bay 
Area.  Voter  approval,  in  1962,  of  a $792  million  general  obligation  bond  issue  in  San  Francisco, 
Alameda,  and  Contra  Costa  counties  provided  the  initial  funding  base  and  authorization  to  begin 
construction  of  the  71  mile  system:  the  first  new  rail  transit  system  to  be  built  in  the  United 
States  in  over  60  years  and  the  first  rail  system  to  make  large-scale  use  of  computer  technology. 

The  District  is  governed  by  a Board  of  nine  publicly  elected.  Directors,  each  representing  the 
voters  in  one  of  9 election  districts  within  the  three-county  District.  Board  meetings  are  normally 
conducted  twice  each  month,  are  subject  to  prior  notice,  and  are  open  to  the  public.  Directors 
serve  on  various  standing  and  special  committees,  to  deliberate  and  make  recommendations  to 
the  full  Board.  These  meetings  are  also  subject  to  prior  public  notice  and  are  open  to  the  public. 

The  organization  at  the  staff  level  (Figure  1-1,  BART  Organization  Chart)  reflects  a management 
stracture  that  has  evolved  to  effectively  carry  out  the  District’s  programs  and  policies.  The 
General  Manager,  General  Counsel,  Controller/Treasurer,  and  District  Secretary  are  Board- 
appointed  officers  and  report  directly  to  the  Board  of  Directors.  Other  executive  staff  members 
consist  of  the  Deputy  General  Manager,  three  Assistant  General  Managers,  and  three  Executive 
Managers.  These  seven  executive  staff  members  and  the  Department  of  Affirmative  Action 
report  directly  to  the  General  Manager.  Reporting  to  the  executive  staff  are  34  Department 
Managers  and  their  respective  staffs.  B ART’S  total  budgeted  workforce  for  FY  93  was  2,774 
full-time  equivalent  positions. 


MAJOR  COMPONENTS  OF  BART’S  CAPITAL  PLANT 

The  1962  general  obligation  bond  issue  provided  funding  for  the  basic  BART  system  (Figure  1-2, 
System  Map)  which  included:  71  miles  of  double-mainline  track,  three  maintenance  facilities 
and  associated  yards,  450  vehicles  (ten  of  which  have  been  retired  from  the  operating  fleet),  an 
administration/central  control  facility,  and  34  stations.  Capital  improvements  made  over  the  years 
have  added  to  this  inventory  base  and  include  150  more  cars,  the  Daly  City  Yard  and 
Maintenance  Facility,  the  KE  subway  track  through  downtown  Oakland,  and  a new  central  train 
control  computer. 
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Figure  1-1 

BART  ORGANIZATION  CHART 
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Track  and  Right-of-Way 


BART  is  a third-rail,  1,000  volt  DC,  electrically  powered  railway.  The  rail  right-of-way  is  fully 
protected  and  has  no  grade  crossings.  BART’s  rail  system  consists  of  71  miles  of  continuously 
welded,  double-mainline,  66  inch  gauge  track  (142  miles,  bi-directional).  Approximately  20 
miles  of  double-mainline  track  are  in  subway,  24  miles  are  elevated,  and  27  miles  are  at  grade. 
There  are  54.5  miles  of  additional  single  track  located  in  yards,  sidings,  and  other  locations.  All 
but  3.2  miles  of  this  latter  amount  are  at  grade,  and  include  leads  and  sidings  located  in  the  four 
maintenance  yards.  The  remaining  3.2  miles  largely  consists  of  the  KE  track  through  downtown 
Oakland  which  is  1.8  miles  in  subway.  A special  track  geometric  vehicle  is  used  to  analyze  the 
running  rails  and  electric  third  rail.  Tracks  are  routinely  inspected  and  maintained  to  insure 
structural  integrity  and  a smooth  operating  surface.  Trackwork  is  scheduled  and  performed 
during  non-revenue  hours. 

Maintenance  Yards 

Routine  preventative  maintenance  work  on  transit  vehicles  is  carried  out  in  accordance  to  specific 
schedules  at  four  facilities,  three  of  which  are  located  in  the  East  Bay  (at  Concord,  Hayward,  and 
Richmond),  and  one  in  the  West  Bay  (at  Daly  City).  In  addition  to  scheduled  maintenance 
functions,  BART’s  Hayward  shop  also  handles  accident  damage  repairs.  A fifth  maintenance 
facility  located  between  Lake  Merritt  and  Fruitvale  Stations  (Oakland  Shops)  provides  support 
to  buildings  and  grounds  and  equipment  other  than  rail  vehicles. 

Revenue  Vehicles 

BART  owns  three  types  of  revenue  vehicles:  control  equipped  A-  and  C-cars,  and  non-control 
equipped  B-cars.  A-  and  B-cars  are  BART’s  first  generation  vehicles,  manufactured  between 
1971  and  1975.  C-cars  constitute  BART’s  second  generation  fleet  and  were  manufactured 
between  1987  and  1990.  Control  equipped  A-cars  are  75  feet  long  by  10.5  feet  wide,  have  72 
seats,  and  can  only  be  used  as  a lead  or  trail  vehicle  on  each  train.  Non-control  equipped  B-cars 
also  have  72  seats,  are  70  feet  by  10.5  feet,  and  can  only  be  used  as  mid-train  vehicles.  Control 
equipped  C-cars  have  64  seats  (plus  dedicated  spaces  for  passengers  in  wheelchairs),  are  70  by 
10.5  feet,  and  can  be  used  as  lead,  mid-train,  or  trail  vehicles.  Trains  are  operated  from  the  lead 
A-  or  C-car.  Train  movements  are  automatically  controlled  by  computers  located  along  the  right- 
of-way.  System  train  supervision  is  provided  by  BART’s  train  control  computer  at  BART 
Central,  located  in  the  Lake  Merritt  Administration  Building,  in  downtown  Oakland.  Train 
operators  aboard  each  train  can  override  the  automatic  system  should  the  need  arise. 

BART’s  current  fleet  of  589  vehicles  includes  136  A-cars,  303  B-cars,  and  150  C-cars.  One 
additional  A-car  is  used  as  an  engineering  test  vehicle.  Permissible  train  lengths  range  from  three 
to  ten  cars.  [The  three-car  minimum  train  length  is  a California  Public  Utilities  Commission 
requirement.  The  ten-car  maximum  length  corresponds  to  station  platform  lengths.]  Resulting 
capacity  is  between  192  and  720  seated  passengers  for  three  and  ten-car  trains,  respectively. 
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Vehicle  performance  specifications  include  a maximum  80  mile  per  hour  speed.  Revenue  service 
is  based  on  a 70  mile  per  hour  maximum  speed,  with  the  80  mile  per  hour  capability  reserved 
for  maintaining  schedule  adherence. 

Stations  and  Parking 

The  system  currently  has  34  stations,  14  of  which  are  in  subway,  13  elevated,  and  7 at  grade. 
All  stations  have  platform  lengths  of  approximately  700  feet  to  accommodate  BART’s  maximum 
train  length  of  ten  cars.  Stations  are  spaced  between  one  half  to  one  mile  apart,  within  and 
adjacent  to  San  Francisco,  Oakland,  and  Berkeley  downtown  areas,  and  two  to  four  miles  apart 
in  suburban  areas. 

Stations  are  fully  accessible  and  have  elevators  and  escalators,  in  addition  to  stairways,  linking 
their  various  levels  to  streets,  connecting  local  transit,  and  parking  areas.  In  downtown  San 
Francisco  and  Oakland,  special  subway  entrances  provide  direct  access  between  stations  and  retail 
establishments. 

Automatic  fare  collection  equipment  is  located  in  each  station  to  vend  and  process  passenger 
tickets.  Automated  train  destination  signs  on  the  platform  level  of  each  station  provide  visual 
displays  of  an  arriving  train’s  destination  and  other  information.  All  stations  have  special 
displays  on  the  platform  and  concourse  levels  to  provide  additional  infoimation  with  regard  to 
train  schedules,  local  area  destinations,  connecting  transit,  and  other  information  to  assist  BART 
riders.  A public  address  system  linked  to  BART  headquarters  is  used  to  provide  additional 
passenger  information.  This  system  is  also  used  locally  at  each  station  by  station  agents. 

Passenger  amenities  include  restrooms  at  each  station.  Depending  upon  location,  station  access 
facilities  include  dedicated  bus  lanes  and  berths,  bus  stop  shelters,  transit  information  centers, 
regional  transit  ticket  outlets,  transfer  dispensers,  bicycle  racks,  and  parking. 

Parking  is  an  important  feature  at  suburban  stations,  where  a majority  of  BART  riders  arrive  by 
auto.  As  of  August  1993,  BART’s  parking  inventory  consisted  of  30,857  free  spaces  at  23 
stations  and  205  spaces  at  Lake  Merritt  Station,  at  a daily  charge  of  250.  Free  parking  is  also 
provided  at  three  BART  Express  Bus,  park-ride  lots,  which  contain  a total  of  618  spaces  (Figure 
1-3,  Parking  Space  Inventory). 

Administration/Central  Control  Facility 

BART’s  administrative  headquarters  are  located  at  800  Madison  Street  in  downtown  Oakland, 
above  Lake  Merritt  Station.  This  facility  also  houses  BART’s  central  train  control  computer. 
While  trains  are  automatically  controlled  by  wayside  equipment  located  along  the  trackway  and 
stations,  the  central  train  control  computer  at  BART  headquarters  provides  overall,  systemwide 
supervision  of  train  movements.  BART  Central  is  an  around-the-clock  operation.  Train 
controllers  and  other  BART  certified  personnel,  located  at  Central,  monitor  train  movements  and 
can  override  the  automatic  system  should  the  need  arise.  A two-way  radio  system  provides  voice 
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Figure  1-3 

BART  PARKING  SPACE  INVENTORY 
SPACES  ADDED  DURING  FISCAL  YEAR  1993 


LINE  AND  STATION 

JUNE  1992 

F.QR.EY93 

INFY93 

tJ.UNE1993 

SAN  FRANaSCO  UNE 

DALYCfTY 

2^8 

0 

0 

a228 

GLEN  PARK 

55 

0 

0 

55 

WEST  OAKLAND 

424 

0 

0 

424 

SUBTOTAL 

2,707 

0 

0 

2,707 

FREMONT  UNE 

FREMONT 

2,494 

0 

0 

2,494 

LINIONCfTY 

1,218 

0 

0 

1,218 

SOLTTHHAYWARD 

1,307 

0 

0 

1,307 

HAYWARD 

1,061 

0 

0 

1,061 

BAY  FAIR 

1,903 

0 

0 

1,903 

SAN  LEANDRO 

1,295 

0 

0 

1,295 

COLISEUM 

1,059 

0 

0 

1,059 

FRUrrVALE 

1,103 

0 

0 

1,103 

LAKEf^RRrrr* 

205 

0 

0 

205 

SUBTOTAL 

11,645 

0 

0 

11,645 

RICHMOND  UNE 

RICHMOND 

796 

0 

0 

796 

EL  CERRfTO  DEL  NORTE 

2,516 

0 

0 

2,516 

EL  CERRITO  PLAZA 

795 

0 

0 

795 

NORTH  BERKELEY 

840 

0 

0 

840 

ASHBY 

626 

0 

0 

626 

MACARTHUR 

609 

0 

0 

609 

SUBTOTAL 

6,182 

0 

0 

6,182 

CONCORD  UNE 

CONCORD 

1,975 

0 

0 

1,975 

PLEASANT  HILL 

3,245 

0 

0 

3,245 

WALNUT  CREEK 

1,518 

0 

0 

1,518 

LAFAYETTE" 

1,521 

0 

0 

1,521 

ORINDA  ~ 

1,380 

0 

0 

1,380 

ROCKRIDGE" 

889 

0 

0 

889 

SUBTOTAL 

10,528 

0 

0 

10,528 

RAIL  TOTAL 

31.062 

Q. 

0 

31.062 

EXPRESS  BUS  PARK/RIDE 

NORTH  CONCORCyMARTNEZ 

538 

0 

*•*(538) 

0 

WEST  PITTSBURG 

213 

0 

0 

213 

EAST  ANTIOCH 

252 

0 

0 

252 

WEST  LIVERMORE 

153 

0 

0 

153 

EXPRESS  BUS  TOTAL 

1.156 

2 

(538) 

618 

SYSTEM  GRAND  TOTAL 

32^18 

0 

(538) 

31,680 

NUMBER  OF  BART-OWNED  PAVED  PARKING  SPACES 


AS  OF 

PLANNED 

ADDED 

AS  OF 

■ A $025  partong  charge  is  in  offecJ  at  Lake  Meniti  Station.  Al  other  BAFfT-owned  parking  is  free. 

**  Spaces  at  Lafayette.  Onnda,  and  Rockridge  statbns  are  subject  to  speaal  parking  controls. 

***  The  North  Corxard'Mamnez  bt  was  dosed  in  December  1 992  to  accomodate  coratruction  of  the  rail  extension  to  North  Concord. 
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communication  between  BART  Central  and  all  train  operators.  A separate  telephone  system 
provides  voice  communication  to  station  agents.  Remote  cameras,  located  at  key  points,  allow 
BART  Central  personnel  to  visually  monitor  train  movements  and  station  activities. 


BART  SERVICE  DESCRIPTION 

Rail  service  is  provided  between  the  hours  of  4:00  a.m.  and  1:30  a.m.,  Monday  through  Friday, 
6:00  a.m.  to  1:30  a.m.  on  Saturdays,  and  8:00  a.m.  to  1:30  a.m.  on  Sundays  and  major  holidays. 
Closing  times  for  individual  stations  are  coordinated  with  the  schedule  for  the  last  train  departure 
beginning  approximately  at  midnight  (Figure  1-4,  BART  Rail  Headways  and  Hours  of  Service). 
The  following  is  a description  of  BART  rail  service.  BART  Express  Bus  service  is  coordinated 
with  the  rail  schedule.  A description  of  express  bus  service  is  presented  in  a separate  section 
following  that  for  rail. 

Early  Morning  Rail  Service  - Weekdays 

Weekday  service  begins  at  approximately  4:00  a.m.,  with  the  first  four  train  dispatches  of  the  day 
from  each  of  the  system’s  four  terminal  stations.  These  trains  operate  on  the  Concord-Daly  City 
and  Fremont-Richmond  routes.  This  service  configuration  is  also  known  as  two-route  or,  X 
service,  and  requires  a transfer  in  downtown  Oakland  for  trips  which  at  other  times  are  served 
by  the  Fremont-Daly  City  and  Richmond-Daly  City  routes.  A second  set  of  four  trains  on  the 
Concord-Daly  City  and  Fremont-Richmond  routes  is  dispatched  30  minutes  later  at  approximately 
4:30  a.m.  At  approximately  5:00  a.m.,  service  transitions  to  four-route,  weekday  base  service, 
which  continues  until  the  start  of  morning  peak  service  at  about  6:00  a.m.  Base  daytime  rail 
service  on  weekdays  consists  of  15-minute  headways  on  each  of  the  four  routes  in  both 
directions:  the  three  Transbay  routes  between  Daly  City  and  Concord,  Fremont,  and  Richmond, 
and  the  East  Bay  route  between  Fremont  and  Richmond. 

Peak  Period  Rail  Service  - Weekdays 

Peak  period  service  corresponds  to  weekday  commute  hours,  typically  between  6:00  a.m.  to  9:00 
a.m.  and  4:00  p.m.  to  7:00  p.m.  Monday  through  Friday,  During  these  times,  trains  are  operated 
at  closer  headways  than  during  base  service,  in  order  to  provide  sufficient  capacity  to  meet  higher 
home-to-work  travel  demand.  During  the  morning  commute,  there  are  43  trains  in  operation 
systemwide,  providing  service  at  an  average  minimum  scheduled  headway  of  3.5  minutes,  during 
the  peak  one  hour  through  San  Francisco  and  downtown  Oakland.  This  same  minimum  headway 
service  is  operated  during  the  afternoon  commute  period.  Peak  service  currently  requires  453 
vehicles,  406  online  and  47  additional  cars  used  for  transition  (yard  moves)  and  spare  trains.  All 
Transbay  trains  are  at  their  10-car  maximum  during  peak  commute  hours. 
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Base  Rail  Service  - Weekdays,  Daytime 

The  transition  to  return  to  base  service  begins  during  the  last  hour  of  the  morning  peak,  at 
approximately  8:00  a.m.  Base  service  continues  until  approximately  3:00  p.m.,  when  afternoon 
commute  dispatches  begin.  Base  weekday  service  requires  35  trains  operating  on  the  system  and 
results  in  the  following  bi-directional  service  frequencies:  nine  trains  an  hour  between  Daly  City 
and  Concord  and  Daly  City  and  Fremont,  nine  trains  an  hour  between  Richmond  and  Fremont 
and  eight  trains  an  hour  between  Daly  City  and  Richmond.  Trains  stop  at  all  stations  along  then- 
designated  route.  The  systemwide  average  speed  for  revenue  service,  including  stations  stops, 
is  35.2  miles  per  hour.  As  for  all  service  periods,  trains  are  sized  to  accommodate  demand,  in 
compliance  with  the  load  factor  standards  established  by  the  Board  of  Directors. 

Base  Rail  Service  > Nights 

Base  night  service  consists  of  bi-directional  20-minute  train  headways  on  two  routes:  Concord- 
Daly  City  and  Fremont-Richmond.  This  two-route,  X service  requires  a transfer  in  downtown 
Oakland  for  trips  which  at  other  times  are  served  by  the  Fremont-Daly  City  and  Richmond-Daly 
City  routes.  BART’s  train  schedule  allows  transfers  with  a minimum  of  passenger  waiting  time, 
via  timed  train  meets  at  12th  Street  and  Mac  Arthur  stations  in  Oakland.  Base  night  service 
requires  16  online  trains,  begining  at  approximately  7:00  p.m.,  with  four  terminal-station 
dispatches  (two  on  each  route  in  both  directions).  The  last  four  terminal- station  train  dispatches 
occur  just  after  midnight,  ending  their  runs  at  approximately  1:30  a.m..  Individual  station 
closings  are  coordinated  with  the  schedule  for  these  trains,  as  they  pass  through  the  stations. 

Base  Rail  Service  • Weekends  and  Holidays 

Base  daytime  Saturday  service  consists  of  28  trains  online,  operating  at  20-minute  headways  on 
all  four  routes  between  the  hours  of  6:00  a.m.  and  7:00  p.m.  After  7:00  p.m.,  base  night  service 
is  in  effect  until  closing.  Base  Sunday  rail  service  consists  of  16  trains  online,  operating  at  20- 
minute  headways  on  a two-route,  X service  schedule  (the  same  as  Base  Night  Service)  between 
the  hours  of  8:00  a.m.  and  closing.  Except  for  minor  schedule  and  train  length  modifications, 
BART  provides  the  following  service  schedules  on  holidays: 


Celebrated  Holiday 
New  Years  Day 
Martin  Luther  King  Day 
Presidents’  Day 
Memorial  Day 
July  4th 
Labor  Day 
Columbus  Day 
Veterans’  Day 
Thanksgiving 
Day  After  Thanksgiving 
Christmas 


Schedule 

Sunday 

Weekday 

Saturday 

Saturday 

Saturday 

Saturday 

Weekday 

Weekday 

Sunday 

Weekly 

Sunday 
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Special  Rail  Service 


BART  service  is  ccx)rdinated  with  major  Bay  Area  events.  Additional  service  for  special  events 
is  provided  in  three  ways.  The  first  is  by  lengthening  regularly  scheduled  trains  less  than  10  cars 
long.  This  method  works  well  during  offpeak  times,  when  nearly  all  trains  are  less  than  10  cars 
in  length,  and  when  BART  patron  demand  to  a particular  event  does  not  warrant  higher  train 
frequencies.  For  events  which  require  greater  capacity  and/or  frequency  of  service,  additional 
trains  are  placed  in  operation.  This  second  method  of  adding  service  and  capacity  is  typically 
implemented  when  the  demand  for  BART  associated  with  an  event  is  sharply  peaked,  such  as 
following  the  end  of  a baseball  game,  rock  concert,  or  other  event  having  a large  attendance. 
The  third  way  BART  accommodates  service  to  special  events  is  to  provide  revenue  operations 
at  times  when  the  system  is  normally  closed,  such  as  an  early-Sunday  morning  opening  as  is 
done  for  the  annual  Bay-to-Breakers  foot  race  in  San  Francisco.  Examples  of  special  BART 
service  include:  extended  hours  of  operation  on  New  Year’s  Eve;  longer  and  more  trains  to  serve 
athletic/special  events  at  the  Oakland  Coliseum,  U.C.  Berkeley,  and  San  Francisco 
Civic/Convention  Center;  special  early  Sunday  morning  opening  and  express  trains  to  Bay-to- 
Breakers  in  San  Francisco,  and  Shoppers’  Specials  trains  each  Sunday  between  Thanksgiving  and 
Christmas. 

Express  Bus  Service 

As  an  interim  measure  until  rail  extensions  come  online,  BART  provides  express  bus  service  on 
12  routes  within  five  major  travel  corridors  in  Alameda  and  Contra  Costa  Counties  (Figure  1-5, 
BART  Express  Bus  Headways  and  Hours  of  Service).  All  express  bus  service  is  coordinated 
with  BART  rail  schedules,  and  is  provided  under  contract  with  Laidlaw  Transit,  Inc.  A total  of 
618  free  parking  spaces  are  currently  provided  at  three  express  bus  park-ride  lots,  which  are 
located  on  future  extension  station  sites:  West  Pittsburg  (213  spaces).  East  Antioch  (252  spaces), 
and  West  Livermore  (153  spaces).  The  former  North  Concord/Martinez  Express  Bus  lot  (538) 
spaces  was  closed  in  December  1992  to  accommodate  construction  of  the  rail  extension  to  North 
Concord,  currently  in  progress. 


BART  Express  Bus  Corridors 

1.  1-80  between  El  Cerrito  del  Norte  Station  and  Pinole,  Hercules,  and  Rodeo, 

2.  SR-4  between  Concord  Station  and  Martinez, 

3.  SR-4  between  Concord  Station  and  Pittsburg,  Antioch,  and  Brentwood, 

4.  1-680  between  Walnut  Creek  Station  and  Dublin  and  Pleasanton, 

5.  1-580  between  Bay  Fair/Hayward  Stations  and  Dublin,  Pleasanton,  and  Livermore. 
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FARES 


BART  fares  are  computed  by  a distance-based  formula,  with  surcharges  for  Transbay  service, 
Daly  Gty  Station  origin  or  destination  (Daly  City  Station  serves  San  Mateo  County,  which  is 
outside  the  District),  and  a speed  premium  (Figure  1-6,  BART  Fare  Components  and  Ticket 
Prices).  The  base  fare  is  currently  800  for  the  shortest  trips  and  trips  within  downtowns  and 
other  local  areas.  The  highest  fare  is  currently  $3.00,  for  the  36-mile  Transbay  trip  between 
Fremont  and  Daly  City  (Figure  1-7,  BART  Fares  and  Travel  Times).  The  average  rail  passenger 
fare,  including  discounts,  in  FY  93  was  $1.37. 

BART  provides  a 90%  discount  to  children  between  the  ages  of  5 and  12  (children  under  5 can 
ride  free),  to  persons  65  and  over,  and  to  persons  with  a qualifying  medical  condition  or  mobility 
impairment.  Those  not  qualifying  for  these  discounts  may  purchase  a $32  high-value  ticket  for 
$30,  a savings  of  6.25%. 

Additional  discounts  are  provided  in  conjunction  with  travel  on  other  transit  systems  connecting 
with  BART.  The  BART/MUNI  Fast  Pass  allows  unlimited  use  of  San  Francisco  Municipal 
Railway  services  and  BART  within  the  City  of  San  Francisco.  As  of  August  1,  1993,  the  price 
of  the  monthly  Fast  Pass  is  $35.  The  premium  B ART/Muni  Fast  Pass  available  for  $45  as  of 
October  1, 1993  is  also  good  on  BART.  Two  other  fare  instruments  are  BARTPlus  and  Premium 
B ARTPlus,  which  combine  a BART  ticket  with  a pass  valid  for  one-half  month  on  BART,  BART 
Express  Bus  and  other  Bay  Area  transit  systems  which  serve  BART  rail  stations.  An  additional 
multi-operator  fare  instrument  is  TransLink,  a joint  ticket  for  BART,  BART  Express  Bus,  and 
Contra  Costa  County  Transit  Authority  (CCCTA),  providing  transfer  discounts.  Translink  tickets 
may  be  purchased  in  two  denominations;  a $32  value  for  $30  and  an  $80  value  for  $75,  a savings 
of  6.25%.  An  additional  discount  is  provided  by  the  last-ride  bonus,  which,  with  at  least  50 
remaining  on  the  ticket,  allows  the  completion  of  a trip  of  any  length  on  BART,  BART  Express 
Bus,  or  CCCTA.  Features  of  these  and  other  fare  instruments  are  summarized  in  Figure  1-6, 
BART  Fare  Components  and  Ticket  Prices. 
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Figure  1-6 

BART  FARE  COMPONENTS  AND  TICKET  PRICES 
AS  OF  AUGUST  1993 
Notes  Appear  On  Following  Page 


TRIP  LENGTH: 

Up  to  6 miles 

800 

Between  6 and  14  miles  * 

920  + 6.90/mile 

Over  14  miles 

$1.47  + 4. 10/mile 

SURCHARGE: 

Transbay 

450 

Daly  City  ’ 

520 

SPEED  PREMIUM: 

Charge  differential  for  faster  or  slower 
than  average  trips,  based  on  scheduled 
travel  time 

±2.50/minute 

RESULTING  FARES: 

Range  ^ 

800  to  $3.00 

Average  fare  (before  discounts) 

$1.58 

Average  fare  paid  (after  discounts) 

$1.37 

RAIL  FARE 

Children  under  5 

Free 

DISCOUNTS  & 

Children  5 through  12  (90%  discount) 

$1.60  ($16  value) 

SPECIAL  FARES:  ^ 

Persons  65  and  over  (90%  discount) 

$1.60  ($16  value) 

Persons  with  qualifying  disability  (90%  discount) 

$1.60  ($16  value) 

Regular  adult  (6.25%  discount) 

$30  ($32  value) 

Excursion  (entry/exit,  same  station)  ® 

$2.60 

STORED  VALUE 

TransLink  (6.25%  discount^  and  last  ride  bonus) 

$30  or  $75  (2  denom) 

JOINT  TICKET:’ 

($32  or  $80  value) 

SEMI-MONTHLY 

BARTPlus  (w/  $15  to  $50  BART  value)  * 

$28-$61  (8  denom) 

RAIL/BUS  PASS: 

Premium  BARTPlus  (w/  $14  BART  value)  ® 

S36-S47  (3  denom) 

MONTHLY  RAIL/ 

Fast  Pass  --  (unlimited  monthly  use  of  BART 

$35 

SF  MUNI  PASS: 

and  MUNI  within  San  Francisco) 

ONE-WAY 

BART  Express  Bus  - Zone  1 

250  (500  base  fare) 

TRANSFERS  TO:  “ 

Zone  2 

400  ($1.15  base  fare) 

(issued  at  rail  stations) 

CCC  Transit  Authority 

500  ($1.00  base  fare) 

Union  City  Transit 

250  (500  base  fare) 

ROUND-TRIP 

AC  Transit  - From  BART 

600  ($1.10  base  fare) 

TRANSFERS 

To  BART 

600  ($1.10  base  fare) 

TO/FROM:  “ 

SF  MUNI,  within  SF  - From  BART 

$1.00  ($1.00  base  fare) 

(issued  at  rail  stations) 

To  BART 

Free  ($1.00  base  fare) 

SF  MUNI,  Daly  City  Station  - From  BART 

Free  ($1.00  base  fare) 

To  BART 

Free  ($1.00  base  fare) 

BART  EXPRESS  BUS: 

Children  under  5 

Free 

(1  Zone/2  Zone) 

Children  5 through  12 

150/300 

Regular  Adult 

750/$1.15 

Persons  65  and  over 

150/300 

Persons  with  a qualifying  disability 

150/300 
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Figure  1-6  (continued) 

NOTES:  BART  FARE  COMPONENTS  AND  TICKET  PRICES 

1.  Trips  over  6 miles  within  East  Bay  Suburban  Zone  (Concord-Orinda,  Fremont-Bay  Fair,  Richmond-Ashby) 
priced  at  fare  indicated  for  trips  under  6 miles. 

2.  The  Daly  City  surcharge  does  not  apply  to  Transbay  trips. 

3.  BART  rail  fares  are  computed  by  automatic  fare  collection  equipment  and  are  rounded  to  the  nearest  50.  The 
current  range  of  fares  is  based  on  the  most  recent  fare  increase  (averaging  32%)  which  occurred  on  January 
1,  1986.  Prior  fare  increases  occurred  on  September  9,  1982,  June  6,  1980,  and  November  11,  1975. 

4.  The  average  rail  fare,  before  and  after  discounts,  includes  rail  passenger  revenue  from  all  fare  instruments, 
including  the  San  Francisco  MUNI  Fast  Pass.  The  figures  shown  are  for  FY  93. 

5.  Discounted  tickets  are  sold  at  outside  retail  and  community  outlets,  through  BART’s  Tickets-To-Go  program 
(as  of  August  1993,  there  were  397  BART  ticket  outlets  plus  an  additional  177  outlets  covered  under  the 
MTC-sponsored  Regional  Transit  Connection).  In-station  sales  booths  at  Montgomery,  Embarcadero,  12th 
Street,  and  Concord  also  sell  a variety  of  ticket  types.  BART’s  Pass  Office  sells  all  ticket  types  via  mail 
order. 

6.  There  is  a three-hour  limit  on  the  excursion  fare. 

7.  Translink  features  a last  ride  bonus,  which  allows  riders  to  complete  one  final  BART  trip  of  any  length  with 
a minimum  of  50  of  stored  value  remaining  on  the  ticket.  This  joint  ticket  is  valid  on  BART  rail.  Express 
Bus  (roundtrip  discount  of  Sl.CX))  and  Contra  Costa  County  Transit  Authority  (roundtrip  discount  of  $1.10). 
Additional  transit  operators  will  be  added  in  later  phases. 

8.  The  semi-monthly  BARTPlus  ticket  was  made  available  starting  on  April  1,  1991,  and  is  valid  for  unlimited 
rides  on  BART  Express  Buses  and  eight  other  systems  (excludes  Transbay  and  some  express  bus  service) 
which  connect  with  BART  rail.  These  other  systems  are:  AC  Transit,  MUNI,  SamTrans,  Contra  Costa 
County  Transit  Authority,  Santa  Clara  County  Transportation  Agency,  Union  City  Transit,  Dumbarton  Express, 
and  Martinez  Link.  BARTPlus  also  features  the  last  ride  bonus.  Remaining  stored  BART  value  may  be  used 
within  a five-day  grace  period  following  the  last  day  of  the  designated  half-month. 

9.  The  semi-monthly  Premium  BARTPlus  ticket  was  made  available  starting  on  February  1,  1992.  This  fare 
instrument  has  the  same  basic  features  as  BARTPlus,  and  includes  longer-distance  and  express  services 
provided  by  the  following  Bay  Area  transit  operators:  Dumbarton  Transbay  service.  Golden  Gate  Transit 
Transbay  bus  and  ferry  service,  Vallejo  Transit  bus  service. 

10.  BART  began  accepting  the  regular  adult  MUNI  Fast  Pass  for  BART  travel  within  San  Francisco  on  April  1, 
1983  (discounted  Fast  Passes  are  not  valid  on  BART).  Fast  Passes  are  sold  at  stores,  places  of  employment, 
and  other  outlets  in  San  Francisco. 

11.  Except  for  the  two-part  SI. 00  (round  trip)  Muni  transfers  issued  in  San  Francisco  stations,  all  other  one-way 
and  round-trip  transfers  are  issued  free  of  charge  from  vending  machines  located  inside  the  paid  area  of  BART 
rail  stations.  Riders  needing  connecting  services  can  obtain  transfers  prior  to  exiting  the  BART  paid  area. 
Additional  fares,  if  required,  are  paid  upon  boarding  the  connecting  carrier.  This  additional  fare  is  shown  in 
the  right-hand  column..  The  prices  shown  in  parentheses  correspond  to  the  connecting  carrier’s  base  fare.  The 
fare  savings  with  the  transfer  is  equal  to  the  base  fare  less  the  additional  fare  paid  to  the  connecting  transit 
system. 
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Figure  1-7 

BART  FARES  AND  TRAVEL  TIMES 

(Travel  Times  Reflect  The  Train  Schedule  Effective  June  22,  1992) 
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CHAPTER  2 


SERVICE  AND 
PROGRAM  EVALUATION 
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SYSTEM  PERFORMANCE  EVALUATION 


Throughout  its  history,  BART’s  mission  has  been  to  deliver  safe,  reliable,  customer-oriented 
transportation.  With  more  than  two  decades  of  operational  experience  following  its  engineering 
and  construction  phase,  BART  continues  to  be  guided  by  those  key  descriptive  words:  safe, 
reliable,  customer  oriented.  Evolution  of  BART  has  been  greatly  influenced  by  challenges 
presented  on  many  fronts,  including  those  relating  to  technology,  fiscal  requirements,  and  political 
realities.  Notwithstanding,  the  organization  has  continually  set  high  standards  of  excellence. 
Central  to  achievement  of  its  goals  is  the  importance  BART  places  on  nurturing  a talented  and 
dedicated  workforce,  one  capable  of  maintaining  the  dependability  of  the  system,  while  forging 
ahead  and  meeting  the  challenges  of  the  future.  The  organization’s  effectiveness  depends  a great 
deal  on  the  policies  and  processes  put  in  place  to  bring  about  positive  change. 

The  following  evaluation  of  BART  service  and  programs  is  structured  around  the  policy 
framework  that  guides  its  current  operations  and  development  of  new  services.  BART’s  goals 
are  the  fundamental  policy  statements  which  provide  focus  and  help  establish  priorities,  as  well 
as  provide  seed  for  new  programs  (see  Figure  2-1,  BART  Goals).  How  well  BART  performs  is 
best  revealed  by  comparing  the  organization’s  achievements  to  its  performance  indicators  and 
adopted  standards.  These,  in  effect,  are  measures  of  success  which  link  actions  to  desired  results. 
A summary  of  BART’s  performance  relative  to  its  adopted  standards  is  presented  in  Figure  2-2 
(BART  Performance  In^cators  and  Standards,  Fiscal  Year  1993).  The  following  discussion 
presents  information  about  BART  services  and  programs  as  related  to  the  District’s  eight  goals. 

Special  SRTP  topics  are  discussed  as  they  relate  to  individual  goals.  These  include:  capital 
program  planning  and  implementation;  congestion  management  planning;  contingency  planning; 
DBE  compliance  and  Title  VI,  accessibility  for  the  elderly  and  persons  with  disabilities, 
privatization,  and  MTC  Productivity  Improvement  Program  (PIP),  per  BART’s  1990  Performance 
Audit  and  inter-operator  coordination/SB-602  based  projects.  Note  that  BART’s  PIP  projects  are 
discussed  under  the  respective  goals  to  which  they  relate.  A summary  of  the  status  of  all 
BART’s  PIP  projects  is  presented  in  Figure  2-3  (Status  for  BART’s  FY  93  Productivity 
Improvement  Program  Projects).  A more  detailed  discussion  of  ridership,  capacity,  and  financial 
performance  follows  the  goal’s  section. 


Goal  1:  Provide  Safe,  Reliable,  and  Economical  Transportation 

BART’s  first  goal  follows  directly  from  its  mission  statement:  to  deliver  safe,  reliable,  customer- 
oriented  transportation.  While  train  performance  is  a central  theme,  emphasis  is  also  given  to 
achieving  and  maintaining  high  performance  standards  for  all  aspects  of  BART  operations. 
Programs  are  implemented  and  actions  routinely  performed  within  specified  programs  to  provide 
the  best  possible  travel  environment  for  BART  customers  and  as  a marketing  tool  to  win  new 
customers. 
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Figure  2-1 


BART  GOALS 


1.  Provide  safe,  reliable,  high-quality  and  economical 
transportation  service  to  the  Bay  Area  community. 

2.  Deliver  user-friendly  services  to  all  our  customers. 

3.  Empower  employees  to  function  as  owners  of  the  BART 
organization. 

4.  Provide  an  environment  free  of  impediments  to 
opportunities  for  employees  and  disadvantaged  business 
enterprises,  and  one  which  encourages  cooperation  and 
develops  an  organizational  team  of  highly  motivated  staff. 

5.  Develop  BART  services  and  facilities  to  expand  District 
markets  and  capture  new  revenue  sources. 

6.  Secure  and  manage  the  funds  necessary  to  maintain  and 
expand  the  system  and  to  operate  BART  according  to 
fiscally  sound  business  practices. 

7.  Take  the  leadership  role  in  integrating  various  features  of 
regional  transportation  systems  in  pohcy,  finance,  and 
operations. 

8.  Build  constituencies  at  all  levels  of  government  to  support 
the  BART  organization  and  its  programs. 
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Figure  2-2 


BART  PERFORMANCE  INDICATORS  AND  STANDARDS 
FISCAL  YEAR  1993  PERFORMANCE  SUMMARY 


FiRrORMANCg  mDlOATORS 

{a) 

ACTUAL 

STANDARD 

STATUS  : 

1.  R03ERSHIP:  TOTAL  TRIPS 

73,939,485 

73,345,800 

EXCEEDED 

AVERAGE  W^KDAYTRIPS 

253,838 

252,455 

EXCEEDED 

TOTAL  EXPRESS  BUS 

2,285,887 

(c) 

n.a 

2.  CARS  AVAILABLE  AT  4 AM:  A-CARS 

85 

86 

- 

B^ARS 

242 

248 

- 

C-CARS 

114 

119 

- 

TOTAL  FLEET 

442 

453 

NOT  MET 

3.  PEAK&tWIINLTTE  DELAYS  (Per  100  Train  Runs);  DELAY  EVEtVTS 

2.96 

3.00 

EXCEEDED 

DELAYED  TRAINS 

8.42 

8.00 

NOT  MET 

4.  PEAK  PERK3D/PEMi  DIRECTION  TRANSBAY  CAR  THROUGHPUT  (%) 

97.8 

97.5 

MET 

5.  LOAD  FACTORS:  PEAK  PERIOD  (Disaetionary  Trains)  (d) 

0.88 

1.15 

NOT  MET 

OFFPEAK  (All  Mdday  & Night  Trains) 

0.63 

1.00 

EXCEEDED 

& TRAIN  ON-TIME  PERFORMANOE(%):  DAILY 

95.9 

95.0 

EXCEEDED 

PEAK 

93.9 

(e) 

n.a 

7.  PASSENGER  ACCIDENTS  (Annuai  Rate-Inciclents/Million  Trips) 

12.5 

17.7 

EXCEEDED 

8.  AFC  PERFORMANCE  (InckJants/l, 000  Trips) 

0.21 

0.30 

EXCEEDED 

9.  STATION  EQUIPMENT  AVAILABILrTY(%);  ELEVATORS 

99.8 

97.0 

EXCEEDED 

ESCALATORS 

97.3 

97.0 

MET 

10.  EXPRESS  BUS  ON-TIME  PERFORMANCE  (%) 

95.2 

95.0 

MET 

11.  FAREBOX  RATIOS  (%):  RAIL 

49.9 

48.7 

EXCEEDED 

EXPRESS  BUS 

19.1 

15.5 

EXCEEDED 

TOTAL  OPERATION 

48.6 

47.3 

EXCEEDED 

1Z  SYSTEM  OPERATING  RATIO  (%) 

53.3 

51.8 

EXCEEIXD 

IX  RAIL  COST  PER  PASSENGER  MILE  (Conts) 

21.7 

22.3 

EXCEEDED 

14.  REVENUE  VEHICLE  MILES  PER  EQUIVALENT  BART  EMPLOYEE 

18,902 

17,628 

EXCEEDED 

15.  SYSTEM  UTILIZATION  (’/.r-Passenoer  MilesTtevenue  Seat  Mile) 

31.8 

32.7 

NOT  MET 

16.  EMPLOYEE  LOST  TIME  DUE  TO  INDUSTRIAL  INJURIES  (%) 

0.63 

0.50 

NOT  MET 

17.  PAID  SICK  LEAVE  (%-Sick  Hours  Paid/StiaightTime  Hours  PakJ) 

3.07 

3.00 

NOT  MET 

18.  DBE  PARTICIPATION  (%):  ALL  CONTRACTS 

27.5 

21.0 

EXCEEDED 

FEDERALLY  ASSISTED  CONTRACTS 

25.3 

21.0 

EXCEEDED 

Notes: 

(a)  Key  performance  indicators  appear  in  bold/italic  type. 

(b)  A standard  is  judged  to  be  met  if  the  ratio  of  actual  to  desired  performance  is  within  0.5%  of  a minimum-threshold  standard 
(e.g.,  Total  Trips,  Passenger  On-Time,  etc.).  The  reciprocal  of  this  calculation  is  taken  where  the  standard  is  a maximum 
threshold  (e.g.,  AFC  Performance,  Rail  Cost  Per  Passenger  Mile,  etc.) 

(c)  There  is  no  specified  standard  for  total  express  bus  trips. 

(d)  Discretionary  trains  are  those  which  BART  can  alter  within  the  three-to-ten  car  limitation.  BARTs  load  factor  standard  is  to 
provide  capacity  where  possible  such  that  the  maximum  average  toad  factor  for  discretionary  trains  is  not  more  than  or  less 
than  1 .15  during  the  peak  periods  and  not  more  than  1 .00  in  the  offpeak.  Beginning  in  FY  93  the  definition  of  "peak  period" 
was  expanded  from  a 2.5  hour  window  (ie.,  morning  or  afternoon)  to  a 3.0  hour  window.  Current  peak  periods  are  from 
approximately  6 to  9 a.m.  and  3:30  to  6:30  p.m.. 

(e)  There  is  no  specified  standard  for  peak  period  train  on-time  performance.  However,  BART  Board  policy  calls  for  the 
reporting  of  performance. 
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STATUS  FOR  BART’S  FY  93 

PRODUCTIVITY  IMPROVEMENT  PROGRAM  PROJECTS 
BASED  ON  1993  PERFORMANCE  AUDIT 
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First  comes  safety,  a given,  not  an  issue  at  BART.  Operating  procedures  adhere  to  stringent 
industry  standards.  BART’s  Safety  Department  works  closely  with  the  California  Public  Utilities 
Commission  (CPUC),  as  well  as  internally  with  BART  operations,  maintenance,  engineering,  and 
other  departments  to  ensure  continued  compliance  with  all  prescribed  standards  and  procedures. 
The  year  1993  saw  the  development  and  implementation  of  several  new  effective  programs, 
including  the  establishment  of  an  Accident  Investigation  Team,  more  intensive  training  of  fire 
departments  which  serve  BART,  an  Environmental  Health  and  Safety  Manual,  a blood  borne 
pathogen  program,  and  a needlestick  training  program.  In  addition,  training  and 
certification/recertification  programs  continued  for  affected  departments.  Contingency  planning 
efforts  and  emergency  preparedness  exercises  continued  to  be  conducted  on  a regular  basis,  and 
involved  local  fire  departments,  first  aid  units,  and  other  emergency  service  providers.  BART’s 
excellent  safety  record  has  resulted  in  national  recognition  of  the  District’s  safety  program  as  one 
of  the  leaders  in  the  industry. 

Contingency  planning  also  included  BART’s  Service  Intermption  Plan,  focused  on  restoring 
service  as  soon  as  possible  in  the  event  of  an  emergency.  Depending  upon  the  type  of 
emergency  and  its  location,  the  Plan  identified  checklists  to  be  followed  for  alternative 
procedures.  These  include  actions  to  be  taken  by  Transportation,  Maintenance,  BART  Police, 
and  local  fire  departments.  Bus  bridging  alternatives  were  included  to  ensure  minimal 
inconvenience  to  BART  passengers  when  service  on  segments  of  the  system  is  halted  in  response 
to  an  emergency. 

BART’s  commitment  to  safety  extends  to  law  enforcement,  the  charge  of  its  154-member  sworn 
police  force.  From  the  control  of  illegal  parking  to  deterrence  and  investigation  of  serious 
criminal  activities,  BART  Police  use  the  latest  techniques  to  minimize  crimes  against  persons  and 
property  on  trains,  in  stations  and  parking  lots,  and  other  BART  facilities  and  property.  During 
FY  93,  serious  crimes  at  the  El  Cerrito  del  Norte  and  Daly  City  parking  structures  were  reduced 
50%  with  the  introduction  of  attendant  staffing  in  October  1992.  Fencing  of  the  Richmond 
Station  parking  lot  and  the  Concord  Station  Mesa  Street  lot  in  FY  93  also  contributed  to  a 
reduction  of  crime  at  these  locations. 

Transit  vehicle  maintenance  is  critical  to  providing  rail  service  that  is  both  on  time  and  in 
accordance  with  scheduled  train  capacity.  Stringent  preventative  maintenance  standards,  efficient 
parts  procurement  and  inventory  methods,  and  procedures  and  technical  expertise  developed  over 
the  years  have  helped  BART  provide  operable,  clean,  and  safe  vehicles  ready  for  service  each 
day.  During  FY  93,  BART  made  an  average  of  442  vehicles  available  for  service  each  day  by 
4 a.m.,  versus  a standard  of  453.  Additional  equipment  checks  imposed  in  FY  93  for  the  purpose 
of  increasing  vehicle  reliability  had  a slight  negative  effect  on  achieving  the  target. 

Efforts  are  ongoing  for  two  projects  identified  in  the  FY  93  Productivity  Improvement  Program. 
First,  implementation  of  the  new  Procurement  Manual  began  in  February  1993  and  is  continuing, 
with  ongoing  minor  revisions  to  the  document  and  staff  training  in  overall  procedures.  Secondly, 
BART  averaged  four  out-of-service  vehicles  per  week  during  the  first  quarter  of  FY  93, 
compared  to  a standard  of  6,  or  1%  of  the  operating  fleet.  During  the  third  quarter,  out  of 
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service  cars  increased  to  12,  due  to  a temporary  problem  with  the  couplers.  The  problem  was 
soon  rectified,  with  out-of- service  cars  reduced  to  five  vehicles  per  week  during  the  last  quarter 
of  FY  93  (see  Figure  2-3  Status  for  BART’s  FT  93  PIP  Projects). 

The  December  17,  1992  derailment,  between  12th  Street  and  Lake  Merritt  stations,  was 
immediately  followed  by  an  extensive  investigation.  Revisions  to  operational  and  maintenance 
procedures  were  implemented  to  minimize  the  likelihood  of  similar  events  in  the  future. 

Because  of  the  importance  of  maintaining  service  in  accordance  with  BART’s  published  train 
schedule,  maintenance  efforts  focus  on  minimizing  incidents  which  cause  train  delays  (a  delay 
is  defined  as  five  minutes  or  more).  BART’s  objective  is  to  achieve  a rate  no  higher  than  three 
train  delay  events  for  every  100  dispatches  (i.e.,  3%).  Actual  performance  for  FY  93  reveals  that 
BART’s  delay  event  rate  was  favorable  at  2.96%.  A second  objective  is  to  ensure  that  the  delay 
events  result  in  no  more  than  8%  of  trains  from  being  delayed  more  than  five  minutes.  The 
actual  rate  for  FY  93  was  8.42%.  This  unfavorable  rate  reflects  operational  problems  which 
occurred  early  in  FY  93,  in  adjusting  to  BART’s  faster  schedule  (effective  June  22,  1992). 
Performance  improved  as  follow-up  corrective  actions  were  implemented. 

A related  objective  is  to  increase  the  mean-time-between  service  delays  to  900  car  hours  by 
December  1993  and  to  1,0(X)  by  the  end  of  FY  94.  As  discussed  above,  actual  level  of 
performance  was  impacted  by  the  implementation  of  BART’s  faster  train  schedule.  The  initial 
impact  resulted  in  lower  and  unfavorable  mean-time-between  service  delays  during  the  first 
quarter  of  FY  93  relative  to  prior  quarters.  Performance  improved  as  problems  with  the  new 
schedule  were  corrected  such  that  actual  performance  in  June  1993  was  948  hours  between 
service  delays.  BART’s  captive  fleet  program,  which  assigns  responsibility  for  individual  cars 
to  specific  maintenance  yards  and  assures  better  control  and  attention  to  vehicle  failures, 
continued  to  assist  in  reducing  delays. 

Passenger  on-time  performance,  defined  as  the  percentage  of  passengers  arriving  at  their 
destination  within  five  minutes  of  the  scheduled  train-run  times,  averaged  93.3%  for  all  rail  trips 
in  FY  93,  versus  a standard  of  94.0%.  Daily  and  peak  period  train  on-time  performance  for  FY 
93  averaged  95.9%  and  93.9%,  respectively. 

Adequate  car  availability  at  targeted  levels  allows  BART  to  schedule  capacity  when  and  where 
needed.  Factors  limiting  train  headways  and  allowable  train  lengths  are  constraints  with  which 
BART  must  contend.  Reducing  the  minimum  headway  is  an  important  BART  objective 
representing  a significant  challenge  now  being  addressed  by  the  District’s  Capital  Improvement 
Program.  Allowable  train  lengths,  on  the  other  hand,  are  governed  by  two  factors,  both  of  which 
are  unlikely  to  change  in  the  foreseeable  future.  The  first  is  the  CPUC  requirement  of  a 
minimum  three-car  train,  based  on  track  occupancy  detection  specifications.  BART,  therefore, 
must  provide  a minimum  of  a thiee-car  train,  even  though  demand  may  call  for  fewer  cars, 
during  late  night  hours  for  example.  On  the  upper  end,  BART  is  limited  to  operating  trains  each 
consisting  of  no  more  than  ten  cars,  the  length  of  station  platforms.  Maximum  train  length 
combined  with  minimum  allowable  headway  define  the  limit  of  capacity  BART  can  achieve. 
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Exceeding  this  limit  by  reducing  headways  is  one  of  the  primary  objectives  BART  is  striving  to 
achieve. 

BART  continually  monitors  passenger  demand  at  peak  screenlines  and  schedules  available  cars 
to  match  the  demand,  when  and  where  possible  (i.e.,  within  the  headway  and  train-length 
constraints).  BART’s  Data  Acquisition  System  (DAS)  and  automated  train  history  files  provide 
the  basic  data  for  the  Passenger  Flow  Model  (PFM),  which  is  used  in  the  analysis  and  reporting 
of  load  factors  (the  ratio  of  people  to  train  seats).  Peak  period  load  factors  are  measured  over 
a three-hour  time  frame,  starting  60  minutes  before  the  peak  hour.  Load  factors  for  peak  period 
discretionary  trains,  those  which  BART  can  effectively  alter  within  the  three- to-ten-car  limitation, 
averaged  0.88  during  FY  93,  versus  a target  of  1.15.  Because  there  are  very  few  discretionary 
trains  operating  during  the  peaks,  this  is  not  the  load  factor  riders  typically  experience.  The  load 
factor  for  peak  hour  transbay  trains  during  FY  93  was  considerably  higher,  averaging  1.28.  Peak 
hour  Richmond-Fremont  service  averaged  0.94. 

Providing  high  quality  service  also  means  keeping  vehicles  free  of  litter  and  graffiti.  BART’s 
Car  Cleaning  Program  continued  to  be  effective  in  FY  93  and  included  nightly  interior  car 
cleaning  and  exterior  car-brightening  of  the  entire  fleet  of  589  cars  every  24  weeks.  BART 
maintenance  activities  focused  on  station  cleanliness  by  performing  routine  cleaning  and  repair 
on  a regular  basis.  In  addition  to  the  four  stations  reconditioned  under  the  Station  Rehabilitation 
Program  begun  in  FY  91,  four  more  were  completed  by  the  end  of  FY  93.  These  stations  include 
Walnut  Creek,  Coliseum,  24th  Street,  and  16th  Street. 

Efforts  to  provide  the  best  possible  service  at  high  standards,  while  achieving  economies  of  scale, 
have  led  BART  to  privatize  some  functional  aspects  of  its  operations,  where  costs  of  outside 
services  are  less  than  could  be  achieved  by  the  District.  On  a contract  dollar  basis,  BART’s 
express  bus  service  (operated  by  Laidlaw  Transit,  Inc.)  constitutes  the  largest  budget  line  item 
under  privatization.  Other  functional  areas  which  have  been  privatized  include  traction  motor 
overhaul  and  vehicle  seat  cleaning.  Figme  2-4  (BART  Privatization,  Services  Provided  Under 
Contract)  summarizes  the  services  provided  to  BART  under  contract  with  outside  firms. 


Goal  2:  Deliver  User-Friendly  Service 

This  element  of  BART’s  mission  includes  delivering  efficient  and  accessible  service.  Over  the 
past  three  years,  more  emphasis  has  been  given  to  doing  just  that.  An  important  part  of  this 
effort  is  BART’s  participation  in  the  Metropolitan  Transportation  Commission  (MTC)  Regional 
Transit  Coordination  Program  (in  compliance  with  SB-602),  which  seeks  to  improve  the 
availability  of  transit  information  and  coordination  of  fares  and  simplify  inter-operator  transfers. 
Most  of  these  activities  are  presented  under  Goal  7 which  addresses  regional  service  integration. 
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service  cars  increased  to  12,  due  to  a temporary  problem  with  the  couplers.  The  problem  was 
soon  rectified,  with  out-of-service  cars  reduced  to  five  vehicles  per  week  during  the  last  quarter 
of  FY  93  (see  Figure  2-3  Status  for  BART’s  FY  93  PIP  Projects). 
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to  specific  maintenance  yards  and  assures  better  control  and  attention  to  vehicle  failures, 
continued  to  assist  in  reducing  delays. 
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BART  must  contend.  Reducing  the  minimum  headway  is  an  important  BART  objective 
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Program.  Allowable  train  lengths,  on  the  other  hand,  are  governed  by  two  factors,  both  of  which 
are  unlikely  to  change  in  the  foreseeable  future.  The  first  is  the  CPUC  requirement  of  a 
minimum  three-car  train,  based  on  track  occupancy  detection  specifications.  BART,  therefore, 
must  provide  a minimum  of  a three-car  train,  even  though  demand  may  call  for  fewer  cars, 
during  late  night  hours  for  example.  On  the  upper  end,  BART  is  limited  to  operating  trains  each 
consisting  of  no  more  than  ten  cars,  the  length  of  station  platforms.  Maximum  train  length 
combined  with  minimum  allowable  headway  define  the  limit  of  capacity  BART  can  achieve. 
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The  June  1992  rail  service  schedule  enabled  BART  to  go  another  step  toward  providing  user- 
friendly  service.  Train  speeds  were  increased  and  timed  train  meets  were  scheduled  to  reduce 
transfer  times,  conveying  passengers  to  their  destination  with  greater  speed  and  ease.  Additional 
service  begun  in  April  1993,  the  Sunday  Double  Header  Express,  provides  supplementary 
daytime  trains  between  selected  stations  in  the  East  Bay  and  San  Francisco  on  Sundays. 

Providing  user-friendly  BART  service  also  means  reducing  or  eliminating  barriers  which  lead  to 
decisions  to  riot  use  the  system.  Improvement  of  customer  relations  is  the  key  focus.  Station 
agents,  BART  Police,  other  front-line  staff,  and  behind-the-scenes  personnel  receive  training  on 
customer  interaction,  confrontation  avoidance,  and  other  methods  to  help  staff  respond  in  a 
positive  and  helpful  way  to  customer  needs  in  a variety  of  simations. 

Many  improvements  have  been  achieved  in  making  information  readily  available  for  customers, 
regarding  BART  train  and  express  bus  service  schedules,  fares,  transfers,  and  connections  with 
other  transit  lines.  Prime  examples  are  the  large  train  schedule  display  boards  on  the  train 
platform  level  of  each  station,  and  the  information  kiosks  on  station  concourse  levels.  Numerous 
brochures  are  made  available  to  riders  at  bins  located  near  station  agents  booths,  entry/exit  gates, 
kiosks,  and  other  locations.  The  brochures  are  updated  as  needed  and  provide  information 
concerning  how  to  use  the  system,  fares,  destinations,  important  points  of  interest  the  system 
serves,  and  where  discount  tickets  may  be  purchased.  Most  of  the  brochures  are  also  available 
in  Cantonese,  Spanish,  and  Tagalog.  In  FY  93,  the  popular  All  About  BART  brochure  was 
combined  with  the  weekday  train  schedule  to  provide  one  convenient  brochure,  while  also 
reducing  BART’s  printing  cost. 

BART  continues  to  make  every  effort  to  accommodate  the  needs  of  the  elderly  and  persons  with 
disabilities.  Design  standards  and  features  of  stations  and  vehicles  are  evidence  of  this  concern 
for  providing  a safe  and  accessible  travel  environment.  Stringent  performance  standards  and 
preventative  maintenance  for  station  elevators  and  escalators  help  keep  this  vital  equipment  in 
operable,  safe  condition  for  all  BART  riders,  but  is  most  critical  in  ma^g  BART  an  accessible 
system.  Elevator  availability  typically  has  been  above  99%  and  averaged  99.8%  during  FY  93. 
Escalator  availability  during  the  same  period  averaged  97.3%. 

The  BART  Accessibility  Task  Force,  comprised  of  representatives  from  the  elderly  and  disabled 
communities,  meets  regularly  with  BART  staff  for  the  purpose  of  identifying  projects  which  may 
further  enhance  system  accessibility.  The  Coordinated  Paratransit  Plan  was  adopted  by  the 
District  Board  of  Directors  in  December  1992,  in  compliance  with  requirements  of  the  Americans 
with  Disabilities  Act  (ADA).  The  required  annual  update  was  submitted  in  July  1993  to  the 
Federal  Transportation  Administration  (FTA).  Implementation  of  the  projects  specified  by  the 
ADA  Plan  will  take  place  over  the  next  four  years.  A required  survey  of  travel  demand  for 
persons  with  disabilities  has  been  conducted  in  conjunction  with  AC  Transit.  A peer  transit 
training  program  (taught  by  persons  with  disabilities)  and  the  negotiation  of  cost  sharing 
agreements  between  BART  and  other  Bay  Area  transit  operators  are  in  the  process  of  being 
implemented.  The  District’s  adopted  Key  Station  Plan  identifies  BART’s  strategies  for  bringing 
stations  up  to  ADA  standards.  [Additional  details  are  present  in  Chapter  3,  Planned  Service  and 
Programs.] 
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Figure  2-4 


BART  PRIVATIZATION 
SERVICES  PROVIDED  UNDER  CONTRACT 


FY  93  ACTUAL 

Ff  94  BUDGET 

EXPRESS  BUS  SERVICE 

6,455,697 

6,703,288 

TRACTION  MOTOR  OVERHAUL 

1,102,302 

955,452 

BART  SHUTTLE  BUS  SERVICE 

112,724 

185,000 

SEAT  CLEANING 

217,803 

263,286 

WHEEL  RECONDITIONING 

245,159 

265,000 

WEED  ABATEMENT 

144,000 

66,000 

GRAFFITI  REMOVAL 

55,504 

163,767 

PARKING  LOT  SWEEPING 

34,992 

104,976 

ROLLER  BEARINGS 

163,728 

201,600 

BRAKE  LININGS 

* 

80,000 

WINDOW  WASHING 

29,680 

20,000 

PIGEON  CONTROL 

25,000 

112,185 

WHEEL  REMOVAL 

19,028 

29,110 

PEST  CONTROL 

11,995 

13,000 

FIRE  EXTINGUISHER  SERVICE 

24,296 

22,536 

PC  MAINTENANCE  & REPAIR 

29,850 

FLAME  SPRAY  OF  BEARINGS 

10,000 

30,000 

TOTAL 

8,678,858 

9,215,200 

* unavailable 
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Goal  3:  Empower  Employees  To  Function  As  Owners  Of  BART 

The  quality  of  service  as  experienced  by  BART’s  customers  is  a direct  reflection  of  the  people 
who  deliver  it:  BART’s  2,700+  employees.  For  this  reason,  programs  to  promote  professional 
development  are  an  important  part  of  how  BART  nurtures  its  human  resources  and,  at  the  same 
time,  improves  the  quality  of  service.  Specific  standards  have  been  developed  for  training 
managers,  supervisors,  and  fi’ont-line  employees.  Due  recognition  is  given  with  regard  to 
employee  performance,  suggestions,  service  history,  and  attendance  records. 


Goal  4:  Provide  An  Environment  Free  Of  Impediments  To  Opportunities  For 

Employees  and  Disadvantaged  Business  Enterprises,  One  Which  Encourages 
Cooperation  And  Develops  A Highly  Motivated  Organizational  Team  And 
Staff 

Related  to  empowering  employees  are  programs  to  promote  career  development  within  the 
organization,  efforts  to  provide  a level  of  disadvantaged  business  enterprise  (DBE)  participation 
coincident  with  District  objectives,  and  achievement  of  the  FY  93  Affirmative  Action  Goals 
representing  the  hiring  and  promotions  of  women  and  minorities. 

To  upgiade  its  workforce,  BART  conducts  Career  Development  workshops  on  a quarterly  basis. 
These  are  designed  to  provide  BART  employees  with  the  necessary  tools  to  develop  and  activate 
a career  plan,  particularly  for  District  promotion.  Other  programs,  including  BART’s  Employee 
Assistance  Program  and  Retum-to-Work  Program,  provide  employees  with  resources  for 
addressing  on-the-job  and  personal  problems  which  may  impact  job  performance. 

During  the  next  few  years,  BART  is  expected  to  experience  a higher  than  usual  retirement  rate, 
as  the  staff  hired  before  and  right  after  the  start  of  train  service  in  1972  become  eligible  to  retire. 
To  offset  the  potential  loss  of  expertise,  a retirement  forecasting  study  was  completed  in 
September  1992.  Based  on  the  results,  recruitment  plans  have  been  developed  to  target  the 
classifications  anticipated  to  be  most  affected.  These  plans  will  be  reassessed  and  revised 
periodically  as  necessary  to  help  meet  the  District’s  future  staffing  needs. 

BART’s  Affirmative  Action  Program  is  guided  by  policies  and  specific  targets  with  regard  to 
representation  of  women  and  minorities  within  fifteen  job  categories.  BART’s  engineering  intern 
program,  designed  to  help  promote  upward  mobility  of  women  and  minorities,  hired  five  interns 
during  FY  93.  An  update  of  BART’s  Affirmative  Action  Plan  for  achieving  the  current 
representation  targets  and  for  identifying  future  targets,  has  been  developed  using  1990  U.  S. 
Census  Bureau  data. 

An  important  part  of  BART’s  Affirmative  Action  Program  is  to  provide  opportunities  for  women 
and  minority  owned  business  enterprises  to  participate  in  District  contracts.  BART  has  had  a 
long-standing  objective  to  achieve  21%  minority  business  enterprise  participation  for  all  District 
contracts  which  have  been  determined  to  have  disadvantaged  business  enterprise  opportunities. 
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During  FY  93,  actual  DBE  participation  on  a contract-dollar  basis  was  27.5%  for  all  District 
contracts,  and  25.3%  for  federally  assisted  contracts.  The  hiring  of  a DBE  Program 
Administrator  and  a DBE  manager  aided  BART  in  exceeding  the  objective  for  FY  93.  Outreach 
activities,  including  trade  fairs  and  the  expansion  of  the  Regional  Transit  Association  (RTA)  DBE 
directory  are  continuing,  and  technical  assistance  is  provided  as  needed. 

A related  activity,  with  regard  to  affirmative  action,  is  BART’s  Title  VI  program,  in  compliance 
with  that  section  of  the  United  States  Civil  Rights  Act  of  1964.  The  objectives  of  this  program 
are  to  ensure  that  FTA  assisted  benefits  and  services  are  made  available  and  are  equitably 
distributed  without  regard  to  race,  color,  or  national  origin.  In  March  1993  a Title  VI  report  was 
submitted  to  FTA,  outlining  (or  "defining  the  need  for")  BART’s  commitment  to  FTA  to  review 
multilingual  signage  and  information. 


Goal  5:  Develop  BART  Services  And  Facilities  To  Expand  District  Markets  And 

Capture  New  Revenue  Sources 

In  June  1992  BART  implemented  a new  service  schedule  including  increased  trains  speeds  and 
timed  train  meets  for  transferring  passengers.  New  speeds  were  made  possible  through 
improvements  to  the  automatic  train  controls  for  all  cars,  door  modifications  to  allow  faster 
opening  and  closing,  and  a logic  change  in  the  performance  levels  assigned.  The  scheduling 
change  allowed  BART  to  address  two  of  its  longtime  goals  of  increasing  speeds  and  reducing 
equipment  requirements. 

BART’s  marketing  efforts  have  traditionally  focused  on  offpeak  riders,  because  it  is  during  this 
service  period  that  additional  capacity  is  available  to  accommodate  higher  demand.  The  use  of 
print  and  broadcast  media  for  advertising  BART  services  has  been  supplemented  by  cooperative 
marketing  efforts  with  event  sponsors.  Periodically,  BART  has  coordinated  special  train 
schedules  around  major  events.  This  has  been  particularly  successful  for  large  sporting  and 
special  events  held  at  the  Oakland  Coliseum,  including  the  Oakland  A’s  and  Warriors.  Through 
joint  promotions  with  the  Oakland  A’s,  BART’s  share  of  the  attendance  gate  is  now  at  about 
17%  for  games  at  the  Coliseum.  Special  train  service,  such  as  to  the  annual  Bay-to-Breakers  race 
in  San  Francisco  (total  BART  trips  to  the  1993  event  were  28,000),  and  Shoppers'  Specials 
during  the  winter  holiday  season,  are  also  used  to  promote  offpeak  system  use  and  gain  additional 
revenue.  In  FY  93,  BART  continued  a joint  promotion  with  UC  Berkeley,  which  focused  on 
increasing  BART  access  to  the  university.  Another  marketing  effort  targeted  new  residents  to 
the  Bay  Area  as  well  as  current  system  riders  for  direct-mail  promotions  of  express  bus  service. 

In  October  1992,  BART  conducted  its  Passenger  Profile  Survey,  receiving  nearly  34,000  usable 
responses  (the  last  survey  was  conducted  in  May  1987).  Preliminary  results  indicate  that  61% 
of  aU  BART  passengers  could  have  used  another  transit  system  for  their  trip  instead  of  BART. 
Additionally,  over  half  (57%)  of  all  transbay  passengers  had  cars  available  for  their  trips.  This 
survey  will  be  used  to  identify  current  travel  and  socioeconomic  characteristics  of  BART 
weekday  passengers,  and  to  formulate  future  marketing  efforts.  A Geographic  Information 
System  (GIS)  was  used  to  manage  this  database  and  produce  analyses. 
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Efforts  to  expand  District  markets  and  tap  new  revenue  sources  extend  to  BART’s  Express  Bus 
system.  Since  privatization  of  this  part  of  BART  operations  in  1991  and  route 
streamlining/schedule  coordination  with  rail,  the  farebox  ratio  for  express  bus  service  has 
continued  to  rise.  Whereas  the  express  bus  farebox  ratio  stood  at  8.5%  in  FY  88,  the  FY  93 
level  was  19.1%. 

Additionally,  in  March  1993,  Golden  Gate  Transit  (GGT)  began  direct  bus  service  from  Marin 
County  to  Richmond  and  El  Cerrito  del  Norte  stations,  as  a three  year  demonstration  service 
under  the  sponsorship  of  GGT  and  MTC.  The  latest  ridership  data  available  is  April  1993,  with 
weekday  ridership  at  approximately  370  passengers.  This  exceeded  MTC’s  target  of  200  per 
weekday  and  is  forecast  to  be  over  400  passengers  by  January  1994. 

Construction  of  Phase  I extensions  of  BART  continued  to  transform  the  landscape  in  Alameda, 
Contra  Costa  and  San  Mateo  counties.  Now  in  the  third  year  of  construction  on  the 
Pittsburg/Antioch  and  Dublin/Pleasanton  Extensions,  and  the  second  year  on  the  Colma  Station 
Extension,  BART  aggressively  gained  ground  while  creating  jobs  to  fuel  the  Bay  Area  economy. 

In  the  East  Bay,  the  Pittsburg/Antioch  Extension  will  link  western  and  eastern  Contra  Costa 
County  with  nearly  eight  new  miles  of  BART  track,  providing  a valuable  transit  link  to  the  high 
growth  eastern  region.  One  construction  contract  was  completed  last  year;  eight  others  continued 
or  will  start  up  this  year;  and  the  last  will  kick  off  in  early  1994.  Estimated  to  cost  $506  million, 
this  extension  will  propel  BART  to  the  new  North  Concord/Martinez  Station  in  1995  and  to  West 
Pittsburg  in  1997. 

In  neighboring  Alameda  County,  the  $517  million  Dublin/Pleasanton  Extension  experienced 
similar  momentum,  with  one  construction  contract  completed  last  year,  eight  more  up  and 
running  and  three  others  set  to  start  up  this  year.  The  longest  of  the  Phase  I extensions,  this  new 
14-mile  line  will  bring  BART  service  to  stations  in  Castro  Valley  and  the  cities  of  Dublin  and 
Pleasanton  by  late  1995. 

On  the  Peninsula,  the  Colma  Station  Extension  - first  step  to  San  Francisco  International  Airport 
— continued  to  advance  ahead  of  schedule,  with  two  construction  contracts  completed  and  all 
others  in  motion.  Due  to  open  in  1995,  this  1.6-mile  extension  is  projected  to  cost  $170  million. 

Concurrently,  environmental  studies  and  preliminary  engineering  proceeded  on  the  San  Francisco 
International  Airpon  Extension. 

Final  design  on  the  remaining  Phase  I extension.  Warm  Springs,  was  halted  in  early  summer,  due 
to  pending  litigation  and  a funding  shortfall. 

Planning  also  progressed  on  Phase  II  and  III  extension  projects  (Figure  3-12  in  Chapter  3).  In 
October  of  1992,  the  West  Contra  Costa  Alignment  Alternatives  Study  identified  the  four  most 
promising  BART  alignments  for  an  extension  in  the  1-80  corridor  to  the  vicinity  of  Crockett. 
BART  continues  to  work  with  West  Contra  Costa  County  communities  to  advance  the  project. 
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During  September  of  1992,  there  was  also  major  progress  on  the  Oakland  Airport  Intermodal 
Connector  Project.  In  parmership  with  the  Port  of  Oakland  and  AAI  Corporation,  BART  was 
selected  as  one  of  three  finalist  in  the  Federal  Transit  Administration  (FT A)  competition  for  a 
Suspended  Light  Rail  System  Technology  (SLRT)  Pilot  Project  demonstration  grant.  A 
Feasibility  Study  was  completed  in  September  of  1993  and  submitted  to  FTA.  Concurrently,  an 
Oakland  Airport  Connector  Project  Update  Study  was  also  completed  this  Fall. 

During  the  Fall  of  1993,  the  Fast  Track  regional  commuter  rail  plan  was  developed.  Consistent 
with  BART  Extension  Staging  policy,  the  plan  uses  existing  rail  inffastmcture  to  provide  interim 
rail  service.  The  new  lines  will  add  more  than  200  miles  of  active  track  to  the  regional  rail 
system.  Three  new  commuter  rail  lines  will  directly  link  with  the  existing  BART  system  at 
numerous  intermodal  stations,  creating  a nearly  instantaneous  regional  commuter  rail  system 
(refer  to  Figure  2-5,  Regional  Rail  Network). 

BART’S  involvement  with  efforts  to  increase  capacity  and  extend  the  system  has  not 
overshadowed  the  need  for  implementing  improvements  to  other  aspects  of  service.  System 
access  is  a prime  example,  where  providing  sufficient  parking  and  coordinating  services  with 
other  transit  providers  is  basic  to  expanding  and  tapping  new  markets.  As  of  June  1993,  24  of 
BART’S  34  stations  had  parking  facilities,  totaling  31,062  spaces.  Parking  garages  at  Concord, 
Walnut  Creek,  and  Hayward  stations  are  currently  under  construction,  and  are  expected  to  be 
completed  in  mid- 1994  (refer  to  Figure  3-7,  Parking  Spaces  FY  93  to  FY  03  - Existing  and 
Planned  Rail  Stations).  Funds  have  been  set  aside  to  develop  a Comprehensive  Access  Strategy 
and  Management  Plan.  The  long-term  goal  of  this  plan  is  to  increase  and  improve  system-wide 
access  to  BART,  based  on  methods  employed  by  past  projects  proven  to  be  successful. 

B art’s  congestion  management  planning  focused  on  developing  alternatives  to  single-occupancy 
vehicle  access  and  egress  of  BART  stations.  The  District  was  active  in  assisting  large  Bay  Area 
employers  in  development  of  alternative  commute  methods  for  their  employees,  and  has  sought 
funding  to  replace  and  provide  additional  station  bicycle  lockers.  Coordination  efforts  with  local 
bus  operators  have  resulted  in  better  connectivity  between  transit  modes.  Also,  in  the  planning 
stages  for  FY  93  were  joint  development  efforts  between  BART  and  local  redevelopment 
agencies  for  high-density,  multi-land  use  developments  of  property  adjacent  to  BART  stations. 
Plans  for  a more  pedestrian  friendly  environment  were  also  initiated. 

In  addition,  BART  is  on  the  leading  edge  of  technology,  working  with  Pacific  Gas  and  Electric 
(PG&E)  in  a one-year  demonstration  of  an  electric  vehicle  recharging  station  at  Lafayette  Station. 
Currently,  employees  of  PG&E  use  an  electric  van  to  carpool  between  the  station  and  home, 
recharging  the  vehicle  as  it  is  parked  at  BART  during  the  daytime.  Funding  for  45  more  electric 
station  cars  has  been  obtained.  BART  is  also  monitoring  developments  in  telecommunications 
that  would  enhance  traveler  information  and  improve  access  to  the  system. 

Other  BART  programs  focus  on  efforts  to  capture  new  sources  of  revenue.  Included  are  the  sale 
of  excess  land  (which  provided  for  just  over  $603,000  to  BART’s  capital  budget  for  FY  93), 
leasing  of  space  in  stations  for  concessions  ($1,102,393  in  FY  93),  right-of-way  leasing  for  fiber 
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Figure  2-5 
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optics  facilities,  and  ground  leases  for  joint  development  projects.  Expansion  of  Concessions 
Activities  is  one  of  BART’s  FY  93  PIP  projects,  identified  as  the  result  of  the  1990  Performance 
Audit.  Board  policy  does  not  allow  food  on  trains  so,  at  this  time,  the  granting  of  concession 
permits  to  vendors  of  food  is  being  canceled.  Expansion  of  other  non-food  concession  activities, 
including  a pay  telephone  contract,  is  being  pursued  as  an  alternative. 


Goal  6:  Secure  And  Manage  Funds  Necessary  To  Maintain  And  Expand  The  System 

And  Operate  BART  According  To  Fiscally  Sound  Business  Practices 

Increased  competition  for  limited  local,  state,  and  federal  funding  has  resulted  in  BART  having 
to  take  a more  aggressive  role  in  advocating  and  securing  resources  for  implementing  needed 
capital  improvements.  Rehabilitation  of  the  20-year  old  core  system  alone  is  estimated  to  cost 
just  over  $1  billion.  This  is  money  that  will  be  needed  over  the  next  ten  years  to  keep  the 
current  system  in  top  condition.  The  capital  costs  of  the  Phase  I extensions  for  the  next  ten  years 
is  approximately  $2.7  billion.  With  the  exception  of  a funding  shortfall  for  Warm  Springs  and 
for  the  third  station  on  the  Dublin/Pleasanton  extension,  this  amount  is  programmed  for  full 
funding  if  the  Intermodal  Surface  Transportation  Efficiency  Act  (ISTEA)  is  re-authorized  in  1997, 
which  would  fully  fund  the  San  Francisco  Airport  extension.  The  process  for  identifying  projects 
in  response  to  service  needs,  developing  implementation  schedules  based  on  priorities,  and  project 
funding  drives  BART’s  capital  program.  BART’s  1993  Capital  Improvement  Program  (CIP) 
discusses  the  process  of  identifying  the  projects  necessary  to  rehabilitate,  maintain,  and  expand 
the  system  through  the  fiscal  year  2003.  Implementation  schedules  and  project  funding  sources 
required  for  the  delivery  of  service  improvements  are  integrated  into  this  companion  document 
to  the  Short  Range  Transit  Plan. 

BART’s  Department  of  Government  and  Community  Relations  (G&CR)  oversees  the  District’s 
efforts  with  regard  to  legislative  advocacy  and  procurement  of  capital  program  funding.  During 
FY  93,  G&CR  focused  on  defining  and  procuring  funding  commitments  for  the  system 
rehabilitation  program  and  extension  projects.  The  District  is  also  now  able  to  compete  for  funds 
previously  reserved  for  highway  projects  under  the  $151  billion  Intermodal  Surface 
Transportation  Efficiency  Act  of  1991.  The  emphasis  of  ISTEA  is  on  diversity  and  balance  of 
transportation  modes,  and  preserving  existing  systems  rather  than  new  construction. 

Other  G&CR  efforts  focused  on  streamlining  the  state’s  administrative  procedures  for  accessing 
state  funds.  These  efforts  led  to  adoption  by  the  California  Transportation  Commission  (CTC) 
improved  grant  application  procedures  which  included  recommendations  by  BART  and  passage 
of  legislation  that  requires  prompt  payment  of  approved  funds  by  the  State.  Additionally,  BART 
set  up  a commercial  paper  program  to  ensure  better  access  to  funds  for  short-term  borrowing. 
This  program  is  particularly  important  for  extensions,  where  delays  can  result  in  increased  cost. 

A key  function  of  the  District’s  Department  of  Internal  Audit  is  to  ensure  that  BART  utilizes  the 
funds  it  does  receive  to  the  public’s  best  advantage.  This  department’s  mission  is  to  audit  all  of 
BART’s  major  financial  activities  and  transactions  on  an  ongoing  basis,  as  well  as  conduct  audits 
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with  respect  to  contracts,  performance,  fraud,  waste,  and  abuse.  During  FY  93,  as  many  as  20 
audits  were  in  progress  at  any  one  time. 


Goal  7:  Take  The  Leadership  Role  In  Integrating  Various  Features  Of  Regional 

Transportation  Systems  In  Policy,  Finance,  And  Operations 

BART’S  role  in  the  region,  by  its  very  nature,  is  to  join  places  by  providing  quality,  car-free 
accessibility.  BART,  however,  cannot  serve  all  places  directly  and  is,  therefore,  only  as  strong 
as  its  ties  to  other  modes  of  transportation.  With  just  over  71  miles  of  mainline  double-track 
currently  and  35  more  to  be  added  in  the  next  nine  years,  BART  provides  a common  thread 
linking  over  a dozen  local  and  long-distance  ground  transportation  providers.  With  future 
connections  to  both  San  Francisco  and  Oakland  International  Airports,  this  number  quickly 
multiplies  by  adding  all  the  airlines  serving  these  two  facilities.  Accessibility  is  the  key, 
regardless  of  mode.  While  parking  is  very  important,  for  the  region  to  maximize  its  investment 
in  BART  and  in  all  forms  of  public  transit,  and  to  achieve  clean  air  standards,  it  is  of  paramount 
concern  that  the  Bay  Area’s  transit  systems  function  as  an  integrated  whole  to  promote  increased 
ridership  and  reduced  automobile  dependence. 

The  importance  of  system  integration  has  led  BART  to  implement  projects  which  make  using 
transit  easier,  by  coordinating  schedules  and  fares,  and  providing  better  information  for  transit 
connections.  To  improve  circulation  and  access  to  and  from  stations,  transit  centers  are  being 
established  at  the  following  stations:  Concord,  Walnut  Creek,  El  Cerrito  del  Norte,  Daly  Qty, 
San  Leandro,  Bay  Fair,  and  Hayward.  These  transit  centers  improve  bus  circulation,  signs,  and 
passenger  information,  and  also  add  bus  zones,  and  more  comfortable  passenger  waiting  areas. 
The  El  Cerrito  del  Norte  and  Bay  Fair  stations  are  substantially  complete.  Construction  for  the 
Daly  City  Station  is  estimated  to  begin  in  the  first  half  of  FY  94.  Expanded  parking  facilities 
at  the  Concord,  Walnut  Creek,  and  Hayward  stations  are  currently  under  construction,  with 
completion  scheduled  for  FY  94.  In  addition,  the  District  is  working  with  Caltrans  to  secure 
1-680/24  Transportation  System  Management  funding  to  provide  500-700  interim  parking  spaces 
at  or  near  the  Pleasant  Hill  Station  and  to  provide  two  additional  a.m.  and  p.m.  peak  hour  trains 
along  the  Concord  to  Bayfair  route  segment. 

TransLink,  a universal  ticket  instrument,  featuring  magnetically  encoded  fare  information  similar 
to  BART  tickets,  was  placed  in  limited  service  in  May  1993.  Currently,  it  is  valid  on  BART, 
BART  Express  Buses,  and  buses  operated  by  Central  Contra  Costa  Transit  Authority  (CCCTA). 
Modifications  to  full  service  will  continue  through  January  1994.  Expansion  of  this  ticket  to 
additional  agencies  will  be  dependent  upon  its  success  in  this  limited  trial  and  interest  on  the  part 
of  other  Bay  Area  operators.  Figure  1-6  (BART  Fare  Components  and  Ticket  Prices)  summarizes 
this  and  other  fare  instruments. 

In  FY  93  approximately  12%  of  weekday  travel  on  BART  was  made  with  the  BART/MUNI  Fast 
Pass.  An  additional  4%  of  weekday  trips  were  made  using  BARTPlus  and  Premium  BARTPlus 
tickets.  Figure  2-6  (Inter-Operator  Ticket  Ridership,  BART/MUNI  Fast  Pass  and 


2-16 


2-17 


BARTPlus/Premium  BARTPlus)  summarizes  the  ridership  data  for  these  instruments.  BART 
trips  made  with  the  Fast  Pass  experienced  a decrease  between  FY  92  and  FY  93.  It  should  also 
be  noted  that  MUNI  implemented  a 17.7%  increase  effective  August  1,  1992,  for  its  single 
payment  cash  fare,  which  went  from  850  to  $1.00,  and  a 6.7%  increase  in  the  Fast  Pass  price, 
from  $30  to  $32.  More  recently,  in  August  1993,  the  Fast  Pass  price  was  increased  to  $35. 

BART  is  further  involved  in  the  coordination  and  integration  of  transportation  services  in  the  Bay 
Area,  as  evidenced  by  the  District’s  participation  in  emergency  and  energy  contingency  planning, 
including  interim  and  future  efforts  to  improve  and  or  replace  freeways  damaged  and/or  destroyed 
by  the  October  1989  Loma  Prieta  Earthquake— (with  Caltrans  as  lead  agency),  and  State  mandated 
county  congestion  management  planning  (with  the  individual  counties  as  lead  agency). 


Goal  8:  Build  Constituencies  At  All  Levels  Of  Government  To  Support  The  BART 

Organization  And  Its  Programs 

As  a publicly  funded  agency,  and  one  whose  Board  of  Directors  is  locally  elected,  BART  is  well 
positioned  to  receive  and  respond  to  public  concerns  regarding  the  current  state  and  future  of  the 
system. 

In  addition  to  communication  via  Board-related  processes,  BART  has  implemented  important 
programs  aimed  at  both  educating  and  promoting  dialogue  between  the  organization  and 
interested  parties,  be  they  individuals,  special  interest/professional  groups,  small  businesses,  or 
large  corporations.  The  specific  goals  are  addressed  in  the  Action  Plan  for  Systemwide 
Community  Relations,  developed  by  BART’s  department  of  Government  and  Community 
Relations.  The  BART  Speaker  Bureau  Program,  established  in  1990,  responded  to  nearly  400 
requests  for  information  in  FY  93,  usually  in  the  form  of  presentations  before  special  interest 
groups.  Specific  interests  and  topics  are  identified  for  each  individual  request,  then  a 
knowledgeable  BART  staff  member,  drawn  from  a pool  of  speakers,  is  selected  to  address  the 
group.  This  program  is  instrumental  in  communicating  BART  initiatives  and  promoting  support 
for  the  system. 

BART  also  continued  to  work  closely  with  the  many  communities  along  the  extension 
construction  alignments.  Community  Service  Centers  are  located  in  Concord,  Hayward,  Dublin 
and  Colma,  where  full-time  staff  keep  residential  and  commercial  neighbors  apprised  of 
construction  plans  and  activities,  and  provide  personalized  assistance  with  problems,  complaints 
and  concerns. 

Community  relations  services  on  the  extensions  feature  a Hotline  into  each  Center,  printed 
materials,  a video  and  slide  presentations,  station  models  and  renderings,  maps  and  a portable 
exhibit.  A speakers’  bureau  and  special  school  safety  program  provide  important  information  to 
a multitude  of  groups  and  organizations,  and  staff  regularly  participate  in  local  events  and  other 
venues  providing  opportunities  to  share  information  and  lend  assistance. 
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As  stated  under  Goal  6 (secure  and  manage  funds  for  maintenance  and  expansion),  BART’s 
Government  and  Community  Relations  Department  keeps  abreast  of  legislative  matters  and 
formulates  plans  for  advocating  support  for  BART  initiatives. 
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EVALUATION  OF  RIDERSHIP 


BART  ridership  grew  at  a modest  pace  over  the  past  year,  one  marked  by  a net  loss  of  jobs  in 
the  region  due  to  the  continuation  of  the  recession.  Despite  the  recession  and  decline  of 
employment,  total  annual  trips  on  the  BART  were  1.3%  higher  in  FY  93  versus  the  prior  fiscal 
year.  Average  weekday  travel  was  up  1.7%  from  249,548  trips  to  253,837;  system  use  on 
Saturdays  went  up  0.2%  from  an  average  of  108,179  to  108,356  trips,  with  Sunday’s  average  also 
increasing  0.2%  from  68,111  to  68,246  trips. 

Figure  2-7  (Total  Monthly  Rail  Trips)  identifies  total  monthly  BART  ridership  for  FY  92  and  FY 
93.  Also  identified  is  the  budgeted  ridership  for  FY  93.  As  shown,  total  monthly  ridership  this 
fiscal  year  is  roughly  at  or  above  respective  months  last  year.  Total  trips  on  BART  during  FY 
93  amounted  to  73,939,485.  This  is  0.8  % over  a budgeted  figure  of  73,345,800  trips. 

Total  trips  on  BART  express  buses  increased  significantly.  Figure  2-8  (Total  Monthly  Express 
Bus  Trips)  identifies  monthly  ridership  for  this  service.  Express  bus  ridership  in  FY  93  increased 
8.6%  over  FY  92  (2,285,887  trips  in  FY  93  versus  2,104,219  in  FY  92). 

Figure  2-9  (Average  Weekday  Rail  Trips)  identifies  average  weekday  rail  ridership  by  month  for 
FY  92,  FY  93  and  the  FY  93  forecast.  Trends  similar  to  those  noted  above  for  total  trips  are 
evident  for  weekdays.  During  FY  93,  weekday  ridership  averaged  253,837  trips  versus  a forecast 
of  252,455  (0.5  % over  budget).  The  split  between  peak  and  ofrpeak  system  use  is  shown  in 
Figure  2-10  (Average  Weekday  Peak  Period  Rail  Trips)  and  Figure  2-11  (Average  Weekday 
Offpeak  Rail  Trips). 

During  FY  93,  B.\RT  ridership  for  the  four-hour  peak  period  (two  hours  during  the  morning 
commute  plus  the  two  hours  in  the  afternoon)  averaged  120,540  trips,  or  47.5%  of  typical 
weekday  ridership.  Of^eak  ridership  on  weekdays  in  FY  93  averaged  133,298  trips,  or  52.5% 
of  average  weekday  system  use.  Compared  to  forecast,  peak  and  offpeak  BART  ridership  in  FY 
93  was  0.1%  and  1.0%  over  fiscal  year  forecasts,  respectively. 

Weekend  BART  use  performed  weU  relative  to  forecast  which  had  been  adjusted  for  the 
recession  (refer  to  Figure  2-12,  Average  Saturday  Rail  Trips;  and  Figure  2-13,  Average  Sunday 
Rail  Trips).  Marketing  efforts  promoting  offpeak  travel  and  special  service  for  major  Bay  Area 
events  have  contributed  to  this  favorable  trend.  Saturday  ridership  during  FY  93  averaged 
108,356  trips,  or  0.8%  over  a forecast  of  107,534.  Sunday’s  average  was  68,246,  or  1.1%  above 
a forecast  of  67,474  trips. 
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EVALUATION  OF  DEMAND  VERSUS  CAPACITY 


One  of  BART’s  basic  service  objectives  is  to  provide  adequate  capacity,  such  that  the  ratio  of 
onboard  passengers  to  seats  (i.e.,  load  factor)  averages  1.15  during  peak  periods.  Efforts  to 
achieve  this  objective  are  often  precluded  by  headway  constraints,  which  dictate  maximum  train 
frequencies,  in  conjunction  with  BART’s  ten-car  maximum  allowable  train  length.  The  net  result 
is  additional  capacity  cannot  be  provided,  even  when  cars  are  available,  until  headways  can  be 
reduced.  This  is  a key  objective  of  BART’s  Capital  Improvement  Program.  In  advance  of 
implementing  higher  frequency  and  capacity  service,  trains  are  sized  to  achieve  the  1.15  load 
factor  objective  for  discretionary  trains.  These  are  trains  that  are  less  than  ten-cars  long  and  can 
be  lengthened  as  demand  warrants. 

Passenger  load  factors  are  measured  at  each  route’s  maximum  passenger  screenline  point.  These 
are  West  Oakland-Embarcadero  for  the  three  transbay  routes  and  Lake  Merritt-Fruitvale  for  the 
Richmond-Fremont  route.  Starting  in  FY  93,  peak  ridership  is  now  measured  over  a three-hour 
time  period  consisting  of  a peak  hour  and  two  shoulder  periods,  each  approximately  one  hour, 
for  a total  of  three  hours,  ftevious  fiscal  years  used  a 2 1/2-hour  time  period.  The  three-hour 
period  was  initiated  in  response  to  spreading  of  peak  demand,  people  adjust  their  departure  times 
from  home  and  work  to  take  advantage  of  better  travel  conditions.  This  phenomenon  has  resulted 
in  greater  growth  in  demand  during  the  balance  of  the  peak  period  (i.e.,  on  each  shoulder) 
relative  to  the  peak  hour.  BART  has  responded  by  adjusting  capacity  during  the  shoulders  to 
accommodate  this  higher  demand  at  the  policy  1.15  load  factor.  After  implementation  of  the  new 
schedule  in  June  1992,  scheduled  car  through-put  past  the  maximum  screenlines  amounted  to  515 
(446  transbay  plus  69  Richmond-Fremont)  for  the  three-hour  morning  peak  period. 

Figure  2-14  (Morning  Peak  Hour  Load  Factors)  and  Figure  2-15  (Evening  Peak  Hour  Load 
Factors)  summarize,  on  a quarterly  basis,  load  factors  for  transbay  crossings  and  systemwide  for 
all  morning  and  afternoon  peak  hour  trains  in  operation.  The  increase  evident  in  the  first  quarter 
of  FY  93  in  Figure  2-15  (Evening  Peak  Hour  Load  Factors)  resulted  from  a refinement  of  the 
load  factor  measurement  techniques.  Load  factors  during  the  morning  peak  hour  tend  to  be 
somewhat  lower  than  those  in  the  afternoon.  Detailed  demand  and  capacity  data  for  the  morning 
and  afternoon  peak  periods  are  presented  in  Figure  2-16  (Morning  Peak  Period  Load  Factors  For 
All  Trains,  Apiil-June  1993)  and  Figure  2-17  (Afternoon  Peak  Period  Load  Factors  For  All 
Trains,  April-June  1993).  Note  that  the  reported  load  factors  are  based  on  capacity  actually 
provided.  For  comparison  purposes,  scheduled  capacity  is  also  shown. 
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EVENING  PEAK  h5“UR  LOAD  FACTORS 
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Figure  2-16 

MORNING  PEAK  PERIOD 
LOAD  FACTORS  FOR  ALL  TRAINS  * 
APRIL -JUNE  1993 


TRANSBAY  FROM  WEST  OAKLAND 


VEHieOHOUTL 

TIME  IkfTERVAL 

TRAINS 

CARS 

SEATS 

PASS’GRS 

LUAU 

FACTOR 

PEAK  ONE  HOUR: 

OOC  S** 

(07030802)  A“ 

%** 

8.0 

7.9 

98.8% 

80.0 

79.1 

98.9% 

5,760 

5,695 

98.9% 

6,945 

122 

F/DC  S 

(07030802)  A 

% 

5.0 

5.0 

100.0% 

50.0 

50.0 

100.0% 

3,600 

3,600 

100.0% 

4,616 

128 

R/DC  S 

(0703^2)  A 

% 

4.0 

4.0 

100.0% 

40.0 

395 

99.1% 

2,880 

2,854 

99.1% 

2,842 

1.00 

TOTAL  TBAY  S 
(0703-0802)  A 

% 

17.0 

16.9 

99.4% 

170.0 

168.7 

995% 

12240 

12,149 

99.3% 

14,403 

1.19 

BALANCE  OF  PEAK  PERIOD: 

; ODC  S 

(06150702)  A 

(08030914)  % 

12.0 

12.1 

100.8% 

120.0 

120.4 

1005% 

8,640 

8,666 

100.3% 

8242 

0.95 

F/DC  S 

(06150702)  A 

(0803-0914)  % 

8.0 

7.8 

975% 

76.0 

74.6 

982% 

5,472 

5,374 

982% 

6291 

1.17 

R/DC  S 

(06150702)  A 

(08030914)  % 

8.0 

7.0 

875% 

80.0 

69.0 

865% 

5,760 

4,968 

86.3% 

4,060 

0.82 

TOTAL  TBAY  S 
(06150702)  A 

(08030914)  % 

28.0 

26.9 

96.1% 

276.0 

264.0 
95.7% 

19,872 

19,008 

95.7% 

18593 

0.98 

TOTAL  THREE-HOUR 

PEAK  PERIOD: 

s 

(0615-0914)  A 

20.0 

20.0 

100.0% 

200.0 

1995 

99.7% 

14,400 

14,361 

99.7% 

15,187 

1.06 

F/DC  S 

(0615-0914)  A 

% 

13.0 

12.8 

985% 

126.0 

124.6 

98.9% 

9,072 

8,974 

98.9% 

10,907 

122 

R/DC  S 

, (0615-0914)  A 

% 

12.0 

11.0 

91.7% 

120.0 

108.6 

905% 

8,640 

7,822 

905% 

6,902 

0.88 

TOTAL  TBAY  S 
i (06150914)  A 

% 

45.0 

43.8 

97.3% 

448.0 

432.7 

97.0% 

32,112 

31,157 

97.0% 

32,996 

1.06 

TOWARDS  DOWNTOWN  SAN  FRANaSCO  FROM  1 6TH  STREET 

PERIOD«OUTE 
TIME  INTERVAL 

TRAINS 

CARS 

SEATS 

PASS'GRS 

LOAD 

FACTOR 

PEAK  ONE  HOUR: 

ALL  ROUTES  S 
(0722-0821)  A 

% 

12.0 

11.9 

992% 

120.0 

117.9 

98.3% 

8,640 

8,489 

98.3% 

8,800 

1.04 

BALANCEOFTEAKFEHIOD: 

ALL  ROUTES  S 
(06300721)  A 

(0822-0929)  % 

24.0 

22.9 

95.4% 

232.0 

226.3 

975% 

16,704 

16292 

975% 

9,531 

059 

TOTAL  THREE-HOUR  PEAK  PERIOD: 

ALL  ROUTES  S 
(06300929)  A 

% 

36.0 

34.8 

96.7% 

352.0 

3442 

97.8% 

25,344 

24,781 

97.8% 

18,331 

0.74 

TRAINS  CARS 


100.0%  100.0% 

4.0  40.0 

4.0  39.3 

100.0%  982% 

4.0  24.0 

4.1  24.3 

1025%  1012% 


BALANCE  OF  PEAK  PERIOD: 
C/DC  S 1^0 

(0603^)650)  A 12.0 

(0751-0902)  % 100.0% 

R^  S 8.0 

(0603-0650)  A 7.0 

(0751-0902)  % 875% 


120.0 

1195 

99.5% 


5,760 

4,961 

86.1% 

3240 

3,456 

106.7% 


u/d6  5 

20.0 

200.0 

14,400 

(0603-0852) 

A 

20.0 

1995 

14,361 

15,644 

1.09 

% 

100.0% 

99.7% 

99.7% 

R/DC 

(0603-0902) 

S 

12.0 

120.0 

8,640 

A 

11.0 

1082 

7,789 

6,642 

0.85 

% 

91.7% 

902% 

902% 

F/R 

(06130912) 

S 

12.0 

69.0 

4,968 

A 

120 

723 

5204 

1,884 

056 

% 

100.0% 

104.8% 

104.8% 

NORTHBOUND  FROM  FRUITVALE 

PERIOD/ROUTE 
TIME  INTERVAL 

TRAINS 

CARS 

SEATS 

PASS'GRS 

n.07SD 

FACTOR 

PEAK  ONE  HOUR: 

F/DC 

S 

5.0 

50.0 

3,600 

(0713-0812) 

A 

4.8 

482 

3,469 

4,630 

153 

% 

96.0% 

96.4% 

96.4%, 

F/R 

S 

4.0 

24.0 

1,728 

(07130812) 

A 

4.0 

352 

2,533 

2,002 

0.79 

% 

100.0% 

146.6% 

146.6% 

BALANCE  OF  PEAK  PERIOD: 

F/DC 

S 

8.0 

76.0 

5,472 

(06130712) 

A 

72 

67.9 

4,889 

5277 

1.08 

(08130912) 

% 

90.0% 

895% 

895% 

F/R 

S 

8.0 

45.0 

3240 

(06130712) 

A 

8.0 

47.7 

3,436 

2,075 

050 

(08130912) 

% 

100.0% 

106.0% 

106.0% 

TOTAL  THREE-HOUR  PEAKPERDD: 

F/DC 

S 

13.0 

126.0 

9,072 

(06130912) 

A 

120 

116.1 

8,358 

9,907 

1.19 

% 

923% 

92.1%, 

921%, 

F/R 

S 

12.0 

69.0 

4,968 

(06130912) 

A 

12.0 

82.9 

5,969 

4,077 

0.68 

% 

100.0% 

120.1%, 

120.1%, 

NOTES: 

* Based  on  representative  weekday  data  for  ridership  and  train  operations  (for  all  peak  period  trains  at  their  maximum  load  points). 
**  Data  in  rows  designated  by  "S"  are  scheduled,  "A"  are  actual,  and "%"  is  the  percent  of  scheduled  service  delivered. 
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Figure  2-17 

AFTERNOON  PEAK  PERIOD 
LOAD  FACTORS  FOR  ALL  TRAINS  * 
APRIL- JUNE  1993 


TRANSBAY  FROM  EMBARCADERO 


PEHULVHUUIh 

LUAU 

Ttr^MERYAL 

TRAINS 

CARS 

SEATS 

PASS13RS 

FACTOR 

8.0 

80.0 

5,760 

(1639-1738)  A" 

8.0 

79.6 

5.734 

7568 

1.32 

%*• 

100.0% 

99.5% 

995% 

F-tX  S 

5.0 

50.0 

3,600 

(1639-1738)  A 

5.0 

49.8 

3587 

4,896 

156 

% 

100.0% 

995% 

995% 

ROC  S 

4.0 

40.0 

2,880 

(1639-1738)  A 

35 

345 

2.487 

3,415 

157 

% 

875% 

86.4% 

86.4% 

TOTAL  TBAY  S 

17.0 

170.0 

12240 

(1639-1738)  A 

165 

164.0 

11.808 

15,879 

154 

% 

97.1% 

965% 

965% 

BALANCE  OF  PEAK  PERIOD-. 

GOC  S 

9.0 

90.0 

6.480 

(1535-1638)  A 

92 

915 

6598 

7,422 

1.12 

(1740-1834)  % 

1022% 

1015% 

1015% 

F/DC  S 

8.0 

80.0 

5,760 

(1535-1638)  A 

8.1 

805 

5,799 

5563 

0.96 

(1740-1834)  % 

1015% 

100.7% 

100.7% 

ROC  S 

8.0 

72.0 

5,184 

(1535-1638)  A 

7.7 

755 

5,446 

4,883 

0.90 

(1740-1834)  % 

965% 

105.1% 

105.1% 

TOTAL  TBAY  S 

25.0 

242.0 

17,424 

(1535-1638)  A 

25.0 

2475 

17,843 

17,868 

1.00 

(1740-1834)  % 

100.0% 

102.4% 

10^4% 

^^17.0 

^ 170.0 

12240 

(1535-1834)  A 

172 

1715 

12532 

14,990 

122 

% 

1012% 

100.8% 

100.8% 

F/DC  S 

13.0 

130.0 

9,360 

(1535-1834)  A 

13.1 

130.4 

9,386 

10,459 

1.11 

% 

1005% 

1005% 

1005% 

ROC  S 

120 

11^0 

8,064 

(1535-1834)  A 

112 

1102 

7,933 

8298 

1.05 

% 

935% 

98.4% 

98.4% 

TOTAL  TBAY  S 

42.0 

412.0 

29,664 

(1535-1834)  A 

415 

4115 

29,651 

33,747 

1.14 

% 

96.8% 

100.0% 

100.0% 

TRAINS  CARS 


PEAK  ore  HQLB: 
ALL  ROUTES  S 
(16*e-1747)  A 


23.0  202.0  14544 

23.4  21^1  15271 

101.9%  105.0%  105.0% 


TCTTAl  THRFF44m«  PEAK  PERIOD 
ALL  ROUTES  S 360  332.0 

(1545-1844)  A 35.4  3310 

884%  999% 


23.904 

23,891 

999% 


NORTH  AND  EASTBOUND  FROM  MACARTHUR 


NOTES 

• Bued  on  roprosantative  weekday  data  for  ridership  and  train  operations  (for  all  peak  period  trains  at  their  maximum  load  points). 
- Data  m row*  dougnoted  by  *Sr  are  scheduled.  "A"  are  actual,  and  ■%'  is  the  percent  of  scheduled  service  delivered. 
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EVALUATION  OF  FINANCIAL  PERFORMANCE 


BART’S  $212.97  million  operating  budget  for  fiscal  year  1993  is  summarized  in  Figure  2-18 
(BART  FY  93  Operating  Budget  Performance  Summary).  This  income  and  expense  statement 
reflects  policy  choices  and  clearly  identifiable,  quantifiable  management  objectives.  The 
approach  underscores  the  importance  of  making  tradeoffs  and  establishing  priorities  for  resource 
use,  by  emphasizing  results  and  strengthening  accountability.  The  FY  93  operating  budget 
carried  forward,  from  the  prior  fiscal  year,  some  high- visibility  programs  which  have  a direct  and 
tangible  benefit  to  BART  riders.  These  include  station  rehabilitation  and  A-  and  B-car 
rehabilitation.  The  budget  reflected  BART’s  major  themes:  customer  service,  extensions  support, 
system  rehabilitation,  operating  efficiencies,  and  employee  development.  Key  budget  parameters 
relative  to  the  prior  fiscal  year  included:  same  service  frequency  with  faster  end  to  end  run  times 
(5  to  6 minutes  savings  versus  FY  92),  timed  train  meets  at  Mac  Arthur  and  12th  Street  stations 
on  Sundays  and  during  "X"  service,  and  continuation  of  fares  at  1986  levels  (BART’s  last  fare 
increase  was  on  January  1,  1986). 

An  evaluation  of  how  well  BART  performed  relative  to  its  FY  93  operating  budget  is  presented 
below.  As  an  overview,  refer  to  Figure  2-18  (BART  FY  93  Operating  Budget  Performance 
Summary),  which  summarizes  BART’s  actual  income  and  expense  relative  to  budget  for  FY  93. 

Passenger  and  Other  Operating  Revenues 

Revenue  from  passenger  fares  includes  both  rail  and  BART  Express  Bus,  and  amounted  to 
$102.26  million  in  FY  93,  versus  a budget  of  $100.64  million  (1.6%  favorable).  Rail  fare 
revenue  in  FY  93  was  $101.03  million,  versus  a budgeted  $99.63  million  (1.4%  above  budget). 
The  budgeted  discounts  for  senior/student/handicapped  tickets  in  FY  93  were  $13.29  million, 
versus  an  actual  of  $15.54,  or  $2.25  million  unfavorable.  Considerable  effort,  including  issuance 
of  citations  by  BART  police,  has  been  made  to  curb  fraudulent  use  of  discount  tickets.  Fare 
revenue  from  BART  Express  Bus  passengers  was  22.3%  above  budget  in  FY  93  ($1.23  million 
actual  versus  $1.01  million  budgeted). 

During  FY  93,  revenue  from  sources  other  than  passenger  fares  amounted  to  $9.78  million,  or 
1.9%  above  a budget  level  of  $9.61  million.  Total  interest  earnings  were  below  budget  ($6.07 
million  actual  versus  $6.56  million  budgeted),  as  was  advertising  revenue  (($1.19  million  actual 
versus  $1.24  million  budgeted),  and  fines  and  forfeitures  revenue  ($0.23  million  versus  $0.44 
million).  Concession  revenue  of  $1.10  million  was  23.9%  above  the  budgeted  figure  of  $0.89 
million.  Remaining  non-passenger  revenue  line  items  were  favorable  relative  to  budget.  These 
include  fiber  optics  revenue,  rent  on  buildings  and  other  property,  and  parking  revenue  (Lake 
Merritt  Station  only). 

Labor  and  Non-Labor  Expense 

Net  labor  expense  during  FY  93  was  $150.05  million  versus  $154.14  million  budgeted.  BART’s 
total  staffing  at  the  end  of  June  1993  was  2,774  authorized  positions  (operating  and  capitalized. 
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full-  and  part-time),  with  130  of  those  vacant.  Figure  2-19  (BART  Position  Control  Status 
Report,  Month  Ending  June  1993)  summarizes  the  status  of  BART’s  workforce  relative  to 
authorized  positions.  While  bottom-line  labor  expense  was  favorable,  over-time  expense  was 
23.3%  above  budget  ($8.14  million  versus  $6.60  million  budgeted).  This  variance  is  due  to 
vacancies  and  a hiring  freeze  which  was  in  effect  from  March  11,  1993  through  the  end  of  the 
fiscal  year. 

Non-labor  expense  for  FY  93  was  2.6%  over  budget. 

The  Board  later  revised  the  FY  93  adopted  budget  by  authorizing  the  transfer  of  $1.8  million  to 
nonlabor  expense  from  net  labor  expense  and  by  allocating  $3,332,000  to  capital. 
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Figure  2-18 

BART  FY  93  OPERATING  BUDGET  PERFORMANCE  SUMMARY  * 


ACXDPTED 


BUDGET 

ACTUAL 

$VAR 

%VAR 

REVENUES 

GROSS  PASSENGER  REVENUE 

$ 113,930.9 

$ 117,804.0 

$ 3,873.1 

3.4 

DISCOUNTS  & DEDUCTIONS 

(13,290.0) 

(15,539.3) 

(2,249.3) 

16.9 

NET  PASSENGER  REVENUE 

100,640.9 

102,264.7 

1,623.8 

1.6 

OTHER  OPERATING  REVENUE 

9,605.3 

9,783.7 

178.4 

1.9 

TOTAL  NET  REVENUE 

110,246.2 

112,048.4 

1,802.2 

1.6 

LABOR  EXPENSES 

HOURLY  REGULAR  TIME 

102,520.3 

100,235.6 

2,284.7 

2.2 

HOURLY  OVERTIME 

5,515.6 

6.806.9 

(1.291.3) 

(23.4) 

SUBTOTAL  HOURLY 

108,035.9 

107,042.5 

9934 

0.9 

SALARIED  REGULAR  TIME 

66,610.6 

60,850.5 

5,760.1 

8.6 

SALARIED  OVERTIME 

1.082.4 

1.328.2 

(245.8) 

(22.7) 

SUBTOTAL  SALARIED 

67,693.0 

62,178.7 

5,514.3 

8.1 

TEMPORARY  HELP  (AGENCY) 

582.4 

523.4 

59.0 

10.1 

GROSS  LABOR 

176,311.3 

169,744.6 

6,566.7 

3.7 

CAPITAUZED  LABOR 

(21,437.2) 

(17,894.7) 

(3.542.5) 

(16.5) 

OTHER  LABOR  CREDITS 

(732.0) 

(1,804.2) 

1,072.2 

146.5 

NET  LABOR 

154,142.1 

150,045.7 

4,096.4 

2.7 

COST  CENTER  EXPENSES 

MATERIAL  USAGE 

1,443.1 

1,594.6 

(151.5) 

(10.5) 

PROFESSIONAL  & TECHNICAL 

8,559.6 

7,383.5 

1,176.1 

13.7 

TRAVEL 

422.5 

250.5 

172.0 

40.7 

MISCELLANEOUS 

7,509.2 

8,694.4 

(1,185.2) 

(15.8) 

SUBTOTAL  COST  CENTERS 

17,934.4 

17,923.0 

11.4 

0.1 

DIRECT  PROGRAM  EXPENSE 

MATERIAL  USAGE 

7,834.4 

9,612.2 

(1,777.8) 

(22.7) 

RENTAL  & MAINT.  CONTRACTS 

3,049.2 

3,437.2 

(388.0) 

(12.7) 

PROFESSIONAL  & TECHNICAL 

169.2 

162.3 

6.9 

4.1 

EXPRESS  BUS  SERVICE 

6,513.0 

6,455.7 

57.3 

0.9 

SHUTTLE  BUS  SERVICE 

271.7 

112.7 

159.0 

58.5 

BUS  TRANSFER  AGREEMENTS 

1,579.5 

1,511.9 

67.6 

4.3 

ELECTRIC  POWER 

20,518.2 

20,036.4 

481.8 

2.3 

OTHER  UT1UT1ES 

955.0 

1,092.0 

(137.0) 

(14.3) 

SUBTOTAL  PROGRAMS 

40,890.2 

42,420.4 

(1,530.2) 

(3.7) 

TOTAL  NON  LABOR 

58,824.6 

60,343.4 

(1,518.8) 

(2.6) 

TOTAL  OPERATING  EXPENSES 

212,966.7 

210,389.1 

2,577.6 

1.2 

OPERATING  SURPLUS/(DEFICIT) 

(102,720.5) 

(98,340.7) 

4,379.8 

4.3 

FINANCIAL  ASSISTANCE 

SALES  TAX  REVENUE 

108,473.9 

107,889.6 

(584.3) 

-0.5 

PROPERTY  TAX  REVENUE 

12,020.0 

11,591.6 

(428.4) 

-3.6 

OTHER  FINANCIAL  ASSISTANCE 

487.0 

500.0 

13.0 

2.7 

DEBT  SERVICE  ALLOCATIONS 

(18,260.4) 

(18,309.1) 

(48.7) 

-0.3 

CAPITAL  ALLOCATIONS 

0.0 

(3,332.0) 

(3,332.0) 

n/a 

TOTAL  RNANCIAL  ASSISTANCE 

102,720.5 

98,340.1 

(4,380.4) 

4.3 

NET  OPERATING  RESULT 

$ 0.0 

$ (0.6) 

$ (0.6) 

0.0 

FAREBOX  RATIO 

47.26  % 

48.61  % 

OPERATING  RATIO 

51.77  % 

53.26  % 

PASSENGER  MILES 

915,830.0 

931,235.0 

RAILCOST  PER  PASSENGER  MILE 

22.3  c 

21.7  e 

* UNFAVORABLE  VARIANCES  IN  BRACKETS 
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Figure  2-19 


POSITION  CONTROL  STATUS  REPORT 
AS  OF  JUNE  1993 


BUDGETED 

REF 

NON-REP 

TOTAL  : 

FULLTIME 

2,334 

397 

2,731 

PART  TIME 

43 

0 

43 

TRAINEE/APPRENTICE 

0 

0 

0 

TOTAL  BUDGETED 

2,377 

397 

2,774 

POSITIONS  FILLED 

FULL  TIME 

2,258 

346 

2,604 

OPERATING 

2,158 

197 

2,355 

CAPITAL 

100 

149 

249 

PART  TIME 

40 

0 

40 

OPERATING 

40 

0 

40 

CAPITAL 

0 

0 

0 

TOTAL  FILLED 

2,298 

346 

2,644 

POSITIONS  VACANT 

FULL  TIME 

81 

45 

126 

OPERATING 

67 

18 

85 

CAPITAL 

14 

27 

41 

PART  TIME 

4 

0 

4 

OPERATING 

4 

0 

4 

CAPITAL 

0 

0 

0 

TRAINEE/APPRENTICE 

0 

0 

0 

TOTAL  VACANT 

85 

45 

130 
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Financial  Assistance  and  Capital  Allocations  (from  operating  sources) 

BART’S  budgeted  sales  tax  revenue  for  FY  93  reflects  assumptions  made  in  the  Spring  of  1992, 
regarding  the  extent  and  duration  of  the  recession.  Time  has  proven  the  budget  forecasts  to  be 
optimistic.  Loss  of  jobs,  a decline  in  per  capita  income,  and  other  unfavorable  trends  for  key 
economic  indicators  reflect  the  pervasiveness  of  the  recession  and  the  need  for  belt  tightening  at 
all  levels.  In  general,  reduced  consumer  spending  translated  into  lower  sales  tax  revenue  for 
BART.  During  FY  93,  BART  received  sales  tax  revenue  of  $107.89  million,  versus  a budgeted 
$108.47  million.  Property  tax  receipts  were  below  budget  ($11.59  million  actual  versus  $12.02 
budgeted).  BART  also  received  a $0.50  million  STA/TDA  allocation  from  MTC  during  FY  93. 

Allocations  from  BART’s  operating  budget  for  servicing  long-term  debt  in  FY  93  were  relatively 
in  line  with  the  budgeted  payment  schedules  ($18.31  million  actual  versus  a budgeted  level  of 
$18.26  million).  BART  also  allocated  $3.33  million  to  capital  projects  from  operating  sources 
inFY93. 

Net  Operating  Result  and  Financial  Indicators 

Revenues  above  budget  (+  $1.80  million)  and  expense  below  budget  (-  $2.58  million)  offset 
unfavorable  financial  assistance  net  of  capital  allocations  (-  $4.38  million),  enabling  BART  to 
achieve  a balanced  budget  for  FY  93. 

As  a result  of  the  favorable  financial  results,  budgeted  levels  for  all  of  BART’s  key  financial 
indicators  were  exceeded  in  FY  93.  These  include  the  rail  farebox  ratio  (49.9%  actual  versus 
48.7%  budgeted),  the  system  operating  ratio  (53.3%  actual  versus  51.8%  budgeted),  and  the  rail 
cost  per  passenger  mile  (21.70  actual  versus  22.30  budgeted).  Figure  2-20  (Rail  Farebox  Ratio), 
Figure  2-21  (System  Operating  Ratio),  and  Figure  2-22  (Rail  Cost  Per  Passenger  Mile)  present 
BART’s  record  for  achieving  budgeted  levels  for  these  three  key  financial  indicators.  Figure  2- 
23  (BART  Express  Bus  Farebox  Ratio)  summarizes  BART’s  Express  Bus  operations. 
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BART  RAIL  P'A'I^IbOX  RATIO 


BART  SYSTEluftil^iRATING  RATIO 
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EVALUATION  OF  KEY  CAPITAL  PROGRAM  ELEMENTS 


BART’S  Capital  Improvement  Program  (CIP)  document  is  published  annually,  and  contains 
financial  and  implementation  status  information  regarding  proposed  future  District  capital 
projects.  Without  duplicating  the  information  presented  in  the  CIP,  the  following  section 
highlights  key  projects  needed  to  expand  BART  service  and  sets  the  stage  for  Chapter  3,  which 
presents  BART’s  planned  service  improvements  over  the  next  ten  years. 

BART’S  efforts  to  increase  system  capacity  and  bring  extensions  online  are  based  on  well 
documented  plans,  developed  and  updated  for  more  than  a decade.  The  projects  required  for 
BART  to  expand  service  fall  into  two  basic  groups:  car  requirements  and  headway  reduction. 
Projects  within  these  groups  are  summarized  in  Figure  2-24  (Key  Capital  Program  Projects 
Required  For  Expanded  Service)  and  are  discussed  in  the  following  text.  More  detail  is  provided 
in  Chapter  3 and  in  the  CIP  document. 


Figure  2-24 


KEY  CAPITAL  PROJECTS 
IN  SUPPORT  OF  EXPANDED  SERVICE 


VEHICLE  RELATED  PROJECTS 

•Current  contract  for  80  new  cars 
•Two  options  for  170  more  cars 
•Car  rehabilitation  & A/B  conversions 

HEADWAY  RELATED  PROJECTS 

•STEP  modifications 

•Advanced  automatic  train  control  system 
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Current  Fleet  And  Programmed  New  Car  Procurement 

BART’s  current  fleet  of  revenue  vehicles  consists  of  589  cars:  136  A-cars  (with  cab  controls), 
303  B-cars  (without  cab  controls),  and  150  C-cars  (with  cab  controls).  The  current  schedule  calls 
for  a total  of  453  cars  to  provide  weekday  service,  including  revenue- service  trains  and  ready 
spares.  Of  the  remaining  136  vehicles,  21  are  in  long-term  storage  (these  are  the  21  A-cars 
which  presently  cannot  be  used  effectively,  because  A-car  requirements  are  a function  of  the 
number  of  online  trains),  11  are  accident  vehicles  awaiting  repair,  3 are  in  for  rehabilitation,  and 
101  vehicles  are  in  preventative  maintenance  at  any  given  time. 

The  need  for  additional  cars  is  based  on  future  ridership  growth,  as  is  discussed  in  Chapter  3. 
This  includes  the  current  new  car  contract  with  Morrison-Knudsen,  signed  in  March  1992,  which 
calls  for  the  delivery  of  80  vehicles  between  March  and  December  1995  at  the  rate  of  about  25 
cars  each  calendar  quarter.  The  first  option  for  70  additional  cars  (20  of  which  would  be  C-cars 
with  cab  controls  and  50  B-cars  wi^out  cab  controls)  may  be  exercised  with  no  or  little 
interruption  of  the  car  delivery  schedule  from  the  original  80-car  order.  A second  option  may 
be  exercised  for  100  more  cars,  all  of  which  would  be  similar  to  B-cars,  without  cab  controls. 
Should  both  of  these  options  be  exercised,  BART’s  fleet  would  grow  by  250  cars,  to  a total  of 
839  vehicles,  by  September  1997.  Funding  is  not  currently  available  to  exercise  either  of  these 
options,  however. 

Programmed  Projects  Needed  To  Reduce  Headways 

Under  the  District’s  Capacity  Expansion  Program,  key  projects  implemented  since  the  late  1970s 
have  enabled  BART  to  reduce  headways  and  increase  die  number  of  online  cars  and  trains. 
These  projects  are  well  documented  in  prior  year  SRTP/CIPs,  and  include  the  addition  of  the  KE 
track,  Daly  City  turnback  and  yard,  and  C-cars.  As  of  June  1993,  the  system  can  support  an 
average  minimum  service  schedule  headway  of  180  seconds,  or  20  trains  per  hour  in  one 
direction.  Higher  service  levels  (i.e.,  higher  frequency  service  at  reduced  train  headways)  are  not 
possible  until  the  System  Throughput  Enhancement  Program  (STEP)  is  complete.  Once  the 
projects  under  this  program,  now  scheduled  for  completion  in  December  1994,  are  in  place 
BART  will  be  able  to  operate  at  a minimum  service  schedule  headway  of  135  seconds,  or  24 
trains  per  hour  in  one  dfrection.  Implementation  of  service  at  headways  below  135  seconds  is 
under  investigation  as  part  of  the  Advanced  Automatic  Train  Control  (AATC)  project,  which 
would  allow  BART  to  operate  at  a minimum  scheduled  headway  of  120  seconds  or  less. 

Implementation  of  the  above  projects  supports  service  for  BART’s  Phase  I extensions.  For  SRTP 
planning  purposes,  the  service  start  dates  for  each  extension  are  summarized  below,  in  Figure  2- 
25  (Phase  I BART  Extensions).  These  dates  may  be  revised  in  response  to  actual  implementation 
progress,  funding  status,  and  other  factors.  As  shown,  three  of  the  Phase  I extensions  are 
scheduled  to  open  for  service  within  a four  month  period  starting  in  September  1995:  North 
Concord  (September),  Colma  (September),  and  East  Dublin/Pleasanton  (December).  Extensions 
to  West  Pittsburg  and  Warm  Springs  are  currently  scheduled  to  open  in  March  1997  and 
December  1999,  respectively.  For  planning  purposes,  a West  Dublin/Pleasanton  Station  is 
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assumed  to  be  on  line  by  September  1998.  Finally,  the  remaining  three-station  extension  south 
of  Colma  to  San  Francisco  Airport  is  slated  to  open  by  January  2002. 


Figure  2-25 

PHASE  I BART  EXTENSIONS  * 
PROGRAMMED  START  OF  SERVICE 


September  1995 

North  Concord 

September  1995 

Colma 

December  1995 

East  Dublin 

March  1997 

West  Pittsburg 

September  1998 

West  Dublin 

December  1999 

Warm  Springs 

January  2002 

San  Francisco  Airport 

* These  dates  may  be  revised  in  response  to  acmal  implementation  progress, 
funding  status,  and  other  factors. 
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CHAPTER  3 


PLANNED  SERVICE 


AND  PROGRAMS 
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Within  the  next  ten  years,  BART  will  be  pursuing  an  ambitious  program  of  rehabilitating  the  34 
station/71 -mile  core  system,  and  adding  new  service  on  an  expanded,  45  station/106  mile  system. 
Essential  to  this  effort  are  the  funds  to  support  implementation  of  capital  improvements,  and 
ongoing  funding  for  operations  and  maintenance.  These  needs  will  be  addressed  in  Chapter  4. 
This  chapter  presents  BART’s  service  plans  for  the  next  decade.  The  final  section  of  this 
chapter,  entitled  Strategic  Sketch  Plan  For  The  Future,  supplements  the  basic  SRTP  with  a 
broader  vision  of  BART’s  role. 

BART’s  future  service  levels  and  corresponding  capital  program  are  planned  to  support  the  level 
of  ridership  the  system  is  expected  to  carry.  The  ridership  forecast,  therefore,  is  the  basis  of  the 
planning  process.  Because  of  the  important  linkage  between  changes  in  regional  population  and 
employment  and  BART  ridership,  the  following  presentation  begins  with  the  future  outlook  for 
regional  growth. 


RIDERSHIP  FORECAST 

BART’s  service  plan  and  capital  program  are  based  on  expectations  of  future  ridership. 
Ridership  projections  are  generated  by  the  1991  BART  Ridership  Forecasting  Model,  developed 
by  Manuel  Padron  & Associates  (MPA),  revised  to  reflect  FY  93  actual  figures.  MPA’s  base 
assumptions  are  consistent  with  those  used  by  MTC  and  ABAC  for  population  and  employment 
growth  and  for  regional  travel.  Population  and  employment  projections  used  in  forecasting 
BART  ridership  are  summarized  in  Figure  3-1  (Regional  Population  Forecasts)  and  Figure  3-2 
(Regional  Employment  Forecasts). 

The  revised  MPA  model  forecast  ridership  figures  for  each  fiscal  year.  From  these  fiscal  year 
ridership  figures,  quarterly  forecasts  were  developed  to  more  closely  represent  the  opening  of 
each  extension  and  other  service  improvements.  This  forecast  is  essential  for  analyzing  service 
improvements  versus  demand.  [Refer  to  Appendix  A:  BART  Service  Expansion  and  Key  System 
Components,  Headway  Reduction  and  Extensions,  which  presents  the  details  of  the  service  plan 
analysis.]  The  average  weekday  ridership  for  FY  03  in  this  SRTP  is  projected  to  be  366,622 
trips,  when  all  Phase  I extensions  are  in  service.  Relative  to  FY  93,  this  represents  an  average 
growth  rate  of  4.3%  annually.  Ridership  growth  on  the  core  system  alone  is  projected  to  be  1.5% 
annually. 
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Figure  3-1 

REGIONAL  POPULATION  FORECASTS 


COUNTY 

1990 

1995 

2000 

2005 

San  Francisco 

723,959 

737,400 

766,100 

770,700 

Alameda 

1,279,182 

1,347,000 

1,426,200 

1,508,300 

Contra  Costa 

803,732 

885,500 

970,700 

1,037,400 

District  Subtotal 

2,806,873 

2,969,900 

3,163,000 

3,316,400 

San  Mateo 

649,623 

682,550 

717,250 

732,100 

Santa  Clara 

1,497,577 

1,588,750 

1,700,050 

1,763,350 

Marin 

230,096 

242,900 

254,150 

262,750 

Solano 

340,421 

405,100 

480,500 

524,000 

Napa 

110,765 

117,200 

125,550 

134,050 

Sonoma 

388,222 

426,800 

465,750 

501,100 

Region  Total 

6,023,577 

6,433,200 

6,906,250 

7,233,750 

Source:  Projections  92,  Association  of  Bay  Area  Governments 


Figure  3-2 

REGIONAL  EMPLOYMENT  FORECASTS* 


COUNTY 

1990 

1995 

2000 

2005 

San  Francisco 

583,960 

571,070 

615,720 

659,550 

Alameda 

622,230 

630,080 

704,190 

777,540 

Contra  Costa 

301,260 

311,770 

357,420 

404,250 

District  Subtotal 

1,507,450 

1,512,920 

1,677,330 

1,841340 

San  Mateo 

319,150 

336,760 

369,840 

387,080 

Santa  Clara 

861,470 

849,900 

947,140 

1,050,230 

Marin 

103,030 

108,530 

120,260 

128,750 

Solano 

119,440 

128,880 

159,200 

188,290 

Napa 

48,610 

52,480 

60,890 

69,380 

Sonoma 

155,290 

177,010 

204,190 

233,270 

Region  Total 

3,114,440 

3,166,480 

3,538,850 

3,898,340 

• foiaJ  Jobs 

Source:  Recession  Update-Projections  92.  Association  of  Bay  Area  Governments 
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Regional  Population  Growth 


Assumptions  for  regional  population  include  constant  year-to-year  growth  throughout  the  current 
ten-year  period,  and  a tapering  effect  sometime  after  2010.  The  1990  population  base,  used  in 
the  MPA  forecasting  model  for  the  nine-county  Bay  Area,  is  6.0  million.  By  the  year  2005, 
population  in  the  nine  counties  is  projected  to  grow  1.2%  per  year  to  7.2  million.  In  comparison, 
the  population  for  the  current  three-county  BART  District  is  projected  to  grow  1.1%  annually, 
from  a 1990  base  of  2.8  million  to  3.3  million  in  2005.  Within  the  current  BART  District,  the 
highest  average  annual  percentage  gain  in  population  is  for  Contra  Costa  county  at  1.7%  between 
1990  and  2005.  In  the  same  period,  Alameda  and  San  Francisco  county  populations  are  forecast 
to  increase  at  average  annual  rates  of  1.1%  and  0.4%,  respectively. 


Regional  Employment  Growth 

In  light  of  the  recent  economic  conditions,  ABAC  revised  its  earlier  1992  forecast  of 
employment,  and  issued  a Recession  Update  in  December  1992.  This  most  recent  information 
projects  the  number  of  jobs  in  the  nine-county  Bay  Area  to  grow  1.5%  annually,  from  a base  of 
3.1  million  jobs  in  1990  to  3.9  million  in  2005.  The  three  BART  counties  are  expected  to 
experience  slightly  lower  growth,  at  1.3%  per  year,  from  a base  of  1.5  million  jobs  to  1.8  million. 
This  lower  growth  versus  the  nine-county  region  is  primarily  due  to  a relatively  low  employment 
growth  forecast  for  San  Francisco  at  0.8%  per  year  versus  2.0%  for  Contra  Costa  county  and 
1.5%  for  Alameda  county.  Previous  ABAC  projections,  used  in  the  1991  MPA  model,  show  a 
slightly  more  optimistic  growth  rate  of  2.1%  per  year  for  the  nine-county  area  and  1.9%  for  the 
three-counties. 
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Additional  Factors  Influencing  BART  Ridership 

Other  key  assumptions,  used  by  MPA  for  forecasting  BART  ridership,  include  BART  fares,  travel 
times  (highway  and  BART),  station  access,  and  start  of  extensions  service.  Note  that  the 
ridership  forecast  revision  includes  the  effect  of  pushing  back  the  assumed  opening  date  of  the 
Warm  Springs  extension  from  March  1998  (as  identified  in  BART’s  1992  SRTP)  to  December 
1999.  Base  ridership  forecasts  were  developed  using  current  BART  fares  (i.e.,  as  of  January 
1986)  throughout  the  ten  year  planning  perioi  Travel  times  assumed  the  faster  BART  run  times 
which  took  effect  in  June  1992,  and  degradation  of  auto  travel  times,  reflecting  increased 
highway  congestion  as  growth  in  demand  outstrips  programmed  highway  improvements. 

The  implicit  assumptions  regarding  access  to  BART  includes  no  significant  change  to  the 
relationship  between  the  supply  and  demand  for  station  parking.  It  is  also  assumed  that  transit 
services  operated  by  other  Bay  Area  agencies  which  interface  with  BART  will  continue  at  current 
levels,  except  BART  Express  Bus  service.  It  is  assumed  that  service  on  portions  of  BART 
Express  Bus  routes  which  coincide  with  BART  extensions  will  be  discontinued  when  rail  service 
begins.  Assumptions  for  planning  purposes,  regarding  the  start  of  service  for  each  of  the  Phase 
I extensions,  include  the  schedule  identified  in  Figure  2-24  (Phase  I BART  Extensions, 
Programmed  Start  of  Service)  in  Chapter  2.  For  planning  purposes,  an  external  station  is 
assumed  for  the  San  Francisco  Airport  extension,  which  is  programmed  to  open  by  January  2002. 
Additionally,  the  extension  to  Dublin/Pleasanton  is  assumed  to  open  in  December  1995  with  two 
stations:  Castro  Valley  and  East  Dublin.  The  West  Dublin  Station  is  assumed  to  be  a non- 
operational  shell,  to  be  brought  online  by  September  1998. 


Average  Weekday  Ridership 

Average  weekday  ridership  for  the  current  ten  year  planning  timeframe  is  projected  to  increase 
4.3%  annually,  from  257,724  trips  in  FY  94  to  366,622  trips  in  FY  2003,  when  all  Phase  I BART 
extensions  are  in  service  (refer  to  Figure  3-3,  Actual  and  Forecast  Weekday  Trips).  The  opening 
of  the  first  of  the  Phase  I extensions,  in  FY  96,  is  forecast  to  increase  ridership  7.8%  over  FY 
95  (283,332  riders  in  FY  96  versus  262,752  in  FY  95).  It  is  projected  that  ridership  on  the 
extensions  in  FY  03  will  average  approximately  72,000  weekday  trips.  More  than  half  of 
extension  ridership  is  expected  to  occur  on  the  San  Francisco  Airport  extension  (i.e.,  42,000 
weekday  trips,  or  58%  of  all  extension  trips  in  FY  03).  Ridership  on  BART’s  71-mile  core 
system  is  projected  to  be  on  the  order  of  295,000  weekday  trips,  which  represents  1.5%  growth 
per  year  throughout  the  ten-year  period. 
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Additional  Factors  Influencing  BART  Ridership 

Other  key  assumptions,  used  by  MPA  for  forecasting  BART  ridership,  include  BART  fares,  travel 
times  (highway  and  BART),  station  access,  and  start  of  extensions  service.  Note  that  the 
ridership  forecast  revision  includes  the  effect  of  pushing  back  the  assumed  opening  date  of  the 
Warm  Springs  extension  from  March  1998  (as  identified  in  BART’s  1992  SRTP)  to  December 
1999.  Base  ridership  forecasts  were  developed  using  current  BART  fares  (i.e.,  as  of  January 
1986)  throughout  the  ten  year  planning  period.  Travel  times  assumed  the  faster  BART  run  times 
which  took  effect  in  June  1992,  and  degradation  of  auto  travel  times,  reflecting  increased 
highway  congestion  as  growth  in  demand  outstrips  programmed  highway  improvements. 

The  implicit  assumptions  regarding  access  to  BART  includes  no  significant  change  to  the 
relationship  between  the  supply  and  demand  for  station  parking.  It  is  also  assumed  that  transit 
services  operated  by  other  Bay  Area  agencies  which  interface  with  BART  will  continue  at  current 
levels,  except  BART  Express  Bus  service.  It  is  assumed  that  service  on  portions  of  BART 
Express  Bus  routes  which  coincide  with  BART  extensions  will  be  discontinued  when  rail  service 
begins.  Assumptions  for  planning  purposes,  regarding  the  start  of  service  for  each  of  the  Phase 
I extensions,  include  the  schedule  identified  in  Figure  2-24  (Phase  I BART  Extensions, 
Programmed  Start  of  Service)  in  Chapter  2.  For  planning  purposes,  an  external  station  is 
assumed  for  the  San  Francisco  Airport  extension,  which  is  programmed  to  open  by  January  2002. 
Additionally,  the  extension  to  Dublin/Pleasanton  is  assumed  to  open  in  December  1995  with  two 
stations:  Castro  Valley  and  East  Dublin.  The  West  Dublin  Station  is  assumed  to  be  a non- 
operational  shell,  to  be  brought  online  by  September  1998. 


Average  Weekday  Ridership 

Average  weekday  ridership  for  the  current  ten  year  planning  timeframe  is  projected  to  increase 
4.3%  annually,  from  257,724  nips  in  FY  94  to  366,622  trips  in  FY  2003,  when  all  Phase  I BART 
extensions  are  in  service  (refer  to  Figure  3-3,  Acmal  and  Forecast  Weekday  Trips).  The  opening 
of  the  first  of  the  Phase  I extensions,  in  FY  96,  is  forecast  to  increase  ridership  7.8%  over  FY 
95  (283,332  riders  in  FY  96  versus  262,752  in  FY  95).  It  is  projected  that  ridership  on  the 
extensions  in  FY  03  will  average  approximately  72,000  weekday  trips.  More  than  half  of 
extension  ridership  is  expected  to  occur  on  the  San  Francisco  Airport  extension  (i.e.,  42,000 
weekday  trips,  or  58%  of  all  extension  trips  in  FY  03).  Ridership  on  BART’s  71-mile  core 
system  is  projected  to  be  on  the  order  of  295,000  weekday  trips,  which  represents  1.5%  growth 
per  year  throughout  the  ten-year  period. 
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RAIL  SERVICE  EXPANSION  AND  SUPPORTING  CAPITAL  IMPROVEMENTS 


The  Capital  Improvement  Program  (CIP),  which  accompanies  this  SRTP,  lists  all  250  projects, 
totalling  $4.27  billion,  which  the  District  would  implement  if  funding  were  available.  However, 
a program  of  this  size  is  currently  beyond  the  level  of  funding  which  can  reasonably  be  assumed 
to  be  available  over  the  next  ten  years.  Therefore,  in  accordance  with  the  approach  being  taken 
by  the  Metropolitan  Transportation  Commission  (MTC)  in  its  development  of  the  20-year 
Regional  Transportation  Plan,  BART’s  CIP  is  divided  into  two  "tracks",  into  which  projects  are 
assigned  based  on  priority.  Track  One  comprises  the  most  essential  projects,  and  sets  forth  a 
financial  plan  for  funding  those  projects.  BART’s  Track  One  includes  all  Priority  1 and  Priority 
2 projects.  Track  Two  includes  Priority  3,  4 and  5 projects,  for  which  funding  cannot  currently 
be  identified  in  the  next  ten  years.  Further  discussion  of  the  "track"  organization  of  BART’s 
capital  program,  along  with  definitions  of  the  five  levels  of  priority,  can  be  found  in  the  CIP 
document  The  discussion  presented  here  is  limited  to  certain  key  projects  which  will  directly 
support  planned  higher  service  levels  in  the  future. 

BART’s  rail  service  expansion  plan  is  summarized  in  Figure  3-4  (BART  Service  Expansion, 
Headway  Reduction  and  Extensions).  As  shown,  expansion  is  to  take  place  over  the  next  ten 
years  to  insure  that  sufficient  BART  capacity  is  available  to  achieve  the  1.15  policy  load  factor 
during  peak  periods,  to  accommodate  a projected  gain  in  ridership  of  about  50%,  from  just  over 
250,000  weekday  trips  today  to  370,000  by  the  end  of  FY  03.  (Refer  to  Figure  3-5,  Ridership 
Growth  and  Car  Requirements.)  This  expansion  plan  includes: 

1 . Reduction  of  the  minimum  scheduled  headway  capability  from  three  minutes  currently 
(i.e.,  20  trains  per  hour)  to  two  minutes  or  less  (30  trains  per  hour  or  more)  by  FY  99. 

2.  Expansion  of  BART’s  fleet  by  335  cars,  from  589  cars  currently  to  924.  (Refer  to 
Figure  3-6,  BART  Fleet  Expansion.) 

3.  The  addition  of  11  new  stations  and  35  miles  of  double  mainline  track  for  BART’s 
Phase  I extensions  in  the  East  Bay  and  on  the  Peninsula. 

To  support  this  plan,  BART  will  aggressively  seek  the  requisite  funding  as  part  of  the  grant 
approv^  process  for  implementing  the  essential  elements  of  BART’s  Capital  Improvement 
Program.  The  following  is  a summary  of  the  improvements  required  for  system  expansion  and 
increased  service  levels: 

1.  Rehabilitating  the  original  439  A-  and  B-cars,  and  procuring  up  to  150  new  vehicles 
to  meet  growth  in  demand  on  the  core  system  and  the  124  new  cars  initially  needed 
for  extensions.  (61  cars  short  of  the  projected  924  needed.) 

2.  Rehabilitating  stations,  including  replacement  of  Automatic  Fare  Collection  (AFC) 
equipment  and  replacement/rehabilitation  of  escalators  and  elevators. 
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3.  Replacing  and  rehabilitating  mainline  equipment  and  components,  including  running 
rail  and  traction  power  upgrades,  to  support  higher  service  levels. 

4.  Replacing  and  rehabilitating  train  controls  and  conomunications  equipment,  including 
the  Advanced  Automatic  Train  Control  system  (AATC),  the  next  generation  control 
system  (Nxtgen— which  includes  essential  supervisory  control  and  data  acquisition 
computer  systems),  and  a new  multi-frequency,  systemwide  radio  network. 

5.  Improving  system  access  by  expanding  parking  capacity  at  stations  as  presented  in 
Figure  3-7  (Parking  Spaces  FY  93  to  FY  03  — Existing  and  Planned  Rail  Stations), 
implementing  BART’s  Accessibility  Plan  (including  the  ADA  Paratransit  and  Key 
Station  Plans),  continuing  to  coordinate  the  service  schedules  of  BART  Express  Bus 
and  other  connecting  transit  providers  with  BART  rail,  and  supporting  state  clean  air 
standards  by  introducing  electric  station  cars.  Additionally,  BART  will  be  seeking  to 
implement  diesel  powered  commuter  rail  service  (called  FastTrak,  and  designed  along 
the  lines  of  MetroLink  service  in  Southern  California)  over  conventional  rail  trackage, 
to  feed  BART  stations  and  serve  high  density  activity  centers  directly. 

6.  In  addition  to  efforts  relating  to  AATC,  BART  will  continue  to  investigate  new 
methods  for  increasing  operating  efficiencies  through  research,  development,  and 
demonstrations,  including  superconducting  magnetic  energy  storage  (SMES)  and  the 
electric  station  cars  demonstration  noted  above. 
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Figure  3-4 

BART  HEADWAY  REDUCTION  AND  CAPACITY  EXPANSION 
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ngure3-7 

PARKING  SPACES  FY93TOFY03  - EXISTING  AND  PLANNED  RAIL  STATIONS 


ACTUAL 

NEW  SPACES  TO 

NEW  SPACES 

TOTAL  SPACI 

EXISTING  STATIONS 

SPACES  AS  OF 

BE  ADDED  IN 

FY95TO 

PROJECTED  1 

JUNE  1993 

FY94 

FY03 

FY03 

SAN  FRANCISCO  UNE:  DALY  CITY 

2,228 

0 

0 

2,228 

GLEN  PARK 

55 

0 

0 

55 

WEST  OAKLAND  (a) 

424 

0 

0 

424 

SUBTOTAL 

2,707 

0 

0 

2,707 

FREMONT  UNE:  FREMONT 

2,494 

0 

0 

2,494 

UNION  CITY  (b) 

1,218 

0 

0 

1,218 

SOUTH  HAYWARD 

1,307 

0 

0 

1,307 

HAYWARD 

1,061 

650 

0 

1,711 

BAY  FAIR 

1,903 

0 

0 

1,903 

SAN  LEANDRO 

1,295 

0 

0 

1,295 

COUSEUM 

1,059 

0 

0 

1,059 

FRUITVALE  (b) 

1,103 

0 

0 

1,103 

LAKE  MERRITT 

205 

0 

0 

205 

SUBTOTAL 

11,645 

650 

0 

12,295 

RICHMOND  UNE:  RICHMOND 

796 

0 

0 

796 

EL  CERRITO  DEL  NOR 

2,516 

0 

0 

2,516 

EL  CERRITO  PLAZA  (c) 

795 

0 

500 

1,295 

NORTH  BERKELEY 

840 

0 

0 

840 

ASHBY 

626 

0 

0 

626 

MACARTHUR 

609 

0 

0 

609 

SUBTOTAL 

6,182 

0 

500 

6,682 

CONCORD  UNE:  CONCORD 

1,975 

600 

0 

2,575 

PLEASANT  HILL 

3,245 

0 

0 

3,245 

WALNUT  CREEK 

1,518 

775 

0 

2,293 

LAFAYETTE 

1,521 

0 

0 

1,521 

ORINDA 

1,380 

0 

0 

1,380 

ROCKRIDGE  (b) 

889 

0 

0 

889 

SUBTOTAL 

10,528 

1,375 

0 

11,903 

EXISTING  STATIONS  TOTAL 

31,062 

2,025 

500 

33,587 

EXTENSION  STATIONS 

DUBUNUNE:  CASTRO  VALLEY 

0 

0 

1,500 

1,500 

WESTDUBUN 

0 

0 

1,400 

1,400 

EASTDUBUN 

0 

0 

2,800 

a8oo 

SUBTOTAL 

0 

0 

5,700 

5,700 

PITTSBURG  UNE:  NORTH  CONCORD 

0 

0 

2,050 

2,050 

WEST  PITTSBURG 

0 

0 

2,025 

2,025 

SUBTOTAL 

0 

0 

4,075 

4,075 

WARM  SPRINGS  UNE:  IRVINGTON 

0 

0 

1,200 

1,200 

WARM  SPRINGS 

0 

0 

2,300 

2,300 

SUBTOTAL 

0 

0 

3,500 

3,500 

WEST  BAY  UNE:  COLMA 

0 

0 

2,250 

2,250 

HICKEY 

0 

0 

1,300 

1,300 

TANFORAN 

0 

0 

650  ■ 

650 

SFOINTERMODAL 

0 

0 

2,325 

2,325 

SUBTOTAL 

0 

0 

6,525 

6,525 

EXTENSION  STATIONS  TOTAL 

0 

0 

19,800 

19,800 

SYSTEM  GRAND  TOTAL 

31,062 

2,025 

20,300 

53,387 

id  Identification  of  a funding  sc 
bi  No  plans  are  identified  for  Union  City,  Fruitvale,  and  Rockridge  stalbns. 

a Contra  Costa  County  Measure  C provides  funding  for  parking  expansion  in  the  Cly  of  El  Cerrito.  BART  and  the  City  are  studying  a posstofe  future  500-space  parking  project  at 
the  El  Cerrito  Plaza  Station. 

3-11 


Fleet  Expansion  And  Car  Storage  Requirements 

The  current  contract  with  Morrison-Knudsen  will  provide  80  new  vehicles  to  be  delivered 
between  March  1995  and  December  1995  (refer  to  Evaluation  of  Key  Capital  Program  Elements, 
Current  Fleet  and  Programmed  New  Car  Procurement  section  in  Chapter  2).  This  contract  and 
the  two  options  BART  may  exercise,  for  a total  of  250  new  vehicles  are  based  on  an  analysis  of 
system  needs.  This  level  of  car  procurement,  through  FY  01,  is  shown  in  Figure  3-8  (New 
Transit  Car  Requirements).  Analysis  for  this  year’s  SRTP  shows  that  an  additional  85  vehicles 
will  be  required  (for  a total  of  335  new  cars)  to  handle  the  extension  to  San  Francisco  Airport. 

The  status  of  the  fleet,  as  service  is  expanded  and  service  requirements  change,  is  presented  in 
Figure  3-9  (Status  of  Cars  In  Reet).  The  current  preventative  maintenance  standards  for  rolling 
stock  are  assumed  to  be  constant  in  the  ten  year  period.  The  56  cars  held  as  online  ready  spares 
will  increase  to  66  in  December,  1995,  when  service  to  East  Dublin  is  assumed  to  begin.  A-  and 
B-Cars  in  for  rehabilitation  number  36  throughout  that  program,  which  is  to  begin  in  June  1996 
and  end  in  September  1999.  Online  car  requirements  are  a function  of  demand.  The  status  of 
all  remaining  vehicles  in  the  fleet  is  a function  of  the  fleet  size,  which  determines  how  many  cars 
are  held  in  inventory  because  they  are  not  needed  at  any  point  in  time  as  summarized  in  Figure 
3-10  (Total  BART  Reet  vs.  Excess/Deficit  Cars).  An  additional  factor  is  the  number  of  online 
trains,  which  determines  A-car  utilization.  Current  plans  call  for  the  conversion  of  100  A-cars 
to  B-cars  during  the  first  part  of  the  car  rehabilitation  program  between  June  1996  and  September 
1997.  Since  A-cars  have  restricted  use  as  lead  or  trail  vehicles,  these  conversions  will  provide 
added  operational  flexibility,  as  well  as  allow  BART  to  make  greater  use  of  the  existing  fleet. 

Figure  3-11  (Car  Storage  Capacity  Versus  Needs)  compares  B ART’s  car  storage  capacity  to 
storage  needs  throughout  the  ten  year  planning  period.  As  shown,  the  additional  car  storage 
spaces  provided  by  extension  tail  tracks-portrayed  as  steps  on  the  solid  line  in  the  chart--is 
sufficient  to  accommodate  the  planned  fleet  expansion  under  an  uninterrupted  car  buy. 

Reduction  Of  Headways  To  Allow  For  Higher  Capacity 

Figure  3-4  (BART  Service  Expansion  Headway  Reduction  and  Extension)  presents  the  planned 
schedule  for  implementing  higher  frequency  train  service,  predicated  on  the  capability  of 
operating  at  headways  shorter  than  today’s.  This  phasing  plan  is  based  on  the  foregoing  analysis 
of  demand  and  implementation  of  key  projects  required  for  reducing  headways.  As  shown, 
completion  of  the  System  Throughput  Enhancement  Program  (STEP)  in  December  1994  will 
permit  BART  to  operate  at  a minimum  service  headway  of  135  seconds,  down  from  an  average 
of  180  seconds  currently.  This  improvement  translates  to  an  increase  in  capacity  of  30%,  from 
a maximum  of  20  trains  per  hour  in  one  direction  to  26.  Currently,  BART  operates  service  at 
an  average  headway  of  210  seconds.  Analysis  of  ridership  indicates,  however,  that  peak  demand 
forecast  for  December  1994  will  require  operation  of  service  at  a minimum  scheduled  headway 
of  189  seconds.  BART  plans  to  begin  to  operate  at  that  service  frequency  (i.e.,  19  trains  per 
hour)  initially  upon  completion  of  STEP.  Further  headway  reductions  to  support  extension 
service,  and  possible  only  with  STEP  in  operation,  will  be  made  within  a few  months  thereafter. 
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STATUS  Of'SaRS  IN  FLEET 
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CAR  STORAGE  SaPACITY  vs  NEEDS 
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QUARTER  & FISCAL  YEAR 


The  start  of  service  on  the  extensions  to  North  Concord,  East  Dublin,  and  Colma,  in  early  FY96, 
is  projected  to  require  a headway  reduction  to  171  seconds  (21  trains  per  hour).  Ridership 
growth  and  new  service  starts  to  West  Pittsburg,  in  late  FY  97,  and  Warm  Springs,  in  mid  FY 
00,  are  projected  to  require  further  headway  reductions.  The  current  ridership  projection  indicates 
need  for  a minimum  transbay  headway  of  150  seconds  (24  trains  per  hour)  just  prior  to  the  start 
of  service  on  the  San  Francisco  Airport  extension,  which  is  assumed  to  start  in  the  latter  half  of 
FY  02.  With  this  last  Phase  I extension  on  line,  BART  will  need  to  operate  at  the  minimum 
allowable  headway  STEP  is  capable  of  supporting:  135  seconds  (26  trains  per  hour). 

To  provide  additional  capacity  to  accommodate  future  ridership  growth,  BART  is  pursuing  new 
technologies  which  promise  much  greater  sophistication  in  train  control.  Application  of  one  or 
more  of  the  technologies  under  review  could  permit  significant  increases  in  train  carrying 
capacity  of  the  existing  track  configuration  (i.e.,  Oakland  Wye,  Transbay  Tube,  etc.),  by  reducing 
allowable  headways  to  120  seconds  or  less.  The  District  is  currently  using  federal  research  and 
development  funds  to  study  recent  defense  industry  advances  in  locational  tracking  of  vehicles 
and  equipment.  In  light  of  the  opportunity  to  translate  these  developments  into  commercial 
peacetime  hardware  systems,  the  District  has  negotiated  a joint  BART/Private  Sector  proposal 
for  federal  defense  conversion  funding  for  project  implementation.  These  sources  are  outside  the 
traditional  federal  transit  funding  process. 
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Figure  3-12 

BART  EXTENSIONS  STAGING  POLICY  ^ 


PHASE 

INSroE  CURRENT  DISTRICT 
OR  UNDER  FUNDING  AGREEMENTS 

I. 

North  Concord  - West  Pittsburg  ^ 
Irvington  - Warm  Springs  * 
Castro  Valley  - Dublin 
MUNI  Metro  Extension  Project  * 
Colma  - San  Francisco  Airport  * 

n. 

Pittsburg  - West  Antioch  - East  Antioch 
Pleasanton  - West  Livermore  - East  Livermore  ^ 
San  Francisco  ® 

San  Pablo  - Hilltop 
Oakland  Airport  Connector  ’ 

m. 

San  Francisco  ® 

Pinole  - Hercules/Rodeo  - Crockett 
San  Ramon  Corridor 

1 . The  several  segments  shown  imder  each  Roman  numeral  are  understood  to  be  implemented  concurrently,  to  the  extent  that  funding  is  avail 
BART  will  be  the  operator  for  any  new  heavy  or  light  rail  transit  starts  or  extensions  within  the  three  BART  counties. 

2.  To  be  extended  east  beyond  West  Pittsburg  as  funding  permits,  per  SB  1715  of  1988. 

3.  Third  station  may  be  constructed  only  with  funds  additional  to  those  identified  in  MTC  Resolution  1876  (as  revised  in  1989). 

4.  The  San  Francisco  Project  is  identified  through  coordination  with  the  City  and  County  of  San  Francisco  as  the  MUNI  Metro  Extension  t 
CALTRAIN  Depot  South  of  Market. 

5.  Agreoneiu  of  Fehrua^  1990  with  SamTrans  to  proceed  with  SFO  extension,  subject  to  BART  project  approval. 

6.  Specific  San  Francisco  Project  to  be  identified  through  coordination  with  the  City  and  County  of  San  Francisco.  Section  29034.5  o 
Califorrua  Pubhc  Utilities  Code  lists  nu.  wnsion  of  District  services  and  facilities  to  the  northwest  section  of  the  City  and  County  o] 
Francisco  as  a District  service  commitment. 

7.  A people-mover,  or  some  other  mode  of  travel,  to  the  Oakland  Airport  to  be  established  before  or  at  the  same  time  as  an  extension  of  B 
to  the  San  Francisco  Airport 

8.  Funding  from  Proposition  116  shall  not  be  allocated  to  the  Warm  Springs  Extension  (WSX)  until  funding  for  the  Dublin-Pleasanton  Extej 
has  been  guaranteed. 


1 PHASE 

OUTSIDE  CURRENT  DISTRICT 

I. 

Milpitas 

n. 

Millbrae  - Menlo  Paik 
Milpitas  - San  Jose 

m. 

Menlo  Park  - San  Jose 

9.  Subjea  to  a satisfactory  cost-sharing  arrangement  with  San  Mateo  and  Santa  Clara  Counties  and  project  approval  by  BART.  Pursui 

Section  29034J5  of  the  California  Public  Utilities  Code,  only  non-District  funds  may  be  spent  by  the  District  for  the  purpose  of  extei 
services  and  facilities  outside  of  District's  January  1,  1971  boundaries  imtil  the  District  meets  specified  service  commitments  within  the 
boundaries. 

Board  revuod  and  adopted:  October  2S,  1990 
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STRATEGIC  SKETCH  OF  THE  FUTURE 


Lookine  Above  And  Beyond  The  Short  Range  Transit  Plan 

As  discussed  elsewhere  in  this  plan,  the  main  near  term  emphases  of  the  BART  organization  will 
be: 


• continued  excellence  in  service  to  our  passengers; 

• successful  construction  and  operation  of  the  Phase  I extensions;  and 

• investment  in  rehabilitation  of  aging  components  of  the  BART  system. 

While  BART  will  be  primarily  mobilized  around  these  goals,  it  is  also  committed  to  developing 
a vision  of  BART’s  future  beyond  these  near  term  tasks.  Such  a vision  is  expected  by  the 
citizens  of  the  Bay  Area,  who  are  eager  for  BART-Around-The-Bay,  for  freeway  congestion 
relief,  for  improved  air  quality,  and  for  enhanced  mobility.  A future  vision  is  essential  in  order 
to  give  voice  to  these  dreams,  and  to  keep  them  on  course. 

Although  the  BART  organization  has  not  yet  conducted  a systematic  strategic  planning  effort, 
the  District  has  been  alert  to  emerging  opportunities.  BART’s  vision  of  the  future  could  include 
two  fundamental  types  of  new  initiatives: 

• CIP  steps  which  could  be  taken  in  the  near  term  but  which  are  not  included  in  the 
SRTP/CIP  financial  plan  for  lack  of  funding,  and 

• initiatives  beyond  the  10-year  time  horizon  of  the  SRTP. 

The  purpose  in  developing  both  types  of  potential  initiatives  is  to  stimulate  a discussion  of  ways 
in  which  BART  can  augment  its  role  as  the  region’s  primary  line-haul  transportation  provider. 
BART  will  use  its  vision  to  show  the  public  future  services  it  can  provide,  and  the  region  will 
choose  which  services  and  investments  to  make.  Initially,  BART’s  future  vision  will  be 
structured  conceptually,  rather  than  as  part  of  BART’s  detailed  master  plan.  As  new  initiatives 
secure  public  support  and  funding,  they  can  eventually  be  incorporated  into  official  District  plans 
and  policy  statements.  Mission  Statement,  and  SRTP  and  CIP  financial  plans. 

Last  year,  BART  adopted  policy  regarding  development  and  operation  of  the  regional  transit 
system  (see  Figure  3-13,  Development  and  Operation  of  the  Regional  Transit  System).  The 
District  committed  to  continuing  to  function  as  the  regional  rail  operator,  to  continue  planning 
for  multiple  transit  modes,  and  to  expand  its  operations  to  include  a fully  integrated  coordinated 
multi-modal  transit  system. 
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Figure  3-13 

Development  and  Operation  of  the  Regional  Transit  System 

BEFORE  THE  BOARD  OF  DIRECTORS  OF  THE 
SAN  FRANCISCO  BAY  AREA  RAPID  TRANSIT  DISTRICT 


In  the  matter  of  Developing 
Policy  Regarding  Development  and 

Operation  of  the  Regional  Transit  System/  Resolution  No.  4469 


WHEREAS,  the  San  Francisco  Bay  Area  Rapid  Transit  District  currently  operates 
regional  rail  and  a connecting  express  bus  service,  and  has  planned  for  light  rail,  people  mover 
and  other  transit  technologies; 

WHEREAS,  multi-modal  regional  rail  development  and  operations  are  best  coordinated 
through  the  administration  of  one  entity; 

WHEREAS,  the  BART  Mission  Statement  establishes  the  policy  of  the  Board  of 
Directors  regarding  BART's  role  as  the  operator  of  the  region's  rapid  rail  system  In  relation  to 
other  transit  agencies  and  modes  of  transportation  in  the  San  Francisco  Bay  Area,  and 
specifically  calls  for  improving  all  aspects  of  coordination  of  BART  service  with  the  region's 
freeways,  bus,  and  rail  systems  to  maximize  the  availability  and  attractiveness  of  an 
integrated  regional  transit  network; 

WHEREAS,  it  Is  the  desire  of  the  Board  of  Directors  of  the  San  Francisco  Bay  Area 
Rapid  Transit  District  to  affirm  its  goals  and  policy  regarding  operation  and  development  of 
the  regional  transit  system; 

NOW,  THEREFORE  BE  IT  RESOLVED,  that  it  is  the  District's  policy  to  continue 
functioning  as  the  regional  rail  operator,  to  continue  planning  for  multiple  transit  modes,  and 
to  expand  its  operations  to  include  a fully  integrated  coordinated  multi-modal  transit  system. 


Adopted  October  15,  1992 
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Future  Opportunities  And  Challenges 
Near  term 

The  SRTP/CIP  base  financial  plans  are  predicated  on  a set  of  underlying  assumptions  that 
BART’S  operating  environment  will  remain  largely  the  same.  But,  in  fact,  fundamental 
environmental  changes  are  possible  within  the  SRTP  time  frame.  For  example,  before  the  turn 
of  the  century,  the  Bay  Area  might  see  measures  to  ration  available  freeway  capacity,  such  as 
congestion  pricing,  which  could  dramatically  increase  demand  and  provide  funding  for  transit 
services.  Transportation  demand  management  measures  mandated  by  the  Air  Quality 
Management  District  could  do  the  same.  Economic  conditions  might  induce  changes  in  the 
standard  of  living  of  Bay  Area  residents,  making  public  transit  a more  attractive  option. 
Commuter  and  high  speed  rail  could  provide  attractive  intermodal  opportunities.  Advances  in 
technology  could  provide  BART  with  opportunities  for  innovative  uses  of  its  right  of  way. 
BART  must  be  attentive  to  opportunities  for  improvement,  and  must  be  ready  to  respond  to 
challenges  as  they  arise. 

Of  course,  it  is  difficult  to  predict  what  the  future  will  bring,  and  some  future  scenarios  are  less 
optimistic.  Possible  future  events,  such  as  the  declining  service  quality  which  would  accompany 
failure  to  find  the  resources  to  complete  the  rehabilitation  projects,  could  cut  into  BART 
ridership.  New  freeway  technologies  or  a new  wave  of  freeway  building  could  increase 
automobile  throughput  in  the  BART  cdrridors,  at  public  transit’s  expense.  An  accelerated  shift 
towards  suburb-to-suburb  commuting  could  impair  the  usefulness  of  fixed  rail  transit.  Dramatic 
increases  in  tele-commuting  and  tele-shopping  could  decrease  the  overall  demand  for  travel  in 
the  region. 

These  kinds  of  uncertainties  about  the  future  suggest  that  future  visions  should  be  as  flexible  and 
adaptable  as  possible.  Markets  must  be  fully  tested  before  large  new  fixed  facility  investments 
are  made.  Also,  transit  agencies  must  be  attentive  to  economic  and  social  changes,  and 
continually  invent  services  to  satisfy  evolving  public  needs.  Hidden  opportunities  may  emerge 
in  challenging  situations.  As  tele-commuting  grows,  for  example,  BART  could  provide  tele- 
commute business  facilities,  possibly  integrated  with  child  care  services,  near  suburban  BART 
stations.  Capitalizing  on  emerging  oppoitunities  may  require  BART  to  begin  to  expand  the 
definition  of  public  transit  to  include  related  services  not  yet  considered  part  of  its  mission. 

Longer  term 

A vision  above  and  beyond  the  SRTP  is  necessary  for  BART  to  actively  participate  in  long  range 
planning  and  programming  efforts  mounted  by  the  Metropolitan  Transportation  Commission. 
MTC  is  currently  embarking  on  a 20-year,  Regional  Transportation  Plan  which  will  help  guide 
Bay  Area  transit  investment  priorities  in  the  years  to  come.  The  plan  will  contain  a series  of 
"Track  2"  projects,  above  and  beyond  the  scope  of  the  financially  constrained  "Track  1"  plan. 
B ART’s  vision  will  help  inform  Track  2 choices.  Funding  for  the  "Track  2"  investments  could 
come  from  bridge  tolls,  sales  taxes,  a regional  gas  tax,  or  future  federal  CMAQ  monies.  In 
combination,  these  funding  sources  are  projected  to  bring  approximately  $15  billion  in  transit 
investment  to  the  region. 
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What  Service  Improvements  Can  BART  Offer  The  Bay  Area 


In  general,  the  most  cost  effective,  near  term  service  enhancements  BART  can  offer  the  region 
are: 


1.  Greater  Capacity 

It  has  been  estimated  that  BART  could  add  sufficient  capacity  to  double  current 
ridership  levels  with  only  a 10-30%  increase  over  the  region’s  current  investment  in 
BART’S  capital  plant.'  Enhancements  to  BART  capacity  are  efficient  in  that  they  take 
advantage  of  economies  of  scale.  Capacity  enhancements  would  need  to  be  made  in 
parking,  bus  access,  traction  power,  train  control,  yard  space,  fleet  size,  and  station 
circulation  (see  Figure  3-14,  Greater  Capacity  Scenario).  The  central  attraction  of  this 
strategy  over  many  other  transit  investment  options  for  the  region  is  that  the  current 
BART  system  is  a proven  quantity.  Peak  hour  trains  are  standing  room  only,  parking 
facilities  fill  as  early  as  6:30  AM,  and  on-time  performance  exceeds  95%.  Many 
potential  customers  who  would  ride  BART  if  there  were  capacity  available  are  turned 
away  from  BART  each  day.  In  the  coming  year,  the  District  plans  to  take  a detailed 
look  at  the  latent  market  for  BART  travel. 

2.  Short  Connections  To  Dense  Nodes  Of  Activity  and  Interim  Service 

A key  challenge  in  expanding  transit  service  is  to  bring  in  new  riders  at  the  least 
possible  incremental  cost  to  the  region.  One  strategy  for  achieving  this  goal  is  to 
emphasize  operation  of  short  connections  to  dense  activity  centers.  The  most 
promising  activity  centers  would  be  those  which  are  close  to  the  BART  line  and  which 
draw  trips  from  throughout  the  region.  Possible  regional  draws  include  large  shopping 
centers,  stadiums,  recreation  areas,  schools,  and  high  density  employment  and 
residential  centers.  The  District  plans  to  conduct  an  inventory  of  promising  locations 
for  further  review. 

Connections  to  dense  nodes  of  activity  could  be  in  the  form  of  frequent  shuttle  service, 
suspended  light  rail,  people  movers,  or  even  BART  spurs,  where  cost  effective. 
Whatever  technology  is  applied,  it  is  important  that  the  intermodal  connections  be  as 
convenient  as  possible. 

Commuter  rail,  as  successfully  demonstrated  during  the  recent  Beat-The-Backup 
FASTRAK  service,  may  serve  as  the  nearest  term  option  for  providing  interim  service 
in  BART  corridors.  BART  has  identified  a 200-mile  network  of  commuter  rail  which 
could  be  brought  on  line  in  just  18  months,  for  an  initial  investment  of  only  $100 
million.  As  a regional  network  of  high  occupancy  vehicle  (HOV)  lanes  begins  to  take 
shape,  HOV  express  buses  might  provide  a cost  effective  means  of  providing  interim 
service  as  well.  The  BART  organization  has  the  expertise  and  experience  to 
successfully  introduce  these  types  of  interim  services,  while  providing  organizational 
continuity  within  each  corridor. 


' the  range  of  figures  reflects  varying  cost  escalation  rales,  from  CPI  on  the  low  end  to  a rate  more  reflective 
of  opportunity  cost  on  the  high  end. 
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FIGURE  3-14 

"GREATER  CAPACITY"  SCENARIO 
ESTIMATED  CAPITAL  COSTS  (FY94  - FY03,  $ IN  MILLIONS) 


ITEM 

1.45  LOAD  FACTOR 

1.15  LOAD  FACTOR 

Rolling  Stock 

$592 

$744 

Traction  Power  & 
Reliability  Upgrades 

$200 

$200 

Station  Costs 

$100 

$100 

Access  Costs* 

• Parking  Spaces 

$500 

$380 

• Feeder  Services 

$300 

$450 

Shops  and  Yards 

$120 

$120 

TOTAL: 

$1,812 

$1,994 

1.  The  range  in  access  costs  reflects  different  rates  of  auto  and  non-auto  access,  i.e.  if  non- 
auto access  is  low,  then  more  parking  is  needed  and  visa-versa. 
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In  the  long  term,  as  strong  markets  materialize  in  corridors  with  interim  transit 
service,  BART  service  could  be  introduced  to  provide  greater  capacity,  speed,  and 
reliability.  Ultimately,  the  region  may  want  to  standardize  around  the  BART 
technology  to  keep  commutes  as  convenient  and  seamless  as  possible.  In  order  to 
make  a real  impact  on  the  congestion  and  air  quality  problems  in  the  longer  term, 
the  region  will  need  to  look  towards  high  capacity,  high  level  of  service  transit 
operations  like  BART.  Ultimately,  BART  extensions  can  reach  out  beyond  the 
three  District  counties  to  all  parts  of  the  Bay  Area.  It  can  ring  the  San  Francisco 
Bay  and  provide  convenient  connections  to  the  region’s  airports  and  high  speed  rail 
stations,  to  bring  about  improved  cohesiveness  and  economic  integration  within  the 
region. 

3.  Innovative  Programs  To  Better  Serve  Suburban  Trip  Ends 

The  current  BART  system  is  primarily  configured  to  serve  trips  ends  in  the 
Berkeley,  Oakland,  and  San  Francisco  central  business  districts.  BART  trip  origins 
are  widely  dispersed.  Patrons  living  miles  away  from  BART  stations  are 
comfortable  driving  or  taking  the  bus  to  BART.  In  contrast,  BART  does  not 
currently  serve  many  patrons  whose  workplaces  are  more  than  a short  walk  from  a 
BART  station.  Meanwhile,  trends  in  regional  travel  show  an  increasing  requirement 
for  transportation  facilities  to  serve  suburban,  highly  dispersed  trip  ends.  There  are 
a number  of  innovative  options  for  making  BART  relevant  to  the  suburban  trip-end 
market.  Frequent  shuttles  sponsored  by  employers,  retail  business  districts,  or  other 
institutions  can  play  a role.  Also,  bicycle  or  electric  car  rentals  can  provide 
convenient,  low  cost,  door  to  door  service  from  the  BART  station  to  an  individual’s 
destination.  In  order  to  succeed,  suburban  trip  links  must  be  convenient  and 
flexible,  and  the  intermodal  connection  vrith  BART  rail  must  be  as  seamless  as 
possible. 

4.  Bringing  About  Complementary  Land  Uses  In  The  BART  Station  Areas 

BART’S  potential  for  future  ridership  growth  is  related  to  the  intensity  of 
commercial  and  residential  land  use  around  its  stations.  Intensive  land  uses 
generate  more  trips  for  BART  to  serve.  The  high  volume  of  BART  ridership  to  the 
San  Francisco  central  business  district  stations,  for  example,  Ulustrates  this  point 
The  concentrated  employment  around  these  stations  draws  BART  trips  from 
throughout  the  region.  Although  BART  currently  has  programs  to  exercise  joint 
development  opportunities  on  BART  owned  land,  it  must  broaden  its  focus  to  also 
encourage  more  intensive  land  use  designations  in  larger  catchment  areas  around 
stations.  Of  course,  it  is  important  to  respect  the  delicate  balance  between  local 
control  and  regional  needs.  Nevertheless,  BART  should  be  prepared  to  assist  local 
communities  which  are  ready  for  change,  and  work  in  concert  with  the  region  to 
promote  in-fill  development  over  outward  expansion  of  regional  growth.  It  is  also 
desirable,  particularly  for  the  new  extensions,  that  the  land  use  designations  around 
station  areas  suppon  regional  transportation  objectives.  The  region’s  choice  of 
future  BART  station  locations  and  alignments  might  even  be  tied  to  formal  local 
commitments  to  designate  appropriate  land  uses  around  prospective  sites. 
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5.  Changing  The  Way  We  Do  Business 

There  is  another  side  to  the  BART  vision  which  concerns  itself  not  so  much  with 
where  BART  goes  or  what  is  constructed  around  BART,  but  rather  with  how  BART 
approaches  its  business.  In  the  future,  the  organization  must  redouble  its  focus  on 
productivity  and  customer  service,  as  well  as  fiduciary  responsibility  to  the  region’s 
taxpayers.  BART  must  continue  to  seek  to  operate  more  like  a business  and  less 
like  a bureaucracy.  BART  will  serve  the  public  best  if  it  can  encourage  in  its 
employees  creativity,  innovation,  and  ever  high  standards  of  performance  and 
responsibility.  Whether  it  be  a station  agent’s  assistance  to  a customer,  elevator 
reliability,  train  cleanliness,  or  police  protection,  BART  customers  should  see  the 
same  attentiveness  to  their  needs  they  see  when  they  visit  a shopping  mall  or  theme 
park.  BART  intends  to  continue  improving  its  management  techniques,  training, 
and  employee  incentives  to  respond  to  these  service  challenges  in  the  most  cost 
effective  manners  possible. 


Resources  To  Usher  In  The  Future 


An  expansive  vision  of  public  transit’s  future  in  the  region  comes  with  a price  tag.  This 
strategic  sketch  discusses  the  future  in  conceptual  terms,  hence  there  is  little  specific  cost 
information  presented.  Nevertheless,  the  vision  is  expansive  and,  clearly  new  sources  of 
funding  will  be  needed  to  bring  it  about.  Funding  options  include  the  following: 

• Regional  Transportation  Plan  Track  2 funds 

The  draft  1994  Regional  Transportation  Plan  (RTP)  includes  a financially 
constrained  set  of  "Track  1"  projects,  designed  to  be  fundable  within  revenue 
projections  for  the  next  20  years.  As  the  RTP  process  progresses,  a second,  "Track 
2,"  set  of  unfunded  projects  will  be  identified  as  well.  These  projects  would  serve 
as  the  basis  for  a regional  advocacy  effort  to  secure  additional  funding.  Possible 
funding  sources  include  rollover  of  the  1/2  cent  county  sales  tax  measures,  a 10 
cent  per  gallon  regional  gas  tax,  post- 1997  Federal  Congestion  Mitigation  and  Air 
Quality  funds,  bridge  toll  increases  and,  possibly,  congestion  pricing.  In  total,  these 
sources  are  expected  to  amount  to  more  than  $15  billion  dollars  in  new  revenues 
over  the  RTP  20-year  time  horizon.  It  should  be  noted,  however,  that  some  of  the 
"Track  2"  resources  may  be  needed  merely  to  maintain  and  sustain  the  existing 
network  of  public  transit  in  the  Bay  Area. 

• Buy-Ins 

County  buy-ins  to  the  BART  system  could  raise  revenues  to  expand  and  improve 
BART  services. 

• Regional  Efficiencies 

Perhaps  there  are  ways  to  streamline  transit  services  to  provide  more  "bang  for  the 
buck."  With  the  movement  to  reinvent  government,  citizens  will  demand  no  less. 
The  starting  point  is  to  ensure  that  the  public  is  not  asked  to  subsidize  unnecessary 
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or  redundant  services.  This  means  that  transit  operators  should  not  operate 
competing,  excess-capacity  service  in  the  same  corridor.  It  also  means  that  services 
must  be  scrutinized  carefully,  where  there  is  little  or  no  demand  for  them.  Public 
subsidy  of  transit  makes  sense,  as  transit  brings  a myriad  of  economic  and  quality- 
of-life  benefits  to  the  region.  Transit  brings  good  jobs,  reduced  congestion, 
improved  air  quality,  a stronger  business  climate,  and  better  mobility  for  everyone. 
The  public,  however,  does  not  want  to  see  their  tax  dollars  go  into  running  empty 
buses  or  trains.  People  want  their  hard  earned  money  to  bring  about  tangible 
results. 

One  way  to  ensure  efficiency  is  to  structure  public  subsidy  transit  operators  on  a 
performance  basis.  Whatever  efficiencies  are  produced  by  performance-based 
subsidies  could  be  used  to  help  achieve  the  region’s  future  vision.  One  idea,  for 
example,  would  be  to  subsidize  transit  operations  on  a farebox  matching  basis:  for 
each  dollar  of  fare  revenue  collected,  a matching  subsidy  would  be  provided.  This 
approach  would  provide  a market  incentive  for  operators  to  focus  service  to  the 
most  productive  areas,  and  to  find  the  right  types  and  quality  of  service  to  meet 
transit  demand.  Farebox  matching  subsidies  would  give  additional  clout  to  the 
customer,  because  transit  agencies  would  have  more  at  stake  if  customers  become 
dissatisfied  and  cease  using  the  service.  Performance  based  subsidies  could  also  be 
used  to  achieve  regional  objectives  to  improve  interoperator  coordination. 

Operators  could  receive  higher  matching  subsidies  for  fares  collected  from 
interoperator  travelers.  Also,  some  regional  subsidy  should  be  set  aside  to  provide 
a higher  level  of  support  for  introductory  services  which  need  time  to  build 
markets. 

Flexible  Funding 

Under  new  federal  law,  metropolitan  areas  have  greater  ability  to  make  choices 
about  the  use  of  federal  funds.  This  means  that  the  Bay  Area  will  have  to  make 
difficult  tradeoffs  between  mass  transit  and  freeways.  Depending  on  public 
sentiment,  this  flexibility  could  free  up  more  funds  for  transit. 
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BART’s  SRTP  financial  plan  focuses  on  the  District’s  operating  budget  for  fiscal  years  1994 
through  2003  (for  the  period  July  1993  through  June  2(X)3).  All  sources  of  revenue  and  expense 
are  considered,  as  well  as  sources  of  financial  assistance.  The  starting  point  for  the  financial 
projections  is  BART’s  FY  94  operating  budget,  the  focus  of  the  next  section.  Subsequent 
discussion  identifies  the  assumptions  upon  which  the  out-year  forecasts  are  based. 


FISCAL  YEAR  94  OPERATING  BUDGET 

BART’s  operating  budget  for  FY  94  is  summarized  in  Figure  4-1  (FY  94  BART  Operating 
Budget).  This  financial  statement  recognizes  four  key  budget  influencing  factors.  Firsu  ridership 
and  related  revenue  from  passenger  fares  are  expected  to  be  only  marginally  above  levels 
achieved  in  FY  93,  reflecting  flattened  ridership  growth  within  the  current  recessionary  period. 
Second,  labor  costs  match  rising  expense  as  called  for  under  the  July  1991  contracts  with  the  two 
largest  unions  representing  BART  labor.  Third,  a slight  easing  of  the  economic  recession  is 
expected  to  result  in  somewhat  better  sales  tax  receipts  relative  to  FY  93. 

As  part  of  the  process  for  developing  the  FY  94  operating  budget,  a $7.4  million  unfunded  gap 
was  closed  by  cost  containment  measures  and  the  identification  of  additional  revenues.  The  labor 
and  non-labor  savings  are  discussed  below.  Despite  external  pressures,  BART’s  adopted 
operating  budget  for  FY  94  has  no  unfunded  deficit,  while  providing  for  essentially  the  same 
level  of  service  as  FY  93,  and  at  1986  fares. 


FY  94  Operating  Budget  and  Balancing  Solutions 

Measures  taken  to  balance  BART’s  FY  94  preliminary  operating  budget  include  the 
implementation  of  cost  containment  strategies  relating  to  project  and  program  options  and 
tradeoffs.  On  the  expense  side,  a total  of  $3.9  million  were  eliminated  from  the  District’s 
preliminary  FY  94  operating  budget. 

Reduced  expense  for  staffing  and  administrative  costs  resulted  in  a $1.5  million  savings.  Further, 
reductions  in  consultant  services  (identified  in  the  FY  94  preliminary  operating  budget)  cut  the 
adopted  budget  by  another  $0.8  million.  An  additional  $1.0  million  reduction  was  realized  by 
taking  advantage  of  electric  power  rate  adjustments  available  to  the  District.  BART  also  has  an 
option  available  with  respect  to  the  Laidlaw  express  bus  service  contract,  which  is  up  for  renewal 
in  FY  94.  Exercising  this  option  is  expected  to  result  in  a $0.2  million  expense  reduction. 

Finally,  as  part  of  this  cost-containment  effort,  some  early  morning  Saturday  train  service  was 
eliminated  resulting  in  a $0.4  million  savings.  Beginning  on  Saturday,  September  25,  1993  and 
each  Saturday  thereafter,  four-route  train  service  between  the  hours  of  6 and  9 a.m.  has  been 
replaced  with  two-route  X service.  The  net  effect  of  this  service  change  will  be  to  require  some 
passengers  to  transfer  in  downtown  Oakland  for  travel  which  was  previously  served  by  direct 
routes.  The  system  opening  time  on  Saturday,  however,  remains  virtually  unchanged  (some 
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FIGURE  4-1 

FY  94  BART  OPERATING  BUDGET 
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station  opening  times  have  been  modified  slightly  and  correspond  to  the  revised  schedule  for  the 
first  train  serving  each  station). 

On  the  income  side,  an  additional  $0.5  million  in  passenger  revenue  have  been  identified  over 
and  above  the  level  originally  forecast.  This  gain,  however,  continues  to  reflect  conservative 
ridership  growth.  An  additional  $3.0  million  is  budgeted  to  come  from  State  Transportation 
Assistance  (STA),  which  was  not  included  in  the  preliminary  FY  94  operating  budget. 

BART’s  $220.3  million  operating  budget  supports  achievement  of  the  District’s  performance  and 
program  objectives.  BART’s  FY  94  operating  budget  supports  achievement  of  the  objectives, 
and  is  based  on  the  following  service  parameters  and  assumptions. 


FY  94  Ridership  and  Revenues 

BART’s  FY  94  operating  budget  assumes  continuation  of  the  recession  with  only  slight 
employment  growth  in  the  Bay  Area.  Annual  ridership  is  assumed  to  grow  1.6%  over  FY  93’s 
actual  total  to  75.1  million  trips.  BART’s  FY  94  budget  includes  the  impact  of  the  August  1993 
increase  in  BART/MUNI  Fast  Pass  prices  from  $32  to  $35  and  a resulting  lower  BART  subsidy. 

Interest  earnings  are  budgeted  at  $6.8  million,  $0.7  million  above  FY  93’s  actual.  Other 
operating  revenue  (i.e.,  from  non-fare  sources)  has  been  budgeted  2.8%  below  the  FY  93  actual, 
from  $3.7  million  to  $3.6  million. 


FY  94  Staffing 

The  FY  94  operating  budget  supports  BART’s  emphasis  on  improving  skills  and  overall 
employee  development  A philosophy  of  employee  empowerment  will  continue  to  be  stressed 
and  backed  by  programs  which  reward  excellent  performance.  As  a cost  containment  measure, 
close  attention  will  be  given  to  use  of  overtime  and  the  rate  of  employee  absenteeism.  BART’s 
operating  staff  headcount  is  budgeted  at  2,461  positions,  10  fewer  than  the  budgets  for  the 
previous  two  fiscal  years. 


FY  94  Operating  Expense 

Total  operating  expense  for  FY  94  is  budgeted  at  $220.3  million,  or  4.7%  above  the  actual  for 
FY  93.  Net  operating  labor  expense  is  budgeted  to  rise  7.2%  over  FY  93’s  actual.  This  is  the 
primarily  the  result  of  the  wage  increase  called  for  under  the  current  contract  agreements, 
escalating  fringe  expense,  and  positions  assumed  to  be  filled  in  FY  94  which  were  vacant  the 
prior  year  (and  not  filled  as  the  result  of  a hiring  freeze). 
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Express  bus  and  shuttle  bus  service  expense  is  budgeted  at  $7.0  million,  or  6.8%  over  FY  93 
actual.  MUNI  transfer  agreement  payment  is  budgeted  at  $1.5  million,  or  1.1%  above  FY  93 
acmal.  [The  formula  which  is  used  in  determining  the  MUNI  payment  includes  a factor  for  sales 
tax  revenue  growth.  This  low-growth  line  item  offset  higher  increases  for  other  factors  in  the 
formula.]  Electric  power  is  budgeted  at  $21.0  million,  or  5.0%  above  FY  93’s  actual.  Cost 
containment  efforts  for  FY  94  are  clearly  evident  by  a $29.9  million  budget  for  other  non-labor 
items.  This  is  7.3%  under  FY  93’s  actual  of  $32.2  million. 


FY  94  Financial  Assistance 

Total  financial  assistance  is  budgeted  at  $126.4  million.  This  is  5.3%  above  FY  93’s  actual  of 
$112.0  million.  Sales  tax  assistance,  which  constitutes  roughly  90%  of  the  District’s  total 
financial  assistance,  is  budgeted  at  $110.8  million  in  FY  94,  2.7%  higher  than  FY  93’s  actual  of 
$107.9  million.  As  a direct  result  of  result  of  the  recession,  BART  sales  tax  assistance  in  FY 
94  is  expected  to  be  just  1.7%  above  the  $109.0  million  achieved  three  years  earlier,  in  FY  91. 
Property  tax  revenue  is  budgeted  to  increase  4.0%,  from  an  actual  of  $11.6  million  in  FY  93  to 
$12.1  million  in  FY  94.  Remaining  financial  assistance  is  to  be  derived  from  STA  and 
Transporation  Development  Act  (TDA)  sources,  at  $3.0  million  and  $0.6  million,  respectively. 

Net  financial  assistance  (i.e.,  total  assistance  less  capital  allocations  and  debt  service)  is  budgeted 
to  be  8.7%  greater  in  FY  94  than  the  actual  achieved  in  FY  93.  This  relatively  large  gain,  in 
light  of  low  sales  tax  growth,  is  primarily  the  result  of  no  allocations  from  operating  sources  to 
capital  in  FY  94.  In  FY  93,  $3.3  million  were  allocated  from  operating  sources  toward  the 
purchase  and  installation  of  two  wheel  tming  machines.  These  programs  are  now  funded  entirely 
through  the  District’s  capital  budget  (refer  to  the  CIP).  Debt  service  payments  are  budgeted  to 
increase  6.6%  over  the  FY  93  actual. 


FY  94  Key  Financial  Indicators 

B ART’s  FY  94  operating  budget  is  balanced  at  fares  which  have  not  been  increased  since 
January  1986.  The  cost  containment  measures  and  focus  of  BART’s  overall  program  are 
expected  to  offset  but  not  fully  correct  the  impact  of  expense  growth  outpacing  available  revenue 
sources.  The  net  effect  of  this  is  expected  to  result  in  somewhat  less  favorable  financial 
performance  relative  to  the  prior  fiscal  year. 

The  FY  94  rail  farebox  ratio  is  budgeted  to  be  48.1%,  down  from  an  actual  of  49.9%  last  fiscal 
year.  Similarly,  the  system  operating  ratio  is  budgeted  at  51.5%  versus  53.3%  actual  last  year. 
This  level  of  financial  performance  remains  above  the  District’s  standard  of  a 50%  system 
op>erating  ratio. 

In  line  with  expense  slightly  outpacing  revenue,  BART’s  rail  cost  per  passenger  mile  is  budgeted 
to  increase  3.2%  from  an  actual  of  21.70  in  FY  93  to  22.40  in  the  current  year’s  budget. 
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FINANCIAL  FORECASTS  FOR  FY  95  THROUGH  FY  03 
A FRESH  APPROACH  TO  BART’S  FUTURE 


The  operating  plans,  budgets  and  forecasts  presented  in  the  foregoing  have  assiuned  a business- 
as-usual  approach  to  operations,  financing  and  support  from  patrons  and  the  community  at  large. 
As  depicted  in  Figure  4-2,  that  assumption  results  in  very  significant  operating  deficits,  beginning 
in  FY  95  at  $16.7  million  and  increasing  to  $150.0  million  in  FY  03.  Obviously,  such  operating 
deficits  are  unacceptable. 

In  addition,  the  Intermodal  Surface  Transportation  Efficiency  Act  of  1991  mandates  that  the 
Regional  Transportation  Plan  (RTP)  used  to  guide  the  Bay  Area’s  future  transportation  system 
be  fiscally  constrained.  As  a result  of  this  new  directive,  MTC  has  specifically  required  BART 
to  demonstrate  in  its  FY  94  SRTP  that  it  has  the  ability  to  fund  its  proposed  operating  plan  and 
the  associated  CIP. 

In  response  to  these  challenges.  District  Directors  have  engaged  in  an  ongoing  process  to  develop 
a new  approach  to  secure  BART’s  future  as  the  preeminent  transportation  provider  in  the  San 
Francisco  Bay  area.  The  Directors  have  been  exploring  opportunities  for  cost  containment, 
efficiency  improvement,  alternative  sources  of  funding  and  creative  approaches  to  financing,  to 
insure  that  BART  can  continue  to  provide  the  quality  service  its  patrons  have  come  to  expect. 
To  do  so,  the  Directors  must  consider  not  only  the  need  for  operating  monies,  but  for  funds  to 
support  necessary  capital  improvements  as  well.  Particularly  with  regard  to  capital  requirements, 
BART’s  Board  will  be  seeking  to  forge  a new  relationship  with  MTC,  the  organization  which 
distributes  State  and  Federal  funds  to  regional  transit  operators.  BART  will  be  seeking  the 
establishment  of  a forthright,  rational  process  for  programming  regional  funding,  which  will 
guarantee  the  longer  term  commitments  necessary  to  successfully  conduct  large  scale  capital 
investment  programs  in  an  environment  of  fiscal  constraints.  Fundamental  to  this  process  will 
be  a mechanism  for  insuring  that  regional  funds  are  not  used  inefficiently  on  redundant  services. 

During  a series  of  seven  meetings,  conducted  over  a period  of  almost  three  months,  the 
Administration  Committee  of  BART’s  board  of  Directors  has  examined  a wide  range  of  possible 
revenue  enhancement  and  cost  reduction  measures.  In  addition  to  those  measures  adopted  for 
planning  purposes  and  listed  in  Figure  4-3,  many  others  were  considered  and  rejected.  Among 
the  measures  excluded  from  this  plan  were  the  following: 

• Parking  charges 

• Increase  in  load  factors 

• Reduction  of  Express  Bus  Service 

• Headway  increases 

• Reduction  of  hours  of  service 

• Early  closing  of  certain  stations 
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Figure  4-2 

BART  PRELIMINARY  OPERATING  BUDGET,  FY  95  - FY  03 
Millions  of  Dollars 


In  general,  the  Directors  rejected  measures  which  would,  in  any  manner,  degrade  service  provided 
to  patrons,  and  instead  sought  opportunities  to  contain  costs,  increase  efficiency,  enhance  service 
and  aggressively  develop  alternative  sources  of  funding. 

Finally,  after  all  other  alternatives  have  been  fully  exploited,  it  may  be  necessary  for  BART  to 
raise  its  fares  to,  at  a minimum,  correspond  with  those  of  other  transit  operators  in  the  region. 
The  District,  which  has  not  increased  fares  since  1986,  would  do  so  only  reluctantly,  for  the 
specific  purpose  of  financing  necessary  capital  investments  in  new  and  expanded  facilities,  and 
in  rehabilitation  of  existing  plant  and  equipment.  In  the  final  analysis,  however,  circumstances 
may  be  such  that  it  will  be  necessary  to  use  some  of  the  revenue  from  this  source  to  support 
operations.  In  any  case,  no  fare  increases  will  be  undertaken  until  commitment  has  been  obtained 
from  MTC  for  a more  concrete,  regional  transit  funding  plan.  Even  then,  the  timing,  magnitude 
and  other  details  of  any  proposed  fare  increase  would  be  subject  to  extensive  review  by  BART’s 
staff  and  Board,  and  would  be  the  subject  of  well  advertised  public  hearings.  Fare  increase  in 
revenues  are  depicted  in  Figure  4-3  (Board  Selected  Deficit  Reduction  Options)  for  planning 
purposes  only. 

A program  of  specific  proposals  for  eliminated  the  forecast  operating  deficits  and  providing  a 
bondable  revenue  stream  to  support  capital  investment  is  presented  in  Figure  4-3.  This 
presentation  should  not  be  regarded  as  a "final  solution",  but  as  a "snapshot"  of  the  most  recent 
stage  in  an  ongoing  development  process.  The  program  depicted  is  the  result  of  an  extensive 
series  of  meetings  held  over  a period  of  several  months,  and  will  continue  to  receive  a similar 
level  of  attention  in  the  future,  until  an  optimal  program  is  identified.  Summaries  of  each 
proposal  follow,  identified  by  the  corresponding  line  number  from  Figure  4-3. 


Line  1,  Baseline  Deficit;  As  developed  in  the  preceding  sections,  a business-as-usual  approach 
to  operations  is  expected  to  result  in  the  annual  deficits  indicated.  The  baseline  deficit  reflects 
resumption  of  PERS  premium  payment,  starting  at  $12.76  million  in  FY  98. 

EXTRAORDINARY  FISCAL  IMPACTS 

Line  2,  ADA  Paratransit  Requirement  (Subsidy);  Under  the  American  Disabilities  Act,  the 
Federal  Government  has  mandated  provision  of  paratransit  services,  without  making  provisions 
for  funding  these  services.  BART  and  virtually  all  other  transit  operators  are  faced  with 
extraordinary  expenses  for  this  program.  BART  will  join  with  other  operators  in  aggressively 
seeking  new  supplemental  funding,  represented  on  this  line,  to  defray  the  net  cost  (after  fares) 
of  the  mandated  program. 

Line  3,  East  Bay  Extension  Requirement  (Subsidy);  The  operating  costs  of  BART’s  71-mile, 
core  system  is  funded  primarily  from  fares  and  sales  tax  revenues,  in  approximately  equal 
proportions.  When  the  extensions  open,  only  the  additional  fares  collected  will  support  the 
additional  operating  costs.  This  line  represents  the  assumption  that  an  additional,  temporary 
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source  of  funding,  of  an  equivalent  proportion,  will  be  provided  by  the  region  to  subsidize  the 
extension  operating  costs  net  of  fares,  until  a permanent  funding  source  can  be  arranged. 

Line  4,  SamTrans  Net  Cost  Reimbursement  (Subsidy):  Under  the  terms  of  the  agreement 
between  BART  and  SamTrans,  San  Mateo  County  will  reimburse  BART  for  the  net  costs  of 
providing  service  within  that  county,  to  commence  with  the  start  of  service  to  Colma  Station. 
This  line  represents  an  estimate  of  the  reimbursements  to  be  received,  which  are  not  reflected  in 
Line  1. 

•••  SUBTOTAL,  Subsidies  •••  Subtotal  of  Lines  2 through  4 
BART  ACTIONS 

Line  5,  Two-Route  Early  Saturday  Service  (Cost  Reduction):  A proposal  to  substitute  two 
route,  "X"  service,  from  6 to  9 a.m.  on  Saturday  mornings,  in  place  of  the  four-route  service 
currently  provided  during  that  time  period. 

Line  6, 3%-4%  Annual  Labor  Inflation  vs  5%  Base  (Cost  Reduction):  The  deficits  depicted 
in  Line  1 are  based  upon  an  assumed  annual  growth  in  total  labor  expenses  of  5%.  This 
alternative  assumption  represents  a policy  of  holding  labor  cost  growth  to  3%  in  FY  95  through 
FY  97  and  to  4%  thereafter. 

Line  7,  2 1/2%  Cost  Containment  (Cost  Reduction):  This  line  represents  the  result  of 
achieving  a 2 1/2%  reduction  in  operating  costs  in  FY  95,  and  carrying  that  cost  containment 
improvement  into  the  future. 

Line  8,  Muni  FastPass  Revenue  Sharing  Change  (Additional  Revenue):  Represents  an 
adjustment  to  the  BART/MUNI  FastPass  revenue  sharing  agreement  to  eliminate  the  need  for  the 
annual  BART  to  MUNI  transfer  payment  included  in  previous  forecasts  of  operating  costs.  This 
change  might  involve  a change  to  a two-tier  FastPass,  which  could  require  patrons  riding  both 
systems  to  purchase  a Premium  FastPass. 

Line  9,  Special  Fare  Discounts  (Additional  Revenue):  This  line  represents  the  projected 
revenue  increases  to  be  expected  if  BART  altered  the  discounts  offered  elderly  and  disabled 
riders,  from  the  present  level  of  90%  throughout  the  day,  to  a 75%  discount  during  off  peak 
periods  and  no  discount  during  peak  periods. 

•••  SUBTOTAL,  Cost  Reduction/Additional  Revenue  •••  Subtotal  of  Lines  5 through  10 

Line  10,  New  Financial  Result,  Operating  Deficit:  Represents  the  net  result  of  applying  the 
measures  described  above  to  the  Line  1 deficit.  This  line  reflects  the  resumption  of  PERS 
premium  payment,  starting  at  $12.76  million  in  FY  98. 
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Line  11,  New  Revenue  for  Capital:  Indicates  the  revenue  required  to  support  the  capital 
investment  program. 

Line  12,  Total  New  Revenue  Required:  Net  revenue  requirement  for  capital  and  operating 
purposes.  Sum  of  Lines  10  and  11. 

Line  13,  Permanent  Funding  Source:  Represents  development  of  a new  funding  source.  The 
amount  shown  is  less  than  the  full  25%  portion  of  the  regional  1/2  cent  sales  tax  now  shared  with 
other  transit  operators.  Alternatively,  these  revenues  could  come  from  sources  such  as  gasoline 
taxes,  bridge  tolls.  Federal,  State  or  regional  air  quality  funds,  or  rolling  over  the  existing  G.G 
Bonds. 

Line  14,  Total  Required  Fare  Increase:  Fare  increase  necessary  to  balance  the  annual 
operating  and  capital  budgets  after  application  of  the  contribution  from  the  Permanent  Funding 
Source  indicated  above. 

Line  15,  Percent  Fare  Increase:  For  the  purpose  of  these  projections,  it  is  assumed  that  fare 
increases  will  be  made,  effective  on  July  1 of  each  year,  beginning  in  FY  95,  and  that  they  will 
be  across  the  board  for  all  fare  instmments:  blue  tickets,  BART  Plus,  BART/MUNI  FastPass,  etc. 
For  this  proposal,  the  percentage  increases  were  selected  to  raise  BART’s  base  fare  from  the 
present  level  of  80  cents  to  90  cents  in  FY  95,  to  $1.00  in  FY  96,  and  to  $1.10  in  FY  97,  at 
which  point,  BART’s  base  fare  would  equal  the  comparable  base  fares  currently  charged  by  other 
regional  transit  agencies.  However,  by  FY  97,  other  agencies  may  well  have  further  increased 
their  fares.  Additional  fare  increases  of  5%  per  year  are  necessary  in  FY  98  and  FY  99.  No 
additional  increases  are  assumed  for  FY  00  through  FY  03. 

Line  16,  Estimated  Yield:  This  line  represents  the  anticipated  annual  increases  in  revenue 
resulting  from  the  assumed  series  of  fare  increases. 

Line  17,  Remaining  Differential  - Annual:  This  line  is  the  result  of  applying  the  Estimated 
(fare  increase  revenue)  Yield  (shown  on  Line  16)  to  the  Total  Required  Fare  Increase  (shown  on 
Line  14. 

Line  18,  Remaining  Differential  - Cumulative:  Simply  the  cumulative  year-to-year  total  of 
Line  17.  Any  positive  differential  could  be  accumulated  as  a capital  reserve  for  the  bond 
program. 
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